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EDITORIAL 


HE FIRST SESSION of the Eighty-third Congress was 

saved from placing the cinema in a more important 
place in the American economy than transportation only by 
the failure of President Eisenhower to sign a bill abolishing 
the 20 per cent excise tax on movie tickets. No nape 
to remove the tax on freight rates and passenger fares re- 
ceived serious consideration by that session; so the President 
was not required to make a decision as to which of the two 
businesses contributed more to our prosperity. 

It begins to look, however, as though he will soon be 
faced with a decision which, while not quite so clean-cut as 
the earlier one (T.W., Aug. 15, 1953, p. 9), will neverthe- 
less force him to express, by implication, an opinion as to 
the relative importance in American life of such things as 
furs, perfumery and theater tickets, on the one hand, and 
the essential transportation of goods and people, on the 
other. 

As we say, the decision this time will not be quite so 
clean-cut, because, after all, there is proposed a reduction 
of 5 per cent in the tax on passenger fares, along with reduc- 
tions of considerably greater percentages on luxury items. 

The fact remains, nevertheless, that only three members 
of the House of Representatives, out of a total of 414 voting, 
could conceivably have differentiated between luxury and 
necessity. There is, of course, no way of knowing whether 
even those three—or any one of them—based their opposi- 
tion to the excise tax reduction measure on anything but a 
general objection to any tax cuts at the present time. 

Those who have watched the legislation in this session of 
Congress predict prompt passage of it by the Senate. It re- 
duces the excise tax level on many things—of which, per- 
haps, only communications and passenger travel charges 
could be considered outside the luxury class—to an even 10 
per cent. That means, of course, that the passenger fare tax 
will come down to that level from 15 per cent; it means 
that the tax on a lot of other items will go down to 10 per 
cent from as high as 25 per cent. And it also means that 
there will be no change whatever in the 3 per cent tax on 
freight charges. 


fi purpose of excise taxes is to raise revenue; the 
theory of excise taxes is that they ought to be and can 
be best applied on items and services in the luxury or semi- 
luxury class. Probably no one will quarrel with the state- 
ment that, at the time the taxes now proposed to be reduced 
were applied, there was need for the revenue sought to be 
raised thereby. Indeed, there are some (including the three 
who voted against the bill in the House, the President him- 
self, and Secretary Humphrey, of the Treasury Department) 
who believe that the revenue is still needed and will be 
needed at least until the budget is balanced. There was, 
and still is, one exception to that—the taxes imposed on 
passenger and freight transportation. Despite what has been 
said about the passenger fare tax having at least in part 
grown out of the country’s tax revenue needs, the discussions 
in Congress at the time it was first adopted and later in- 
creased indicated that its proponents believed the tax would 
make people stay home. 

It has been said many times, by many people, including 
ourselves, that not only has the need for restricting unneces- 
sary travel disappeared long since, but the need for added 





Excise Taxes—Luxuries vs. Necessities 


passenger revenue to be derived from travelers using pres- 
ently unoccupied places on trains, buses, and even airplanes, 
has grown steadily. Particularly on the railroads has the 
passenger deficit reached a level to constitute a very real 
burden on freight. It makes little or no difference, in the 
end, whether the passenger deficit comes about because of 
less than compensatory payments for “head-end” passenger- 
train traffic; the simple fact is that, if trains were occupied 
more nearly to capacity, the deficit would decrease—perhaps 
even disappear. 

Yet the anomaly remains—the anomaly of the railroads 
exerting every effort and spending large sums to promote 
rail passenger travel while the obsolete federal tax intended 
to discourage travel remains in effect. 


Cy the secondary question—as to whether or not passen- 

ger travel is a luxury—there may be some grounds for 
differences of opinion. Certainly much train, bus, and air 
travel is for social purposes, and for vacation and recreational 
purposes. If we adopt the sociological views of the labor 
leaders and others who have argued successfully with indus- 
trial leaders that an annual vacation is a necessity, then one 
may even insert a timid question as to the validity of the 
latter view. 

The real fact is, however, that a very large portion of all 
passenger travel has nothing to do with luxury—whether 
the luxury be social or recreational. Much passenger travel 
is business travel—perhaps even most of it. We have some- 
times thought it might be of value to those engaged in in- 
terstate passenger transportation to develop some statistics 
on that score. It certainly would not be difficult, for in- 
stance, for the railroads and the bus companies to discover 
how great a percentage of their revenue came through 
established industrial traffic departments. While that would 
by no means establish the total percentage of passenger travel 
on business, it would at least indicate the trend. As for the 
airlines, they have a convenient and efficient air travel card 
system, and the figures ought to be available to them with 
comparatively little calculation. 

The facts might be of great benefit, just now, when the 
tax on passenger fares is coupled with that on luxury items 
and the proposed proportionate reduction in it is no more in 
some cases, and less in others, than that proposed on luxury 
items. 

All this takes no consideration of the 3 per cent tax on 
freight charges, or the tax on pipeline charges. Those per- 
centages are so low that, if the logic of reducing excise taxes 
to even levels is to be the’ future legislative method, one may 
not expect them to be abolished for a good many years. 

We feel that the organization of the National Conference 
for Repeal of Taxes on Transportation (T.W., Feb. 13, p. 
17) is a step in the right direction. It is heartening to note 
that, in that organization, there is unanimity of purpose, not 
merely between the shipping and traveling pub lic and the 


railroads, or the highway carriers, or the airlines, but be- 
tween those users and all of the carriers. Aside from what- 
ever educational value the group may have in informing the 
public and the legislators on the problem of the transpor- 
tation tax, it has the exciting potential of proving that di- 
vergent, even antagonistic groups can and will cooperate in 
matters of mutual interest. 





“Expedited service 


by TRUCK 


means faster 
turnover and 
closer stock control,” 


says H. E. CHAPMAN 


Traffic Manager, 


S. S. KRESGE COMPANY 


Detroit, Mich. 


Neer ee ae 





Here’s a direct quote: 


“At Fort Wayne, Indiana, S. S. 
Kresge Company maintains a 
modern warehouse covering 350,- 
000 square feet of floor space, and 
installed with the latest material 
handling equipment. To get mer- 
chandise quickly from this ware- 
house, truck routings are specified 
to some 410 Kresge Stores located 
in the Midwest area. Turnover and 
stock control are synonymous with 
expedited service for Kresge Store 
managers.”’ 
H. E. CHAPMAN, 
Traffic Manager 


Ship by TRUCK for Service PLUS 


YOU ALWAYS GET something 
extra, beyond mere transportation, 
when you ship by truck. Precision 
timing, a cutdown of loss and dam- 
age, and delivery that goes all the 
way. These are just a few of many 
reasons shippers give for using 
trucks. Why don’t you, too, get 
“service PLUS—with a truck’’? 





AMERICAN TRUCKING INDUSTRY 
American Trucking Associations, Inc. 
Washington 6, D.C. 
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TRAFFIC WORLD 


UESTIONS AND 


ns 


Address letters to Traffic World, 815 Washington Bldg., Washington 5, D. C. No 
attention will be paid to anonymous communications or questions from nonsubscribers. 





In this column will be published answers to questions relating to traffic, of general reader interest. A 
specialist in interstate transportation, who is a member of our special service department, will furnish 
references to regulations and decisions and will answer questions of application of tariff schedules and 


practical traffic problems. 


We do not desire to take the place of the traffic man, but to help him in his 
work, nor do we undertake to render legal opinions. 


The right is reserved to refuse to answer any 


question that does not seem to be of general interest or that may appear to us unwise to answer or too 
complex for the kind of investigation herein contemplated. 


Jurisdiction of Interstate Commerce 
Commission— 


Adjacent Foreign Country Traffic 
Through the United States 


Question—Canada 


Please let us know the nature and 
extent of the jurisdiction of the Inter- 
state Commerce Commission over the 
rates on Canadian traffic moving, as 
follows: 


1. By rail, from a point in Canada 
through the United States, to another 
point in Canada. 


2. By motor carrier from a point in 
Canada to a point in the United States, 
thence by rail through the United States 


and into Canada to a Canadian destina- 
tion. 


3. By motor carrier (for the entire 
movement) from a point in Canada 
through the United States to another 
point in Canada (See Administrative 
Rule 30, dated September 2, 1936, of 
the Bureau of Motor Carriers, with refer- 
ence to the interpretation of “foreign 
commerce,” in section 203). 


4. By motor carrier from a point in 
Canada to a point in the United States, 
thence by rail through the United States 
to another point therein, at which point 
the goods are transferred to a motor 
carrier for delivery to a Canadian des- 
tination. 


Specific references to the Interstate 
Commerce Act and published decisions 
will be appreciated. 


Answer 


Section 203(a)(11) of Part 2 of the 
Interstate Commerce Act provides: 


“The term ‘foreign commerce’ means 
commerce, whether such commerce 
moves wholly by motor vehicle or partly 
by motor vehicle and partly by rail, 
express, or water, (A) between any 
place in the United States and any 
place in a foreign country, or between 
places in the United States through a 
foreign country; or (B) between any 
place in the United States and any 
place in a Territory or possession of the 
United States insofar as such transpor- 
tation takes place within the United 
States.” 


In its reports in Erie Coach Lines 
Common Carrier Application, 47 M.C.C. 
589; Inglis Common Carrier Application, 
31 M.C.C. 209; Danforth Bus Lines, Ltd., 
Common Carrier Application, 29 M.C.C. 
423; and Cripps Common Carrier Appli- 
cation, 24 M.C.C. 19, the Commission 
gave consideration to the application 
of the above quoted provision of the 





Interstate Commerce Act and found 
that transportation from points in 
Canada to points in the United States 
and thence to a point in Canada is 
subject to the provisions of the Act and 
within the jurisdiction of the Interstate 
Commerce Commission, insofar as the 
transportation is within the boundaries 
of the United States. 

In Inglis Common Carrier Applica- 
tion, 31 M.C. 209, the Commission said: 


“In Cripps Common Carrier Applica- 
tion, 24 M.C.C. 19, we considered the 
question whether a motor carrier which 
performs charter operations in the trans- 
portation of passengers and their bag- 
gage in round-trip sightseeing or pleas- 
ure tours beginning and ending at Toron- 
to, Ontario, Canada, or points in Canada 
adjacent thereto, and extending to cer- 
tain points in the United States, is sub- 
ject to our jurisdiction. In the cited 
case we reached the conclusion that the 
carrier is a motor common carrier en- 
gaged in ‘foreign commerce’ as con- 
templated by part II of the Interstate 
Commerce Act. Accordingly, authority 
from us to continue the described opera- 
tions was found necessary, and was 
granted. The following pertinent ex- 
cerpts from the case are repeated here: 


“Tf the operation is subject to the 
provisions of the act, it is as foreign 
commerce only. Foreign commerce is 
defined in section 203(a)(11) of the act 
as follows: : 

“<The term ‘foreign commerce’ means 
commerce between any place in the 
United States and any place in a foreign 
country, or between places in the United 
States through any foreign country, 
whether such commodity moves wholly 
by motor vehicle or partly by motor ve- 
hicle and partly by rail, express, or 
water.” 

“Although the proposed tours will be- 
gin and end in Canada and passengers 
will return to Canada in the same ve- 
hicle, on the same trip, we do not be- 
lieve that these facts in any wise alter 
the foreign character of this traffic. It 
is essentially the transportation of pas- 
sengers from points in Canada to points 
in the United States for the purpose of 
pleasure or sightseeing and then re- 
turn to Canada. The fact that only 
round trips are made is not important. 
We conclude that the proposed opera- 
tions involve the transportation of pas- 
sengers in foreign commerce and are sub- 
ject to the provisions of the act and 
within our jurisdiction, insofar as they 
are conducted within the boundaries of 
the United States.’ 

“Since the operations of the instant 


applicants are of the same character as 
those in the cited case, it follows that the 
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conclusion reached therein that the 
operations are subject to our jurisdic- 
tion, to the extent that the service is 
performed within the confines of the 
United States, is likewise controlling 
here. As seen, we have disposed of the 
jurisdictional question. Hence, the only 
remaining question for determination is 
whether the evidence warrants a grant 
of authority to the respective applicants 
and, if so, the extent thereof.” 











Reconsignment and Diversion— 


Charges on Entire Shipment 
Subject to Minimum and Maximum 
Charge Per Truck 






Question—Michigan 


We would appreciate your interpreta- 
tion of Central States Motor Freight 
Bureau Tariff No. 500-A, MF-I.C.C. 723, 
Item 80, paragraph 3(b), which provides 
for reconsignment charges, as follows: 

“When diversion or reconsignment, 
. . is requested and accomplished after 
a shipment has been tendered for deliv- 
ery at the original billed address, charges 
for diversion or reconsignment shall be 
as follows: 

“For each shipment subject to truck- 
load rates and truckload minimum 
weights, the charge shall be 21¢ per 100 
pounds, subject to a minimum charge 
of $11.00 and a maximum charge of 
$18.15 for each truck used to transport 
the shipment, whether loaded to capac- 
ity or not.” 

This tariff does not define a truck, 
but reference is made to Central States 
Motor Freight Bureau Tariff No. 205-D, 
MF-I.C.C. 580, Item 30, which defines a 
truck as “any single load-carrying ve- 
hicle, propelled or drawn by mechanical 
power and used upon the highways in 
the transportation of property.” 

Based on this definition, various car- 
riers have been assessing a double recon- 
signment charge on collect shipments 
into our plant when such shipments 
have moved on a trailer and semi- 
trailer combination. Under Central 
States Motor Freight Bureau Tariff No. 
205-D, for example, the charges would 
be $36.30, instead of $18.15, for a single 
truck. 

An individual carrier’s tariff, Glenn 
Cartage Co., MF-I.C.C. 26, provides as 
follows: 

“When a diversion or reconsignment 
requires a change in the billed name of 
the consignee and/or place of delivery 
at the original billed destination, tariff 
rates from original point of origin to 
point of original destination will be ap- 
plied, plus an additional charge of 744¢ 
per 100 pounds, subject to a maximum 
charge of $13.75 per vehicle used.” 

This tariff fails to define a vehicle, 
but does define a truck as “a truck, 
trailer, or semi-trailer”. This carrier is 
also assessing a double reconsignment 
charge on a trailer and semi-trailer 
combination. 


The carriers have maintained that 
it is their clear cut intention to charge 
for two units, when such are used to 
transport a shipment which has been 
reconsigned. It is our contention, how- 
ever, that when a given volume of ma- 
terial is tendered to a carrier, the choice 
as to whether to transport it on one 
or two trucks rests with the carrier. 
If the carrier desires to transport a 
shipment on two trucks in order to 
comply with. state. er local weight re- 
strictions or for some other reason, 
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> It takes a trained rider to stay astride a bucking 
bronco .. . and it takes a trained, experienced van 
operator to move your furniture safely from one city 
to another. Mayflower van operators are selected on 
the basis of scientific aptitude tests. They are thor- 
oughly trained in May- ae) 
flower’s own moving school 
... and, they drive the best 
equipment that money can 
buy. For a move that’s easy 
for you and safe for the 
furniture, use Mayflower 
Moving Service. 
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Mayflower’s organization of selected warehouse agents provides on-the-spot 
representation at the most points in the United States and Canada. Your local 
Mayflower agent is listed in the classified section of your telephone directory. 
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this decision is made for his conveni- 
ence. It would then seem unreasonable 
to attempt to assess, and we maintain 
it is, a double charge if the shipment is 
reconsigned. 

Furthermore, an analogous situation 
arises in the application of Rule 24 on 
rail shipments. Here, when a shipment 
moving on a “lead and trailer” car 
(carrying the excess), is reconsigned, 
the carrier will only assess one charge. 
This, in spite of the fact that the two 
cars may be many miles apart at the 
time the reconsignment service is or- 
dered. Rail tariffs commonly provide 
for a single charge. 


Answer 


We interpret paragraph 3(b) of Item 
80 in the following manner: 

(1) The entire weight of the shipment, 
without taking into consideration the 
number of trucks used to transport it, 
should be subjected to the reconsign- 
ment charge of 21 cents per 100 pounds. 

(2) The total charge so arrived at 
should be equally divided between the 
number of trucks used to transport the 
shipment. 

(3) The charge per truck arrived at 
in the manner set forth in (2) cannot 
be less than $11.00, nor more than $18.15. 
If the charge per truck should be less 
than $11.00, then the charge would have 
to be increased to $11.00. On the other 
hand, if the charge per truck should 
exceed $18.15, then it would have to be 
decreased to $18.15. 

The same method of computing the 
reconsignment charges are applicable in 
the Glenn Cartage Co. tariff, except that 
there is no minimum charge per truck 
to be taken into consideration. 

It appears that, in those cases where 
two trucks are used and you are assessed 
$36.30, you are actually having the ship- 
ments reconsigned for a lesser total 
charge than you would if the charges 
were based only on the 2l-cent per 
100 pounds charge. 





Salvage— 
Refusal of Injured Goods by Consignee 


Question—Idaho 


In the event merchandise is rejected 
by the consignee because of damage 
and/or turned back to the carrier for 
salvage after having been received and 
inspected by the consignee, does the car- 
rier have the right to dispose of the sal- 
vage as he pleases and then later decline 
to make full settlement with the con- 
signee for its value, or, in the event the 
carrier does not intend to settle in full 
for damaged merchandise, is he under 
obligation to notify the shipper that he, 
the shipper, has the option of acquiesc- 
ing in the proposed disposition or other- 
wise protecting his interests in the 
claim? 

In delivering damaged or salvage 
merchandise to a carrier, does a shipper 
relinquish all title and place himself en- 
tirely at the mercy of a carrier for full 
or partial settlement as some carriers 
would have shippers believe? 


There are instances where the carriers 
have resold damaged merchandise at 
ridiculously low prices in relation to its 
invoice value, and then later write the 
claimant that the carrier is not responsi- 
ble for the damage, but that he is willing 
to pay the consignee for the merchan- 
dise on the basis of the amounts real- 
ized from the sale of the salvaged goods. 
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Does the sale by the carrier of the mer- 
chandise under such _ circumstances 
amount to conversion of the goods, for 
which the carrier is held liable? 

Your comments will be very much ap- 
preciated. 


Answer 


Although there is some authority to the 
contrary, where merchandise is injured 
during transportation, or part of it is lost, 
the consignee, it is said, cannot abandon 
the consignment and sue for the full 
value, but must accept the merchandise 
as tendered and sue for damages. Myer 
v. Vicksburg R. Co., 6 Sou. 218; Morell v. 
Northern Central R. Co. (N.Y.), 16 Hun. 
585; Freeman v. Weir, 94 N.YS. 327; 
Cent. of Ga. R. Co. v. Montmollen, 39 
Sou. 820; Parsons v. U. S. Express Co., 
123 N. W. 776; Reason v. Detroit, etc. R. 
Co., 113 N. W. 596; Cleveland C. C. & St. 
L. Ry. Co. v. Bement-Rea Co., 154 N. E. 
32; Crinella v. Northwestern Pac. R. Co., 
259 Pac. 774; Patterson v. R. Co., 195 
S. W. 1163; and R. Co. v. Novet, 199 S. W. 
496. 

It is impossible, it is said, to distin- 
guish in principle between damages due 
to delay and damages due to impair- 
ment of value by physical injury to 
goods. The person entitled to goods 
shipped cannot, on account of delay, re- 
fuse to receive them and sue for the 
full value. However, the unlawful re- 
fusal of the consignee to accept dam- 
aged goods, and his action in bringing 
suit for their value, is of no consequence 
where it does not appear that any dif- 
ferent result would have been reached 
had the consignee received the goods in 
an injured condition and then sued for 
damages. Gulf, Colorado & S. F. Ry. 
Co. v. H. B. Pitts & Son, 83 S. W. 727. 


Where, however, the goods are so ma- 
terially damaged as to destroy their 
value, the consignee may, of course, 
refuse to accept and sue for the full 
value, since in that event nothing that 
the consignee might do would lessen the 
loss and so diminish the carrier’s lia- 
bility. Gulf, Colorado & S. F. Ry. Co. v. 
H. B. Pitts & Son, 83 S. W. 727; Mc- 
Grath v. Charleston & Western Carolina 
Ry. Co., 75 S. E. 44. 

The above is a statement of the law 
relating to the refusal of damaged goods 
by the consignee thereof. 


If a consignee may not lawfully refuse 
to accept a damaged shipment, only such 
damages, if any, as resulted from injury 
to the goods and not the value of the 
shipment may be recovered. 


As it is the duty of the consignee to 
accept the injured goods, it follows that 
it is likewise the duty of the consignee 
to endeavor to mitigate the damages by 
disposing of the injured goods to the 
best advantage, the carrier being liable 
for the difference between the value of 
the injured goods and their value in the 
condition in which they were delivered 
to the carrier for transportation. 


In the event a consignee turns injured 
zoods over to a carrier for sale as sal- 
vage, instead of accepting delivery and 
filing claim, he should not be heard to 
complain of the disposition of the goods 
by the carrier if the carrier sells the 
goods to the best advantage under the 
circumstances. 

A carrier cannot be expected to sell in- 
-ured goods to as good advantage as 
parties who buy and sell such goods, but 
should make an effort to obtain a fair 
price for the goods. 


As a consignee should accept and dis- 





In a very real sense, 

DEPENDABILITY is 
what Consolidated Freightways 
has to sell. You find evidence 
of this in our round-the-clock 
operations on 19,000 miles of 
routes; daily service to thousands 
of firms at more than 900 points 
from Chicago to the West Coast; 
60 modern freight terminals and 
warehouses; friendly, efficient personnel ; 
and transportation and distribution services 
to fit your various needs. 


With 25 years of experience to shippers in the country’s 
fastest growing area, we'd like the opportunity of proving 
that CF is your key to dependable motor freight service. 
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Hold Down 
Delivery Time 


One good way to keep those sales 
figures climbing, is to be sure that 
your goods move on time. No point 
in spending a lot of effort on ad- 
vertising and selling in the Wis- 
consin market — if your products 
aren't around, when demand is 
born! Merchandise in a Hansen 
warehouse is already “in the mar- 
ket”, ready to be economically de- 
livered in any quantity the mo- 
ment a sale is made. 


Pay Only For 
What You Use 


Cut the high costs of distribution 
by spot stocking at Hansen. Avoid 
permanent private warehousing 
overhead and personnel headaches. 
Hansen functions FULLY as your 
“branch” in one of the richest in- 
dustrial-agricultural markets. Also, 
Hansen’s mechanized operations 
eliminate unnecessary handling, 
distribute your goods in their orig- 
inal condition to Wisconsin cus- 
tomers. 


Suave Delivery 
Costs Too 


Spot stocking may offer the oppor- 
tunity to profit from the margin 
between LCL and Carload rates. 
No expensive LCL shipments need- 
ed when your goods are there — 
to promptly supply those smaller 
orders. 


MILWAUKEE 


126 North Jefferson Street 


Affiliate—Hansen Storage of Madison, Inc. 





pose of injured goods to the best ad- 
vantage in order to mitigate damages, 
the carrier has no legal right to ‘sell the 
goods for salvage, unless authorized to 
do so by the owner. 

When a carrier is authorized by the 
owner to sell injured goods there is no 
conversion of the goods by the carrier. 


Concealed Loss and Damage— 


Inspection by Carrier 


Question—North Carolina 


We wou} like to have your opinion 
with reference to a claim we have filed 
with a carrier for concealed damage, 
which claim has been returned declined. 
The claim was declined for the reason 
that there had been no inspection by the 
carrier of the damaged merchandise. 

The claim was filed with the carrier 
within thirty days after delivery of the 
shipment. The carrier was then advised 
that the merchandise was being held for 
inspection. 

It is our rule to ask for inspection 
before filing a claim, but this claim 
slipped through before the carrier was 
asked to make an inspection. 


Answer 


The freight claim rules of both the 
motor carriers and rail carriers require 
that loss or damage discovered after de- 
livery to the consignee shall be reported 
by the consignee immediately upon dis- 
covery and in any event within 15 days 
after receipt and the contents and con- 
tainer held for the carrier’s inspection. 

If this rule is being observed, the fact 
that in the present instance, through 
inadvertence, you failed to give the car- 
rier notice within the specified time 
should not prevent a settlement of your 
claim. 


Warehousemen— 
Liability for Shortage and Overage 


Question—lIllinois 


We warehouse at a number of points 
and occasionally a warehouse, at the 
end of the month, is short in the inven- 
tory of certain items and over on the 
floor from inventory records. 

In filing a claim for the shortage in 
stock between the inventory records and 
what is on the floor, the warehousemen 
are asking credit for the value of the 
stock which is on the floor, over and 
above the inventory records. Of course, 
such an incident like this means errors 
have been made. 

Are the warehousemen entitled to 
credit against the shortage on a claim? 


Answer 


It seems the warehouse inventory 
shows an overage on article “A” and a 
shortage on article “B”. 

When the claim was filed for the 
shortage of article “B” the warehouse 
company asked for credit for the overage 
of article “A”, so they could apply this 
credit to the claim, thus reducing the 
amount they were short on article “B”. 

It is our opinion that: there is no obli- 
gation on the part of your company to 
allow a credit for the overage on article 
——. 

If your company has a receipt from 
the warehouse for a stated amount, say 
10,000 pounds of article “A”, and a re- 
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ceipt for 12,000 pounds of article “B” 
and copies of orders sent to the ware- 
house for the outbound shipment of 
stated amounts of the two articles, there 
should be no shortage or overage of 
either article. 

The fact that a shortage and overage 
exists indicates either an error on the 
part of the warehousemen or both error 
and laxity in the safekeeping of your - 
products. 


Limitation of Actions— 


Loss, Injury or Delay— 
Application to State Governments 


In the question of California, on page 
9 of the January 2, 1954, issue of the 
TRAFFIC WORLD, reference is made to page 
10 of the March 29, 1953, issue of the 
TraFFic WoruD. This reference should 
be to page 10 of the March 29, 1952 
TRAFFIC WORLD. 

Reference is also to page 12 of the 
February 16, 1953, issue of the TRAFFIC 
Wor.p. This reference should be to page 
12 of the February 16, 1952, TRarric 
WORLD. 


FROM OUR READERS 


Discussion of transportation subjects by our readers 
is invited for use in this column. Letters must be 
brief and writers must identify themselves. Anony- 
mous communications will not be published. Ad- 
dress letters to ‘‘From Our Readers” Editor. 


Paying for Steel Highways 


Upland, Calif. 

I notice in the Trarric Wor.tp of Feb- 
ruary 6, page 11, an article by J. H. 
Morrison, San Carlos, Calif., entitled 
“Paying for Steel Highways.” 

Mr. Morrison seems to twist the issue 
as to who pays for the highways, and 
who pays for the railroad tracks. You 
have to pay for the highway, but you 
don’t have to pay for the tracks if you 
don’t patronize them. We all know that 
expenses of any business is passed on to 
the public or the business could not exist. 
However, you see a swanky restaurant 
that the public keeps up, but you don’t 
have to eat there if you don’t care to. 
You are not forced to keep that place 
going. There are numerous articles on 
the market that you can get along nicely 
without, and do not need to buy, and 
they keep right on functioning with 
people who like to use their products. 
But you do have to pay a high tax on 
the highways if you own a passenger Car, 
whether you drive a mile or thousands of 
miles, not being based on how much you 
buy of the highway. We used to pay $3 
for a license on our cars now a medium 
priced car tax is $54. What an increase 
and why? To pay for the highways 
trucks break down. If highways today, 
were used only by passenger cars they 
would last for years without repair and 
the tax would be very little. The rail- 
roads keep their tracks and roadbeds 
with money they justly earn as a busi- 
ness enterprise. You’ are not forced to 
patronize them, .and you are not taxed 
because you do not use them, but you 
do have to pay a highway tax whether 
you like it or not or how much you drive. 
—C. A. St. PETERs. 
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LATE NEWS 


TRAFFIC AND TRANSPORTATION NEWS TOO LATE TO CLASSIFY 


Carloadings Totaled 609,883 
In Week Ended March 13 


Loading of revenue freight the week 
ended March 13, 1954, totaled 609,883 
cars, the Association of American Rail- 
roads announced. This was a decrease 
of 90,300 cars or 12.9 per cent below the 
corresponding week in 1953, and a de- 
crease of 99,092 cars or 14 per cent be- 
low the corresponding week in 1952. 


Loading of revenue freight the week 
ended March 13 increased 19,316 cars or 
3.3 per cent above the preceding week. 


Coal loading amounted to 98,790 cars, 
a decrease of 18,397 cars below the cor- 
responding week a year ago, but an in- 
crease of 8,022 cars above the preceding 
week this year, said the A.A.R., adding: 


Miscellaneous freight loading totaled 332,- 
497 cars, a decrease of 51,577 cars below the 
corresponding week last year, but an increase 
of 6,615 cars above the preceding week this 
year. 

Loading of merchandise less than car load 
freight totaled 65,186 cars, a decrease of 6,177 
cars below the corresponding week in 1953, 
but an increase of 776 cars above the preced- 
ing week this year. 


Grain and grain products loadings totaled 
43,679 cars, an increase of 1,252 cars above the 
corresponding week in 1953, and an increase 
of 2,700 cars above the preceding week this 
year. In the Western Districts, grain and 
grain products loadings for the week of 
March 13 totaled 26,352 cars, an increase of 
361 cars above the same 1953 week, and an 
increase of 1,250 cars above the preceding 
1954 week. 


Livestock loading amounted to 6,591 cars, 
an increase of 211 cars above the correspond- 
ing week in 1953, but a decrease of 563 cars 
below the preceding week this year. In the 
Western Districts, loading of livestock for 
the week of March 13 totaled 4,937 cars, an 
increase of 338 cars above the same week a 
year ago, but a decrease of 495 cars below 
the preceding week this year. 

Forest products loadings totaled 40,406 cars, 
a decrease of 3,332 cars below a year ago, but 
an increase of 1,733 cars above a week ago. 

Ore loading amounted to 14,162 cars, a de- 
crease of 5,756 cars below last year, and a de- 
crease of 134 cars below last week. 

Coke loading amounted to 8,572 cars, a de- 
crease Of 6,524 cars below a year ago, but an 
increase of 167 cars above the previous week 
this year. 

All districts reported decreases compared 
= the corresponding weeks in 1953 and 


Cumulative Loadings 
1954 1953 

2,967,321 3,351,041 

2,461,745 2,730,301 


590,567 t 
609,883 700,183 


Five weeks of Jan. 
Four weeks of Feb. 
Week of March 6 

Week of March 13 


Total 6,629,516 7,466,389 7,894,896 


Shell Pipeline Values 


The Shell Pipe Line Corporation, of 
Houston, Tex., had property owned and 
used, with a tentative value for rate- 
making purposes of $1,795,233 as of De- 
cember 31, 1952, according to the report 
and order of the Commission, division 
2, in Valuation No. 1326, Tentative Valua- 
tion Report On the Property of Shell 
Pipe Line Corporation for 1952. 
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LATE NEWS 


IN THIS ISSUE 


Faricy, Young Exchange Views as Result 
Of Effort to Unseat N.Y.C. Management 


A.A.R. President’s Assertion That White Will Remain as President 
Of New York Central After Stockholders’ Meeting in May Draws Reply 
From R. R. Young, Which Mr. Faricy Calls ‘Rehash of Usual Abuse.’ 


Assertions made by President 
William T. Faricy, of the Association 
of American Railroads, on March 16, 
to the effect that William White 
would win out in the proxy fight with 
Robert R. Young for control of the 
New York Central and that Mr. 
Young was not a railroad man but “a 
stock market operator” led to a 
further exchange of verbal blows 
by Messrs. Faricy and Young, on 
March 17. 


Mr. Young, chairman of the board of 
the Allegheny Corporation and former 
board chairman of the Chesapeake & 
Ohio Railway, made a statement in New 
York City taking exception to the views 
stated on March 16 by Mr. Faricy in a 
press conference in Cleveland, O., and 
spoke in derogatory terms of the A.A.R. 
and “Mr. Faricy’s type railroad man”. 


In a reply to Mr. Young’s allegations, 
Mr. Faricy said that Mr. Young “in- 
dulges chiefly in a mere rehash of his 
usual abuse and vituperation of all who 
oppose his ambition.” 


Mr. Young’s Statement 


The text of the statement made by 
Mr. Young on March 17 follows: 


“Thank heavens I am not Mr. Faricy’s 
type railroad man. If I had of been I 
would probably have been remembered 
in the scandalous Murphy will as was 
Mr. Faricy’s predecessor at the A.AR., 
Mr. Pelly, and some 60 other leading 
‘railroad men’ such as Williamson of 
the New York Central, Clement of the 
Pennsylvania, Budd of the Burlington, 
Jeffers of the Union Pacific and Gurley 
of the Santa Fe, who received, tax-free, 
bequests of $50,000 to $100,000 each. 

“The late W. P. Murphy, president 
of the Standard Railway Equipment 
Manufacturing Co., makers of patented 
car roofs and ends, which railroad ex- 
ecutives forced car manufacturers to 
buy, did not overlook the many years 
of loyal patronage by these ‘railroad 
men’ when back in the forties he wrote 
his last will and testament. 


“Nor, if I had been a Faricy-type ‘rail- 
road man,’ would I have in 1946 with- 
drawn the C. & O. from Mr. Faricy’s 
AAR. when we became thoroughly 
sickened with the organization’s destruc- 
tive stands on important issues. 

“For example, when C. & O. sought 
to bring competitive bidding to railroad 


bond issues, Mr. Faricy’s 130 railroads 
all goose-stepped in at heavy legal ex- 
pense to their shareholders and sup- 
ported the two banking houses, Mor- 
og Stanley & Co., and Kuhn Loeb & 
0. 


Pullman Cars Called Obsolete 


“If I had been a Faricy-type ‘railroad 
man’ I would not have offered, as I did 
in 1946, to buy the entire Pullman fleet 
of old open-section cars and replace 
them with modern bedroom cars and 
rent them to the railroads for exactly the 
same price that the worn-out open sec- 
tion cars are still being rented. 


“I was twice forced to ride on one of 
these obsolete cars just this last week 
between here and our proud Capital, 
when even ‘backward’ nations enjoy 
more modern railway sleeping cars. 


“Again, it was Mr. Faricy’s 130 rail- 
roads who goose-stepped in to unani- 
mously block my constructive offer. If 
Mr. White alone, then head of the 
Lackawanna, had supported me in this 
attempt to bring quantity purchasing of 
modern equipment to the rattly rail- 
roads, I am sure my offer would not have 
been turned down on a split 4-4 decision 
when we carried the issue over their op- 
=" all the way to the Supreme 

ourt. 


“If I had been a Faricy-type ‘railroad 
man,’ I would have agreed with all the 
railroads west of the Mississippi to such 
things as holding freight trains loaded 
with perishables on slidings until slower 
trains could catch up with them, and to 
disconnect the air conditioners on day 
coaches from the east which chanced to 
come on western lines. 


Mention of ‘Western Agreement’ 


“This Western Agreement, concluded 
in writing in Wall Street, was sponsored 
by Morgan and Kuhn-Loeb and was pre- 
sided over by Harriman of the Union 
Pacific. 


“If I had been a Faricy-type ‘railroad 
man’ I would be paying a part of the 
A.A.R. research cost for such projects 
as to ‘ameliorate the effects of brine’ 
which drips from outmoded refrigerator 
cars that must be shunted to sidings to 
be loaded down with ice and salt. 


“Why is it that the A.A.R. still carries 
on research to preserve the outmodec 
waste-packed journal box on freight cars 
when modern bearings such as automo- 
biles enjoy would eliminate the dan- 
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Railroads and Truckers Argue Proposed 
lron and Steel Rail Rate Cut in East 


Railroad Counsel Says Proposed Reductions Are Necessary to Meet 
Truck Competition Which Is Causing Continuous Loss of Traffic. 
Motor Carrier Counsel Assert Rails Have Gone Too Far With Cuts. 


norse-and-buggy research to go on to per- 
petuate practices kindred to those ex- 
posed by the Murphy will? 


“It was the C. & O., not Mr. Faricy 
or Mr. White, that gave a car builder 
the first quantity order for a box car 
built to the manufacturer’s specifica- 
tions, thus freeing car-builders from the 
toll exacted so long by Murphy and his 
buddies, the Faricy type of ‘railroad 
men’. 

Dieselization and ‘Distortion’ 


“Mr. Faricy’s statement that I ever 
had suggested that railroads be prohib- 
ited by government from dieselization 
was a deliberate distortion. Under my 
management the Pere Marquette divi- 
sion of the Chesapeake & Ohio began 
dieselizing as early as 1939 and the 
Chesapeake division in 1948 over the 
opposition of my coal shippers and my 
railroad operating men. 

“What I have recommended is that 
the railroads push the development of 
the coal burning gas turbine, more 
economical even than the diesel which 
would save our irreplaceable oil which 
some day may be sorely needed in the 
national defense. 

“C. & Os two competing leading 
coal carriers have yet to dieselize.” 


Reply by Mr. Faricy 


Mr. Faricy’s reply, on March 17, to 
the statement made by Mr. Young in 
New York City was worded as follows: 

“In his attempted reply to what I had 
to say about his qualifications as a rail- 
road man, Mr. Young indulges chiefly 
in a mere rehash of his usual abuse and 
vituperation of all who oppose his ambi- 
tion. 

“He does, however, add one new mis- 
statement in saying that he did not urge 
that the government prevent railroads 
from dieselizing. I cite him to his own 
sworn testimony before an examiner of 
the Interstate Commerce Commission in 
Finance Docket No. 14692, on September 
17, 1947, when he said, ‘I do not think 
it is in the public interest to operate 
diesels at all’ and that ‘there ought to 
be a finding down here by some depart- 
ment of the government that these rail- 
roads should go back to coal.’ 


‘Credit .. . Due Others’ 


“Mr. Young once more claims credit 
for having given a car builder the first 
quantity order for a box car built to 
manufacturers’ specifications. In this 
Mr. Young, as he so often does, claims 
credit which is due others. Cars of the 
sort described were ordered by and de- 
livered to a number of other railroads be- 
fore any were built for the C. & O. 


“Again, Mr. Young’s disregard for facts 
is illustrated in his attempt to depict 
himself as the champion of the roller 
bearing and the A.A.R. as clinging to 
the solid bearing. It is true that among 
the objects toward which A.A.R. research 
is directed is improvement in design and 
performance of solid bearings. Another 
object of research is the development of 
en interchangeable housing to facilitate 
the installation of roller bearings. The 
extent of Mr. Young’s championship of 
roller bearings, on the other hand, may 
be measured by the fact that the C. & 
©., under his chairmanship, ordered 1,000 
cars of this design in 1947 but since then 
Fas bought some 20,000 other cars with 
solid bearings.” 


(See earlier story on page 17) 


The eastern railroads, presenting 
argument before division 2 of the 
Commission on their proposals for a 
reduction in rates on iron and steel 
articles in Official Territory, filed to 
become effective March 26, said the 
rates were compensatory and not 
lower than required to meet truck 
competition (T.W., March 6, p. 15). 
The motor carriers, among other 
things, asserted that the proposed 
rates were as low as those on such 
bulk commodities as coal. 


At the opening of the argument the 
Commission’s hearing room clerk, J. W. 
Griffith, arose and read from a prepared 
statement the purpose of the argument, 
whether or not the involved schedules 
should be permitted to go into effect 
on March 26. He added that there had 
also been filed fourth section application 
No. 28948 in connection with the pro- 
posed rate reductions. Interested par- 
ties, he said, might also make such pres- 
entation as they desired with reference 
to that application. He said that there 
would be no transcript made of the ar- 
gument but that there was a documen- 
tary file which might be referred to by 
the parties. 

Mr. Griffith’s announcement ended 
with the words: “You will please now 
lend your attention.” Opening of pro- 
ceedings before division 2 in this formal 
manner was at the request of the divi- 
sion’s chairman, Commissioner Alldredge. 
Other members of the division are Com- 
missioners Arpaia and Freas. 


Railroads’ Contentions 


The railroad tariffs, filed to become 
effective March 26, and with the re- 
quest that they be not suspended, would 
represent an over-all reduction of 15 
per cent, said E. A. Kaier, general at- 
torney for the Pennsylvania Railroad, 
who represented the proponent railroads 
in argument. 


He referred to the fact that the rail- 
roads, in 1950, had made reductions in 
the iron and steel rates in the east, but 
he said they had continued to lose traf- 
fic. The object of the instant reduc- 
tions, he said, was to meet truck com- 
petition which had taken from the rail- 
roads “huge tonnages of iron and steel 
traffic.” 


Mr. Kaier said that the rates proposed 
on a 45,000-pound minimum were on the 
level of the truck rates, and that rates 
were made 5 cents a 100 pounds lower on 
the 80,000-pound minimum. 


He said that the iron and steel traffic 
was second in importance to the eastern 
railroads, only coal being more im- 
portant, and that the iron and steel traf- 
fic in 1952 accounted for $277,000,000 in 
revenue, or 7.16 per cent of the total 
freight revenue of those railroads. For 
some lines, he said, the traffic was even 
more important—10 per cent for the 
Pennsylvania, 17 per cent for the Pitts- 
burgh & Lake Erie, 9.4 per cent for the 


Lehigh Valley, 8.5 per cent for the Erie, 
and 8.5 per cent for the Baltimore & 
Ohio. 

“This traffic is of crucial importance 
to those railroads,” Mr. Kaier said. 
“Without it, their ability to perform 
transportation service will be seriously 
impaired and they have an obligation to 
do whatever they can to husband this 
traffic, to get back what they have lost, 
ed to preserve what is still on the 
rails.” 


The railroad attorney observed that 
iron and steel rates had always been 
relatively high, both on the initiative of 
the railroads, and by Commission pre- 
scription. He quoted from a decision of 
the Commission, 155 I.C.C. 517, in which 
he said, in 1928, the basic rates were 
prescribed. He asserted that the Com- 
mission had recognized that iron and 
steel rates were relatively high and that 
where such traffic was concerned, con- 
sideration must be given to the value of 
— service or “what the traffic will 

ear.” 


Referring to criticisms by. the motor 
carriers of the proposed rates, Mr. Kaier 
gave various examples of rates between 
specified points, showing the railroad 
proposed rates to be on the same level, 
or higher than, the motor carrier rates. 

Commissioner Freas said that there 
were a number of investigation and sus- 
pension proceedings pending before the 
Commission, involving motor rates on 
iron and steel traffic. If they were al- 
lowed to go into effect, he wanted to 
know if it would be the policy of the 
railroads to make corresponding adjust- 
ments. After some discussion as to the 
relative territories involved in the rail- 
road proposals, and in the motor rate 
proceedings, Mr. Kaier said that, in his 
opinion, the railroads would, if the mo- 
tor rates went into effect, take advan- 
tage of them, if they could, and reestab- 
lish a higher level of rates. 

Mr. Kaier closed his argument by 
asserting that the proposed railroad 
rates were compensatory, not lower than 
required to meet the motor truck rates, 
and by saying that, as the diversion of 
traffic was continuous, and the railroads’ 
participation was getting less with each 
month, the rates should be permitted to 
go into effect without suspension. 


Motor Carrier Argument 


John R. Turney, for the Official Ter- 
ritory Motor Carrier Defense Commit- 
tee, asserted that the Commission had 
not been told what the present rate ad- 
justment was, nor what the present 
proposal was. After reviewing the 1950 
reduction, he asserted that what the 
railroads were reducing in their present 
proposals was their 40,000-pound rate 
“to meet their own 80,000-pound rate.” 
He said the railroads compared the rates 
on a restricted list of iron and steel 
articles, 80,000 pounds minimum, with 
the truck rates on the remainder of 
the articles in the iron and steel list. 
He said it should be clearly understood 
that Mr. Kaier had been comparing the 
truck rate filed to meet the 80,000- 
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pound minimum, which truck rate, he 
said, moved 90 per cent of the motor 
traffic. He asserted that the 20,000- 
pound minimum rate moved less than 
10 per cent of the truck traffic. 

Mr. Turney said that the 1950 reduc- 
tion had cost the railroads the difference 
between $8,121,990 in revenue and $5,- 
592,694 in revenue under the present 
rail rates on one month’s traffic. He 
said the proposed rail rates represented 
a reduction of 17.3 per cent under pres- 
ent rail rates and 19.2 per cent under 
present motor carrier rates; also that 
they represented a 43 per cent reduction 
under the normal No. 1700, Part 6 rates 
for both railroads and truckers on the 
restricted list of articles, and a 34.5 per 
cent reduction below the rates in effect 
on April 30, 1950, on all articles. 

The motor carrier attorney asserted 
that the railroads had proposed to re- 
duce their rates to the level less than 16 
per cent, or “down in the category of 
coal.” 

Mr. Turney, at the close of his argu- 
ment, asked that the Commission 
broaden its present investigations of 
motor carrier rates to include rates on 
iron and steel throughout Official Terri- 
tory via rail carriers, motor carriers, 
freight forwarders, and water carriers, 
and including contract as well as com- 
mon carriers. 

Commissioner Alldredge discussed the 
time that would be required for such an 
investigation and mentioned the $1.50 
motor carrier surcharge proceeding in 
Central States Territory, which, he said, 
had already required two years’ time. 

The motor carrier,counsel stated that 
it was the Commission’s duty under the 
interstate commerce act to conduct such 
an investigation and that the Commis- 
sion “cannot avoid this investigation 
eventually.” 

He said the motor carrier rate struc- 
ture was in “chaotic” condition, with 
numerous variations, some ranging 100 
per cent, and that the situation would 
not be “cured” without a mandatory or- 
der from the Commission. There could 
be no uniform rate structure for the 
motor carriers on iron and steel products 
in Official Territory under present con- 
ditions, he said. 

“The only way that law and order in 
the motor carrier rate structure can be 
brought about is through the work of this 
Commission,” he said. 

Earlier, in speaking of a service dif- 
ferential claimed by the railroads on the 
eastern iron and steel traffic, Mr. Turney 
said that in considering the rail request 
the Commission would be required to 
depend on “a considered judgment of 
traffic officers of these railroads.” 


The motor carrier counsel maintained 
that a rate differential designed to de- 
stroy a service advantage was unlawful, 
and that alleged service handicaps of 
the railroads were “self-imposed and 
capable of elimination.” 

He said the Commission should not 
permit a rate differential to be estab- 
lished unilaterally. If motor carrier serv- 
ice was found inherently better than rail 
service it would be unlawful to destroy 
that service by a differential, he as- 
serted. 


“They talk about speed,” said Mr. Tur- 
ney, referring to a railroad citation of 
the speed of motor carrier service as a 
competitive advantage. He added that 
there was no reason why the railroads, 
operating on a private right-of-way, 
could not speed—no reason except in- 
ertia, he added. These service advan- 
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tages were not inherent, but could be 
developed, he said. 

The proposed railroad rates, he said, 
would result in a rail reduction of reve- 
nue of $35% million a year. He added 
that the railroads, in order to “get $35% 
million dollars,” would have to “take 14 
million tons of motor carrier traffic, 
which, he said, would be 80 per cent of 
the total truck traffic. If the railroads 
“got” the 80 per cent and another 4 mil- 
lion tons, he continued, their maximum 
amount in net contribution would be 
$4% million. He said that was the most 
they could gain by “knocking out truck 
competition completely.” 

Mr. Turney said that if the railroads 
had retained the rates they had in 1950, 
instead of reducing them in succeeding 
years, they would have $94 million more 
income than they now had and that in 
order to recover it they must obtain three 
times as much tonnage as the trucks 
handled in 1952. 

He said there had been unlawful 
domination of motor carriers by power- 
ful shippers. 

Edgar Watkins, representing the Mid- 
dle Atlantic Conference and certain 
eastern motor carriers, said he subscribed 
to the “cure” that Mr. Turney suggested, 
namely a general investigation by the 
Commission and “stabilizing orders” by 
that body. He said the present contro- 
versy on iron and steel rates in the 
east was only one of the existing rail- 
motor “rate wars.” 

Commissioner Alldredge, in discussing 
with Mr. Watkins the proposal for an in- 
vestigation, mentioned the appropriation 
difficulties of the Commission. 

Mr. Watkins said he agreed with Mr. 
Turney that it was the Commission’s 
duty to enforce the law. He said he could 
see how the Commission’s appropriation 
difficulties might have some effect on 
the way it enforced the law. If only a 
matter of money was involved, he said, 
the motor carriers would do everything 
possible to assist the Commission in 
carrying out this investigation under 
the national transportation policy. 

He said motor common carriers trans- 
ported most of the iron and steel traffic 
in the east. The private carrier trans- 
port in this field was not substantial, 
he said, and added that there was some 
private carrier traffic in these commodi- 
ties between Ohio and Michigan. He 
said the intrastate movement in the east 
was not large except in Pennsylvania 
between Pittsburgh and Philadelphia. 

John Eisenhart, of the Great Lakes 
Ship Owners Association, cited losses in 
traffic by these water carriers and said 
common carriers on the Great Lakes 
were disappearing. The traffic was limit- 
ed generally to three commodities, in- 
cluding iron and steel, of which the 
lake carriers transported about 1% mil- 
lion tons in 1952, said. 

Mr. Eisenhart stated that there had 
been a $1.81 differential in favor of these 
water carriers but that under the in- 
stant proposal it would now be reduced to 
62 cents. In protesting this reduction 
he cited the provisions of the act requir- 
ing the Commission to endeavor to pre- 
serve the three forms of transportation. 

Howard Gould, representing the Insti- 
tute of Scrap Iron and Steel, said there 
were 1,300 shippers of scrap in the 
United States, of which about 800 were 
in Official Territory. He defined scrap 
iron as one of the two main raw mate- 
rials from which steel was manufac- 
tured, the other being iron ore. 

Mr. Gould said the scrap iron rates 
were “perilously close” to the rates on 
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new steel and in some instances exceeded 
the new steel rates. 


He said the original basis for scrap 
iron rates was 70 per cent of the old 
iron and steel rates and that this was 
lowered to 25 per cent on May 1, 1950. 
He added that the railroads were now 
lowering the basis another 20 per cent 
which would make scrap rates higher 
than rates for new steel. The scrap iron 
producers, he said, now sold their prod- 
uct at a market price of $20 a ton 
delivered, freight prepaid. The steel 
mills, however, he said, sold their prod- 
uct at $100 f.o.b. mill. 

Mr. Kaier, of the railroads, was asked 
from the bench if the rails would accepi 
an expiration date for their proposal 
The rail counsel said they would prefer 
to have these rates remain in effect until 
December 31, 1955, the present expiration 
date of the general increases authorized 
in Ex Parte 175, Increased Freight Rates, 
1951. 

Referring to Mr. Turney’s presentation 
for the motor carriers, Mr. Kaier asked 
why the truck lines had not suggested 
two months ago the investigation they 
now proposed at the close of their argu- 
ment “as a device to stop the rail pro- 

sal.” 

He said the railroads did not object 
to the investigation but desired that 
their proposed rates on iron and steel 
be permitted to go into effect. He said 
they could not afford to hold up these 
rates. . 

Mr. Kaier said that the motor carriers, 
in presenting in this proceeding their 
comparisons of rail and motor rates, did 
not study the rates of some of the large 
motor carriers. He said Mr. Turney did 
not “come anywhere near” presenting in 
his exhibits the number of motor car- 
riers hauling iron and steel in Official 
Territory. 


(See earlier story on page 49) 





Senate Hearings Scheduled 
On Merchant Marine Bills 


Senator Butler, of Maryland, chair- 
man of the water transportation sub- 
committee of the Senate interstate and 
foreign commerce committee, announced 
in the Senate on March 17 a schedule 
of public hearings planned by his sub- 
committee for the week of March 22, to 
consider bills relating to merchant ship- 
ping. 

In a session at 2:30 p.m., March 22, 
Senator Butler said, the subcommittee 
would consider S. 2814, a bill to author- 
ize changes in the rules for computation 
of net tonnage in certain vessels. On 
March 23, at 10 a.m., he said, a hearing 
would be held on S. 602, to provide for 
greater safety at sea by authorizing the 
Secretary of the Treasury to prescribe 
rules for the loading and stowage o 
grain and other similar bulk cargoes. 

The subcommittee would hold an- 
other hearing at 2:30 p.m., March 24, to 
inquire into policies of the Maritime Ad- 
ministration with respect to approvals ol 
transfer of U.S.-flag merchant ships to 
foreign flags, Senator Butler announced 
He stated that, in a hearing at 10 a.m. 
March 29, the subcommittee would '* 
ceive testimony concerning S. 2072, pro- 
viding for annual inspections of certiil 
passenger vessels, and S. 2818, autho: 
izing biennial inspections of hulls an 
boilers of cargo vessels. 
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Senator Butler, “it is specified that pro- 
spective witnesses send to the committee 
in advance copies of their testimony.” 





1.C.C. Allows 10 Per Cent 
Mail Rate Increase Agreed 
To by Rails, Post Office 


By a report and order in No. 9200, 
Railway Mail Pay, by Commissioner 
Mitchell, the Commission has con- 
sented to a 10 per cent increase in 
railroad rates for handling U.S. mail 
effective April 1. 


The Commission also approved a 10 
per cent retroactive increase covering 
the period from October 1, 1953, through 
March 31, 1954, to 121 railroads which 
had applied for higher rates last June 
24, and for the period from December 
21, 1953, through March 31, to two rail- 
roads whose application was not filed 
until December 21. 

The Commission’s cost section esti- 
mated that on the basis of the operating 
revenues derived from mail in 1952, the 
retroactive payments would total ap- 
proximately $16,500,000. 

The I.C.C. announced that the Post- 
master General and the railroads had 
agreed by stipulation to a 10 per cent 
increase, although the railroads origi- 
nally had asked for a 45 per cent rise 
to offset higher labor and other costs 
since the present rates were set by a 
Commission order November 13, 1951. 

The Post Office Department, the Com- 
mission said, did not contest a 10 per cent 
increase because of the results of its own 
studies of railroad costs. 

“The railroads,’ the Commission 
added, “state that their decision to ac- 
cept a 10 per cent increase was reached 
after consideration of the facts and cir- 
cumstances affecting the transportation 
of mail under present conditions, the 
most important being the growing com- 
petition by other forms of transportation 
which has caused substantial diversion 
of mail from the railroads. 

“Such diversions have been made to 
motor trucks in considerable volume, 
particularly for shorter hauls and, re- 
cently, to air carriers with respect to 
long-haul first class mail. 

“Because of those factors the rail- 
roads are of the view that increases in 
their mail pay rates up to the full 
amount of 45 per cent requested in their 
application would, if granted, probably 
result in a loss of revenue by further 
diversions of mail from the rails which 
in large part would offset the gain in 
revenue that might result from such a 
rate increase.” 

The Commission held that a 10 per 
cent increase would cover the rail- 
roads’ estimated out-of-pocket costs for 
handling mail, based on operating ex- 
penses, rents, and taxes, excluding fed- 
eral income taxes, and in addition would 
yield $23,000,000 a year on the basis of 
the 1952 volume of mail handled by rail. 

The out-of-pocket portion of an allow- 
ence for a 6 per cent return on the cost 
of property was estimated by the Com- 
mission at $19,200,000 on the basis of a 
1948 study. It asserted that the current 
mail portion of the rails’ investment 
would be slightly higher. 

The Commission analyzed the cost 
cata submitted by the railroads and the 
Post Office Department, and found that 
costs during October, 1953, apparently 
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were between 16 per cent and 18 per cent 
higher than in 1950. 

The Atlanta and West Point Rail Road 
Co., and the Buffalo Creek & Gauley 
Railroad would receive the 10 per cent 
increase retroactive to December 21, 
1953, according to the Commission’s re- 
port. Retroactive payments from Octo- 
ber 1, 1953, through March 31, would go 
to the other 121 railroads involved in the 
case, it said. They included most of the 
major railroads of the country. 

The railroads submitted data to show 
total revenue for handling mail in 1952 
was $324,675,000. They placed their out- 
of-pocket costs for the same year at 
$333,256,995, leaving a deficit of $8,581,- 
995, and their full costs, except for fed- 
eral income taxes and return on cost of 
property, at $390,082,942, leaving a deficit 
of $65,407,942. 





Hearing on Western Rails’ 
Request for Grain Case 
Interpretation Ordered 


The Commission has assigned for 
hearing in Fort Worth, Tex., at Hotel 
Texas, May 5, before Examiners 
George Hall and E. L. Boisseree, a 
petition for interpretation or modi- 
fication of findings in No. 17000, 
Rate Structure Investigation, Part 7, 
Grain and Grain Products Within 
the Western District and for Export, 
embracing proceedings listed in ap- 
pendix A of the original report, 164 
I.C.C. 619 (747). 


The Western District railroads had 
asked reopening and interpretation or 
modification of the findings in the grain 
case because of an asserted lack of ex- 
plicitness on whether the maintenance 
of the same rate from each of the trans- 
continental groups to transcontinental 
destinations was a part of the Commis- 
sion’s prescription of the west-bound 
transcontinental rate adjustment. 

The railroads said they wished to meet 
unregulated truck competition in the 
transportation of sorghum grains from 
origins in groups I and J to destinations 
in Arizona and California by reducing 
rates. At present, they said, the rate 
from groups F, G, H, I and J was 86% 
cents a 100 pounds, subject to the Ex 
Parte 175 increase. They proposed to 
reduce that rate to 72 cents, subject to 
Ex Parte 175, the railroads said, from 
origins in groups I and J, leaving the 
present rate undisturbed from origins 
in groups F, G, and H. 

In their opinion, said the railroads 
the unregulated competitive truck situa- 
tion did not require or warrant more 
extensive application of the 72-cent rate 
than was proposed. Moreover, they said, 
they proposed to publish the rate on a 
trial basis for one year to determine 
whether erosion of the traffic could be 
successfully halted. 

The Hutchinson Board of Trade Asso- 
ciation, and the Wichita Board of Trade, 
in answers to the petition, asked that 
it be denied. Each reply said that the 
Commission would find that the pre- 
scription in the title proceeding, 205 
I.C.C. 301 of “a reasonable rate for the 
future to California will be 65 cents from 
groups, F, G, H and J; also from the en- 
larged central Montana group as de- 
scribed elsewhere herein,” was made on 
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@ more complete record than the Com- 
mission had had before it up to that time. 
They also said the Commission had dis- 
cussed the various difficulties that had 
arisen in the east to the large destina- 
tion groups in the west on which it 
based the finding that “this rate should 
be applied as a blanket from this large 
origin territory.” The two groups asked, 
in the alternative, a hearing, and op- 
portunity to file briefs. 





Exempt Waterway Carriers 
Organize in Opposition to 
Bill to Impose Regulation 


An organization to be known as 
the Waterways Council to Oppose 
Regulation Extension was formed at 
a meeting in St. Louis, Mo., March 
17, for the purpose of opposing S. 
3111, a bill to withdraw from water 
carriers of bulk commodities on in- 
land waterways the exemption from 
I.C.C. regulation provided for those 
carriers under section 303(b) of the 
interstate commerce act (T.W., 
March 13, p. 13). 


Elected as chairman of the new 
Waterways Council was David A. 
Wright, president of Lake Tankers Cor- 
poration. N. L. Caruthers, of Commer- 
cial Petroleum & Transport Co., was 
elected secretary, and A. W. Frey, of 
National Oil* Transportation Corpora- 
tion, was elected treasurer. Offices of the 
council will be at 21 West Street, New 
York City. 

The council set forth the following 
reasons for its opposition to S. 3111: 

“1. The bill is special legislation 
which would benefit only a small num- 
ber of highly prosperous common car- 
riers by restricting and injuring their 
competitors. 

“2. The bill would work substantial 
injury to a large number of American 
industries. 

“3. The bill would materially lessen or 
destroy special value of favorable geo- 
graphical locations of industrial plants 
on our inland waterways, with serious 
injury not only to the industries affected 
but to the communities favored by loca- 
tions on the waterways which have 
sought and obtained industrial plants 
in reliance upon their natural advan- 
tages. 

“4, The bill is designed to benefit a few 
carriers by increasing the charges of 
their competitors, contrary to the public 
interest. 

“5. The bill would cause unconscion- 
able discrimination against transporta- 
tion on the inland waterways and against 
the communities, shippers, and carriers 
using such waterways, and would con- 
fer an unfair and preferential advantage 
to communities, shippers and carriers 
enjoying the benefit of bulk carrier 
transportation on the Great Lakes and 
in the coastwise trade. 

“6. The bill proposed would increase 
private transportation on the inland 
waterways, to the great injury of the 
water carriers. 

“7. The investment of billions of dol- 
lars in plants and facilities will be im- 
periled because such investments were 
made in reliance upon a firm congres- 
sional policy which has now been in ef- 
fect for 14 years.” 
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SPECTOR... 


This is the true story of how Spector and a drum of bearings = had a direct 
A KING FREDDY REPORT . . 4 ° ° > ° ° 
perk Scdtenaiion bearing on keeping an assembly line rolling, and that’s a literal statement with a fig- 
Traffic Manager, ‘ ‘ ‘ en: : 
Webster Electric Co. urative meaning. So, with a flourish on the drums, which was the way 
Spector delivered the drum of bearings, let O. F. Hansche of the Webster Electric 


Company, Racine, Wisconsin, tell the story in his own words. 
In 


“Webster Electric = makes tape recorders, electric transformers and 

other electrical components and hydraulic pumps. Like many other assembly line 

manufacturers, sometimes the lack of one small part can stop production of the entire 
~ hy 


factory. That’s why all of us were concerned = a4 


cc. a 


when we saw a poten- 
tial shortage of a much needed bearing manufactured for us in Long Island, New 
York. We long-distanced our supplier ...they said they could ship us a 105 pound 
drum on Thursday, December 3rd. We needed it to continue production on Monday, 


December 7. 


ah 
“So I Sot called ‘al tor (gM our regular carrier on the run. 
They’ve never let us down and I hoped they could meet this crisis. 
They did! 
“The Spector dispatcher in the Milwaukee office was alerted to the urgency of the 
shipment. He ae theNew York terminal and asked to have the 105 pound drum 
of bearings moved wey fo over the week-end in a trailer routed direct to Mil- 
waukee. Everything w went off. sapien to schedule. Bright and early Monday morning, 
December 7th the shipment was delivered from New York, via Milwaukee to our plant 
in Racine. The assembly line was not stalled LIQ by a serious material short- 


age and our production was back on course with a true bearing on the volume goal, 
S| 


Am 

thanks to Spector | \D>y and its excellent service.” 
a 
J 


Regardless of what you ship . . . truckload or It]... Spector service, Spector personnel, 


Spector schedules are geared to regard that shipment as the most important ever 
carried. That’s why, East to West or West to East, Spector service is fast, safe, depend- 


able service. 


oe es ® 
Route your next shipment Spector— phone your nearest terminal. 


Boston—malden 2-2000 « Bridgeport—68-1691 « Decatur—8-3831 «Indianapolis 
— plaza 2372 «Milwaukee—humboldt 3-8600 «Newark—unionville 2-9100 «New 
Britain—farmington 7-1674 « New York—twi 

Philadel phia—jefferson 3-6600 « Providence—stuart 1-6262 «Racine-Kenosha— 
enterprise 1200 «St. Louis—main 6515 

4-5435 «Worcester—3-6211 


SPECTOR - 


3100 South Wolcott Avenue Chicago 8, Illinois e FRontier 6-03 30 















direct 
a fig- 
> way 


lectric 


5s and 
ly line 
entire 
poten- 
|, New 
pound 


onday, 


he run. 


: crisis. 


of the 
1 drum 
to Mil- 
orning, 
ir plant 
| short: 


ne goal, 


rsonnel, 
int ever 


depend- 


ninal. 


napolis 
) eNew 
7187 ¢ 


1osha— 


nton— 





March 20, 1954 


Detroit ‘Perfect Shipping 
Round-Up’ Set March 30 


Detroit’s annual consignor-carrier- 
consignee “Round-Up,” celebrating the 
opening of the eighteenth annual Per- 
fect Shipping Campaign, will be held at 
7 p.m., March 30, in the Fordson High 
School, Dearborn, Mich., the Detroit 
Board of Commerce has announced. 

The program is designed to illustrate 
proper and improper freight handling 
methods. In addition to professional 
entertainment, door prizes will be given. 
M. M. Cronk, vice-president and general 
manager, Pere Marquette district, 
Chesapeake & Ohio Railway, will serve 
as moderator. Blaine E. Cohoe, of the 
Ford Motor Co., is general chairman. 
Admission to the “Round-Up” is one 
dollar. 

The 1954 program is co-sponsored by 
the Association of American Railroads, 
commercial air lines, Detroit Railroad 
Superintendents Association, Eastern 
Michigan Traffic Association, freight 
forwarding industry, Great Lakes Re- 
gional Advisory Board, Michigan Car- 
tagemen’s Association, Michigan Indus- 
trial Traffic League, Michigan Trucking 
Association, Motor City Traffic Club, 
Railway Express Agency, Society of In- 
dustrial Packaging and Materials Han- 
dling Engineers, and the Traffic Club of 
Detroit. 

Last year’s Detroit “Round-up,” held 
April 30 in the Masonic Temple, attracted 
a paid attendance of 1,313 persons, and 
was one of the highlights of the 1953 
Perfect Shipping Campaign. Comment- 
ing on the Detroit method of observing 
“Perfect Shipping” month, H. E. Chap- 
man, 1953 general chairman of the Na- 
tional Management Committee, and 
traffic manager, S. S. Kresge Co., Detroit, 
stated in his report on the 1953 cam- 
paign: “If the story of Perfect Shipping 
is blended with the other attractions, 
we are convinced a lot of good can be 
accomplished by wider use of such pro- 
grams in future programs.” 





Western Packaging Show 


Methods of materials handling where 
rail shipments are involved will be 
among the specialized problems em- 
phasized in the fifth western packaging 
and materials handling show, August 17- 
19, in San Francisco’s Civic Auditorium. 
A recently developed auto-loader per- 
mitting six automobiles to be carried on 
a standard railroad flatcar will receive 
its first public showing in the west. Also 
to be exhibited is a box car load 
securing device to eliminate humping 
and virbration damage. 





Material Handling Meeting 


The spring meeting of the Materia] 
Handling Institute will be held April 13 
in the Drake hotel, Chicago, C. B. E)- 
ledge, president, has announced. 
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News of Significance lo Traffic and Transporlation Mon 


Any Intimation That N.Y. Central Wants 
To Make ‘Deal’ Is Lie, White Asserts 


President of Central, in Statement at Press Conference, Says 
Messrs. Murchison and Richardson, of Texas, ‘Came In at Their 
Own Request to Talk Compromise’ in Fight for Control of N.Y.C. 


President William White, of the 
New York Central Railroad, in an ex- 
temporaneous statement he made at 
a press conference in New York City 
on March 11, told reporters that 
Clinton W. Murchison and Sidney W. 
Richardson, Texas capitalists who 
recently purchased 800,000 shares of 
New York Central stock from the 
Chesapeake & Ohio (T.W., Feb. 27, 
p. 13), had, earlier that day, come to 
see him in New York “at their own 
request to talk compromise.” 

Advised that Robert R. Young, board 
chairman of the Alleghany Corporation 
and former chairman of the board of 
the C. & O., had indicated, in a speech 
at the National Press Club in Washing- 
ton, that the New York Central manage- 


ment “might make a deal” (T.W., March 
13, p. 11), Mr. White said: 


“T want to make it perfectly clear that 
if Mr. Young and Mr. Deegan (Thomas 
J. Deegan, Jr., vice-president and a di- 


See Late News, pages 12, 13, 


14 and 15, for other transpor- 
tation news developments. 





rector of the Alleghany Corporation) 
either say or intimate that we want to 
make a deal, that is a plain lie—and 
the usual distortion that Mr. Young 
practices.” 


Text of Statement 


The text of Mr. White’s press confer- 
ence statement follows: 

“Well, I wouldn’t have asked you 
gentlemen to come in or have said a 
word about the visit here this morning— 
about the visit of Mr. Murchison and 
Mr. Richardson if it were not for the 
statement made by Mr. Young today at 
the luncheon of the National Press Club. 


“But I have been informed that Mr. 
Young says that word has come to him 
that our side wants to make a deal 
for six places on the board, and also 
that he said that if we do not make 
a move by Monday, it would be too late. 


“T have a report, too, that Tom Deegan 
indicated the meeting this morning was 
an attempt by the Central to settle up 
with the Young side. I want to make it 
perfectly clear that I think courtesy to 
Mr. Murchison and Mr. Richardson re- 


quires that I not disclose the whole of 
our conversation. 

“I want to make it perfectly clear 
that if Mr. Young and Deegan either 
say or intimate that we want to make 
a deal, that is a plain lie—and the usual 
distortion that Mr. Young practices. 

“The meeting this morning with Mur- 
chison and Richardson was at the re- 
quest of Mr. Murchison, made on Tues- 
day, asking if I would see him in New 
York. My answer was that I would be 
very glad to see him and would prefer 
that Mr. Richardson come along, which 
Mr. Richardson did. They came in at 
their own request to talk compromise 
and they did it, they said, with Mr. 
Young’s knowledge. 


Objections to Mr. Young 


“We had a general discussion about 
this whole thing and I told them that 
we would under no circumstances talk 
compromise with them, unless Mr. 
Young backed completely out of the 
picture, and that we were just as con- 
fident today as we were on February 10 
that Mr. Young’s association with New 
York Central would be harmful to the 
property, that if he attempted on the 
New York Central the things that were 
attempted and proved failures on the 
Chesapeake & Ohio, he would bankrupt 
New York Central because of the fact 
that the New York Central has so much 
more passenger business than the C. & O. 

“Mr. Murchison and Mr. Richardson 
understand the situation fully—I mean 
by that they understand fully what I 
said to them and what our position was, 
and they indicated if the price of any 
compromise was Young’s backing com- 
pletely out of the picture, they didn’t 
think there was any hope. I have since 
communicated with a number of our 
Board members and they have approved 
what I said to Murchison and Richard- 
son fully. 

“That, gentlemen, is all I have to say. 


“Mr. Young need not wait until Mon- 
day for any kind of an answer. If he 
doesn’t know now what I told Mr. 
Murchison and Mr. Richardson, he will 
probably know as soon as you fellows 
get out of here. 

“Sorry I don’t have any more news 
for you. 


“Their proposal I haven’t told to you 
and I will not.” 


Faricy Comment on Young 


Questioned at Cleveland, O., William 
T. Faricy, president of the Association 
of American Railroads, expressed the 
opinion that William White and nobody 
else would be president of the New York 
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Central after the May 26 meeting of 
stockholders at which Mr. Young will 
seek control of the N.Y.C. 

Mr. Faricy said further that Mr. White 
was one of the outstanding railroad men 
of the country, and commended his rec- 
ord since he had been president of the 
N.Y.C. Asked to his opinion of Mr. 
Young, Mr. Faricy said that Mr. Young 
was not a railroad man, adding that 
“he’s just a stock market operator.” 

Mr. Faricy also said that in 1947 
when dieselization of railroad motor 
power was already underway on most 
of the nation’s railroads, Mr. Young ad- 
vocated that railroads be prohibited by 
government from making this moderni- 
zation move. 

“Can you imagine what would have 
happened to American railroads if Mr. 
Young’s advice had been followed?” 
asked Mr. Faricy. 


Young Seeks Central Board 
Nominees by Stockholders; 


Asks $1 a Year as Chairman 


Robert R. Young has addressed a 
letter to stockholders of the New York 
Central suggesting that, if they de- 
sire to make nominations for “your 
new Alleghany-Young-Kirby board 
of directors” they should make them 
on an enclosed card. He also told 
the stockholders he would serve for 
one dollar a year as chairman of the 
Central’s board. 


Mr. Young has criticized the manage- 
ment of Central for employing a profes- 
sional proxy-gathering organization in 
preparation for a meeting of the stock- 
holders of the railroad on May 6, at 
Albany, N.Y., at which time Mr. Young 
has claimed he will offer more proxies 
through the first seven names he has 
proposed for the Central board than the 
president of the Central will be able 
to produce (T.W., March 13, p. 11). 
In February, the Central board unani- 
mously rejected a bid for places on the 
board by Mr. Young and his associate, 
Allen P. Kirby. 

Mr. Young’s letter, addressed “Dear 
Fellow New York Central Shareholder,” 
read as follows: 

“If you desire to make one or more 
nominations for your new Alleghany- 
Young-Kirby board of directors please 
indicate them promptly to the under- 
signed on the enclosed card. 

“It is expected that this new owner- 
ship board will themselves own between 
17 per cent and 20 per cent of all the 
6,447,410 shares outstanding. 


“The undersigned for seventeen years 
has been engaged in the rehabilitation 
of the complex Van Sweringen enter- 
prises, most of whose securities have 
multiplied greatly in value. 


“The undersigned, who owns 100,200 
shares of New York Central stock, will 
offer his services to the stockholders for 
one dollar a year as chairman of the 
board. Alleghany Corporation, Mr. 
Kirby, and their friends, Mr. Clint W. 
Murchison and Mr. Sid W. Richardson, 
own in excess of 900,000 additional shares 
of Central stock. 


“Your present fifteen man board is 
using the officers, employes and assets 
of your company for the re-election of 
themselves or their nominees. Accord- 
ing to their last proxy statement the 
present directors own in the aggregate 
only 13,750 shares of Central stock and 
the four active bankers on the board 
own only 450 shares together. 

“Naturally, these bankers have many 
customers whose interests may not par- 
allel yours. On the other hand, you can 
be sure the interests of your new owner- 
ship board will parallel yours. 

“Should you have any questions or 
suggestions to put to the undersigned 
please indicate them, too, on the en- 
closed card.” 


The letter was signed “respectfully and 
sincerely” by Mr. Young and was on 
Alleghany Corporation stationery. 


G.S.A. May Assail Rail Rates 
To and From West Coast on 


Government's Alaska Traffic 


Governor B. Frank Hentzleman, of 
Alaska, has announced that he is in 
accord with proposals of the General 
Services Administration to take ac- 
tion toward reducing the portion of 
charges on railroad shipments of 
government property between Alaska 
and the United States. 


In a letter to the governor, Edmund 
F. Mansure, G.S.A. administrator, said 
that “when rail shipments are made 
from points in the east to west coast 
ports, the rate is much higher for ship- 
ments to Alaska than to Hawaii, Japan 
or Korea.” The administrator asserted 
that the difference was as much as 100 
per cent on some products, and that the 
same was true of traffic moving from 
Alaska to the United States. He said he 
was prepared to “bring a proceeding be- 
fore the Interstate Commerce Commis- 
sion.” 


In his announcement, the governor 
said that, as a preliminary, the matter 
would be taken up with the Trans-Con- 
tinental Freight Bureau as there was “a 
possibility that the railroads will be will- 
ing to make voluntary changes in the 
rate structure.” He said he had asked 
the administrator to include within his 
presentation the broader economic in- 
terests of Alaska as “these rates have a 
very direct bearing upon the costs of liv- 
ing and doing business in the Territory 
and affect our economic development.” 
The governor told the administrator that 
“anything you can do to bring about a 
reduction would greatly benefit Alaska.” 

The G.S.A. acts under the federal prop- 
erty and administrative services acts of 
1949 on behalf of the government (ex- 
cept the military) as a shipper, and Ad- 
ministrator Mansure informed the 
governor that this included the Alaska 
Railroad, the Bureau of Indian Affairs, 
and other agencies of the department 
which shipped government-owned prop- 
erty. He said it was understood that the 
Office of Territories of the Department 
and the Territory of Alaska were also 
interested in a reduction of the railroad 
rates as it related to the economic de- 
velopment of Alaska. 


The administrator said that the rail- 
roads were arranging for the rate 
changes to be placed on the public docket 
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of the Trans-Continental Freight Bureau 
for consideration at the next meeting, 
possible in May. 


Knudson Tells President 
He Intends to Leave 


His Government Positions 


The Commission made public late 
March 15 a letter addressed March 
10 to President Eisenhower by Com- 
missioner Knudson announcing his 
intention of “leaving the govern- 
ment.” 


Commissioner Knudson’s term of of- 
fice expired December 31, 1953. He was 
appointed in April, 1950 to complete the 
term of the late Commissioner Carroll 
Miller. Mr. Knudson has continued to 
serve as a commissioner since Decem- 
ber 31, 1953, under the provision of the 
interstate commerce act that a com- 
missioner whose term has expired “shall 
continue to serve until his successor is 
appointed and shall have qualified.” 
President Eisenhower has not nominated 
Commissioner Knudson for reappoint- 
ment. 

Mr. Knudson, a Republican, said he 
could best provide for his family by re- 
linquishing his positions as a member 
of the Commission and as director of de- 
fense transportation to accept “one of 
several outstanding offers.” He served as 
D.T.A. director by virtue of being the 
commissioner in charge of the Commis- 
sion’s Bureau of Service. 

The Commission issued a notice say- 
ing that Commissioner Knudson, “writ- 
ing both in his role as commissioner of 
the Interstate Commerce Commission 
and administrator of the Defense Trans- 
port Administration,” had dispatched 
“the attached letter” to President Dwight 
D. Eisenhower. 

The text of Mr. Knudson’s letter was 
as follows: 


“My Dear Mr. President: 


“Many of my friends and yours, people 
of good report, have recommended to you 
my name for reappointment as a mem- 
ber of the Interstate Commerce Commis- 
sion. For their confidence, I am deeply 
grateful. 

“IT have served the government since 
the Hoover administration, having come 
to Washington in 1930 at the behest of 
the late and great, Senator Reed Smoot. 
This gives me tenure of 24 years in my 
country’s service. During that time I 
have had many opportunities to enter 
more lucrative employment but have con- 
sistently rejected such offers for ideal- 
istic reasons. One is entitled to feel that 
way about government service. 

“But in the meantime, I have fathered 
a wonderful family of six children and 
must now give serious thought to their 
best welfare. From a monetary point of 
view, that can best be accomplished by 
my leaving the government, which I in- 
tend to do, and accept one of several out- 
standing offers. Moreover, the strenuous 
emergency activity of the past four years, 
during which time I have discharged the 
heavy responsibilities of two major gov- 
ernment assignments, as I.C.C. Commis- 
sioner and D.T.A. Administrator, has 
made serious inroads on my physical 
well-being, which, I am told, require 4 
change of pace. 

“T shall be willing in the interest of an 
orderly turnover of my many work and 
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committee assignments to a successor 
and the continued functioning of the 
voting obligations of the Commission to 
serve until he is installed in office, as- 
suming that this can be done fairly soon. 
I shall also always stand ready to offer 
my services to the Government on emer- 
gency call as they may be needed in the 
future. 


“With steadfast devotion to our com- 
mon interest and good government, I am 


Sincerely and respectfully, 


James K. Knudson 
Commissioner.” 


President Praises Knudson’s Services 


The Commission made public, March 
16, the following letter from President 
Eisenhower to Commissioner Knudson: 


“IT have your letter of the tenth, in- 
forming me of your desire to retire from 
your post as a member of the Interstate 
Commerce Commission. Of course, we 
are sorry that you feel you must leave 
government service, but understand your 
reasons for making this decision. 

“For your fine service to the nation, 
I want to express my deep appreciation. 
You have served with the Commission’s 
Defense Transport Administration during 
trying days, and have made an out- 
standing contribution in your field of 
work. 

“Thank you for your offer of further 
assistance. We shall keep it in mind. 


“With all good wishes for your suc- 
cess in your future undertakings.” 





Group Seeks Proxies 
For M. & St. Louis Slate 


A stockholder group headed by Ben 
W. Heineman, Chicago attorney, is solic- 
iting proxies for the election of seven out 
of the 11 members of the board of direc- 
tors of the Minneapolis & St. Louis Rail- 
way, in opposition to a management slate 
at the annual meeting May 11 in New 
York City. 


Mr. Heineman said he and his group 
owned more than 200,000 of the 589,035 
M. & St. L. shares outstanding, adding 
that the highest number of shares ever 
voted at an annual meeting was 410,089, 
in 1953. 


Mr. Heineman said his group had 
sought minority representation on the 
board, and that while Lucian C. Sprague, 
now chairman of the board, had signed 
a letter of agreement last December 21 
personally undertaking to meet the in- 
vestors’ request, the incumbent board 
had refused such representation. Mr. 
Heineman said a new board was “im- 
perative” because of inadequate divi- 
dends and extravagant management. 


“A comprehensive study of the M. & 
St. L., and a comparison of its opera- 
tions with those of comparable railroads, 
shows that net income can be increased 
substantially with certain obvious econ- 
cmies, improved business practices, and 
the abolition of existing evils,” his state- 
ment asserted. 


The group has announced the follow- 
ing seven nominees: Arthur S. Bowes, 
Chicago, a director of the Automatic 
Canteen Co. of America, and Pespi-Cola 
General Bottlers, Inc.; Henry DeMeester, 
Ormond Beach, Fla., investor; William 
EF. Fay, Joliet, Ill., president of Cham- 
tion Machinery Co., Mr. Heineman; 


Franklin Lyons, Chicago, member of the 
executive committee of Four Wheel 
Drive Auto Co.; Joseph S. Nye, New 


York, rail analyst, and Jouett Shouse, 
Washington, D.C., director of General 
Analine and Film Corporation and Gen- 
eral Dyestuff Corporation. Mr. Heine- 
man said the seven men and their fami- 
lies owned 41,344 shares of M. & St. L. 
stock. Another large stockholder affili- 
ated with the group, according to Mr. 
Heineman, is John P. Wagner, of Chi- 
cago, a director of the Milwaukee Rail- 
road, and, with his family, the owner of 
27,900 M. & St. L. shares. 
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The 1,400-mile M. & St. L., principally 
a freight line, runs as far south as Albia, 
Ia., and Peoria, Ill., and as far west as 
Leola and Aberdeen, S.D. Its 1953 total 
operating revenues were $22,001,000. The 
road is said to be almost unique among 
Class I railroads in that it has no out- 
standing bonds or preferred stock. 





I.C.C. Practitioners Not Prepared to Pay 
Fees ‘on Cost Basis, Senate Group Told 


John R. Mahoney, Testifying for Practitioners’ Association on 
Bill to Provide for Charging of ‘Nominal’ Fees by F.C.C., Says 
Members Don’t Regard Federal Government as Sales Organization. 


Members of the Association of 
I.C.C. Practitioners were prepared, 
if necessary, to pay “such nominal 
fees (to the Commission) as Congress 
decides to be required,” but they 
were not “prepared to pay fees on 
a cost basis for the support of the 
Commission any more than they are 
prepared to pay fees on a cost basis 
to support the federal court system,” 
a spokesman for the association told 
a Senate committee, March 17. 


The witness representing the I.C.C. 
practitioners was John R. Mahoney, of 
New York City, chairman of the special 
committee on fees and member of the 
executive committee of the practitioners’ 
association. He testified in a Senate 
interstate and foreign commerce sub- 
committee hearing on S. 2926, a bill to 
amend the communications act of 1934 
so as to provide for the imposition of 
nominal charges or fees by the Federal 
Communications Commission for inspec- 
tions, certificates, registrations, licenses, 
permits, or applications issued or pro- 
vided by the F.C.C. 


“My appearance before the subcom- 
mittee considering S. 2926,” Mr. Mahoney 
said, “should not be construed as either 
in opposition to or in approval of the 
bill as proposed. Rather, the practi- 
tioners would prefer that you consider 
my appearance as comparable to the 
presentation of a brief amicus curiae. 
Our group is seriously concerned with 
the fee problem that prompted the 
introduction of S. 2926 in other media 
within the broad transportation and 
communications field which is the over- 
all responsibility of your committee. . . 


Concern Over New ‘Philosophy’ 


“The introduction of S. 2926 which has 
led to this hearing represents the first 
opportunity the practitioners have had 
to convey publicly to the legislative arm 
their concern with the development of 
a philosophy respecting the independent 
regulatory agencies contrary to that 
which hitherto prevailed. 

“The Association of Interstate Com- 
merce Commission practitioners. . . rep- 
resents the widest possible range of 
shipper and carrier interests concerned 
primarily with matters affecting the 
Interstate Commerce Commission and 
to a lesser extent with matters coming 


before other independent regulatory 
bodies such as the Federal Communica- 
tions Commission. In this instance many 
motor and water carriers using short- 
wave radio as an adjunct in their busi- 
ness would be affected by any schedule 
of fees which would have to be paid if 
the scale promulgated by the F.C.C. were 
to be enacted. 

A more important reason for our con- 
cern is that the underlying regulatory 
concepts developed in the administra- 
tion of the interstate commerce act have 
necessarily been carried over to other 
regulatory agencies which came into be- 
ing more recently. The federal com- 
munications act was patterned in large 
measure on the interstate commerce act 
as amended up to 1934. In fact, many of 
the responsibilities which Congress as- 
signed to the Federal Communications 
Commission in 1934 had previously been 
the responsibility of the Interstate Com- 
merce Commission. The governing body 
of the practitioners, recognizing the in- 
teraction of regulation between these 
agencies, believes it to be of such com- 
mon concern as to prompt this appear- 
ance today.” 


Origin of Fee Proposal 


Mr. Mahoney referred to the provision 
of Public Law 137 of the Eighty-second 
Congress, known as Title V of the inde- 
pendent offices appropriation act of 1952, 
that “any franchise, license, etc. ... pre- 
pared or issued by any federal agency... 
shall be self-sustaining to the full extent 
possible .. .” He said there was little, 
if any, legislative history documenting 
that provision. 

A proposal in the schedule of charges 
contemplated by the F.C.C., to charge a 
$325 fee for AM, FM and TV applica- 
tions, renewals or modifications, Mr. Ma- 
honey said, could easily result in mutiple 
payments of that figure “so that a 
licensee might well during the term of 
his license be forced to pay several 
thousands of dollars.” 

“It is difficult to conceive of such a 
payment as being nominal by any 
stretch of the imagination,” he con- 
tinued. 

“At the risk of making an unfair com- 
parison, it appears to us that the I.C.C. 
is also proposing in the schedule pro- 
mulgated by that body on February 16 
to collect fees approximating $325 to 
cover an application for a certificate 
which would authorize motor carrier op- 
erations in just a few states. If the ap- 
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plication were for many states, as often 
happens, particularly in the case of fur- 
niture movers, the amount required could 
easily exceed several thousands of dol- 
lars. 


Recovery of Administrative Costs 


“The common denominator of both 
the F.C.C. and the I.C.C. schedules ap- 
pears to be that of recovering costs for 
administering the service, if it is a serv- 
ice, from the applicant. The practition- 
ers believe that certainly in the case of 
the I.C.C. that Commission has lost 
sight of the fact that cost is but one 
of the factors which must be considered 
by an agency. 

“Far more important than costs are 
the other considerations of ‘value to the 
recipient’ and ‘public policy or interest 
served.’ It is the considered opinion of 
the practitioners that in most, if not all, 
of the cases where applications are made 
the ‘public policy or interest served’ far 
outweighs the other factors and as such 
justifies at most the imposition of a 
nominal fee... 

“It may be argued that the Bureau 
of the Budget has given the various com- 
missions sufficient latitude to arrive at a 
scale of nominal fees by including in 
section 3 of its circular a provision that 
the agency should ‘take account of the 
value to the recipient and the public 
policy or interest served’. However, the 
Bureau of the Budget has coupled the 
clause quoted above with a mandatory 
requirement that the agency ‘shall re- 
cover, to the full extent possible, the 


aggregate cost incurred in the conduct 


of these activities’. In another section 
the Bureau of the Budget has set forth 
the determinants of cost which, if they 
are allowed, would obviously necessitate 
a charge far beyond the nominal 
range ... The practitioners submit that 
Budget has transformed language which 
the Eighty-second Congress intended to 
be permissive into a mandatory require- 
ment in the circular. In effect, Budget 
has substituted ‘must’ for ‘shall’ in its 
directive to the agencies. 


Licensing ‘in Public Interest’ 


“We would be remiss if we did not em- 
phasize in the strongest possible manner 
that the licensing or certificate activity 
comprehended in the rule-making pro- 
cedures of both the F.C.C. and I.C.C. is 
performed by those agencies exclusively 
in the public interest .. .” 


Mr. Mahoney said it could be argued 
with considerable force that, although 
the holders of certificates or licenses in 
the communications and transportation 
field enjoyed a measure of economic in- 
sulation, they achieved this only at the 
expense of public responsibility. 


“As holders of these certificates or 
licenses,” he said, “they are considered 
to be guardians of a public trust within 
a limited area. Unlike the ordinary 
business man their actions are sub- 
jected to much greater visitorial power 
because of that public trust... 


‘Protection of the Little Man’ 


. . The idea or philosophy that 
brought the Commission into being, 
namely, the protection of the little man, 
is still a very powerful one. It is still 
the visceral reaction of most people 
that the Commission should be a quasi- 
judicial body, exercising its judicial 
functions in the coldest neutrality. Like 


“ 


the courts, it must be easily available to 
the smallest shipper or entrepreneur . 

The I.C.C. must continue to be easily 
reached by these small truckers and by 
the shippers who support them. Ad- 
mittedly, in making such an argument, 
it is always tempting to bear down on 
the needs of the small carrier, but there 
is a very real danger that an extra 
charge might be enough to discourage a 
small carrier from seeking to expand in- 
to an area where the public interest 
basically requires such expansion ... In 
the face of a tradition of no fees, the 
practitioners are reluctant to open the 
floodgates but are prepared, if necessary, 
to pay small fees of a nominal category 
comparable to filing fees in the courts.” 

Mr. Mahoney reported, that, in an ef- 
fort to obtain the views of the associa- 
tion members on the matter of fees, the 
governing body of the practitioners’ as- 
sociation sent questionnaires to all its 
more than 3,600 members, with March 
31 as the deadline for their return. 

“As an aid to your committee in con- 
sidering this legislation,’ he continued, 
“we should like to give an interlocutory 
report based on 560 questionnaires re- 
turned. Although we anticipate that we 
shall have many more within the next 
few weeks we believe that those which 
have been returned set a pattern which 
will not change very much in the ag- 
gregate. Of the 560, 522 expressed oppo- 
sition to the schedule of fees promulgated 
by the Interstate Commerce Commission 
and favored the statement of position 
contained in practitioners’ resolution... 
Four hundred of those who replied re- 
quested the governing body to make 
some effort to have S. 2926 amended to 
include the Interstate Commerce Com- 
mission or, alternatively, to have similar 
legislation introduced ... There has not 
been time since the trend became evi- 
dent for the executive committee to 
consider what steps should be taken... 

“I ought to add that over 20 per cent 
of those replying urged that at least one 
public hearing be held on the issue. I 
deem it to be significant that almost 
everyone who requested a hearing indi- 
cated a willingness—yes, an insistence— 
to be allowed to appear and testify at 
such hearing ... 

“The reaction of the many practition- 
ers who have written to the committee 
makes it clear that almost to a man 
they conceive of the commissions, to- 
gether with the courts, as dedicated 
essentially to the protection of the pub- 
lic interest. They are prepared, if neces- 
sary, to pay such nominal fees as Con- 
gress decides to be required, but they are 
not prepared to pay fees on a cost basis 
for the support of the commissions any 
more than they are prepared to pay fees 
on a cost basis to support the federal 
court system.” 

Through all the questionnaire returns 
so far received, said Mr. Mahoney, ran 
“the common thread that the federal 
government in transportation and allied 
fields is not considered by anyone to be 
a sales organization but is rather thought 
of as the guardian of the collective pub- 
lic interest.” 

Mr. Mahoney said he had been author- 
ized by James F. Pinkney, general counsel 
of the American Trucking Associations, 
Inc., to say that the A.T.A. executive 
committee had adopted a resolution sup- 
porting the position of the practitioners’ 
association on the subject of charging of 
fees by the I.C.C. 

Among witnesses at the Senate sub- 
committee hearing who criticized or ob- 
jected to various aspects of the proposed 
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schedule of fees of the F.C.C. were Gil- 
bert R. Johnson of Cleveland, O., Coun- 
sel for the Lake Carriers’ Association; 
Morris Harvey Strichartz, technical di- 
rector of the American Radio Associa- 
tion, testifying on behalf of the Ameri- 
can Maritime Unions; and Francis T. 
Greene executive vice-president of the 
American Merchant Marine Institute. 


Requested Retirement of 
Chairman Johnson Creates 
Problem for White House 


Chairman Johnson, of the Commis- 
sion, has posed a problem for the 
White House in connection with a 
desire which was expressed to him 
by a presidential aide that the 
chairman of the Commission relin- 
quish his membership on that body. 
The chairman refused comment. 


Because Chairman Johnson is more 
than 70 years old, and has served the 
federal government for more than 15 
years, the retirement act calls for his 
automatic retirement. However, when 
the Senate confirmed him in 1949, the 
chairman, who was born May 5, 1878, 
had already passed 70. He took the 
oath of office for his present term on 
February 18, 1949, and that term is not 
due to expire until December 31, 1955. 
At the time, President Truman issued 
an executive order, No. 10034, dated 
February 9, 1949, waiving the mandatory 
retirement provisions of the law and 
providing that the chairman might 
serve aS a commissioner for a term to 
expire “upon the appointment and 
qualification of his successor.” Under 
the interstate commerce act there is 
provision, in the quoted words, for a 
commissioner to continue in _ service 
after his term expires. 


It is understood that, when it was 
suggested to Chairman Johnson that 
he retire, he furnished the White House 
with an opinion written by Edward M. 
Reidy, the Commission’s chief counsel, 
in which the grounds on which a com- 
missioner might be removed from office 
during an unexpired term were reviewed. 
Mr. Reidy, it is reported, asserted that 
the confirmation of the chairman’s ap- 
pointment to the commission after he 
had reached 70 years of age became, in 
fact, an exemption from the compul- 
sory retirement provision. 


It is also reported that Mr. Reidy took 
the view that any attempt to termi- 
nate Chairman Johnson’s term as a 
commissioner before its expiration date 
would be contrary to Humphrey’s 
Executor v. United States, 295 U.S. 602 
(1935). In that case, the Supreme Court, 
acting on appeal from the Court of 
Claims, held that Mr. Humphrey, a 
member of the Federal Trade Commis- 
sion, whom President Franklin D. Roose- 
velt attempted to remove from office be- 
fore the end of his term because the 
President said the purposes of his ad- 
ministration could be carried out most 
effectively with personnel of his own 
selection, could not be so removed. 

Apparently the White House aide was 
not aware that there could be any legal 
question when he suggested retirement 
to the Commission’s chairman, and tli< 
matter rested with no further action 
taken except to ask that Attorney Gel'- 
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eral Herbert Brownell, Jr., furnish an 
opinion in the matter. 

The view of the Attorney General is 
reported to be the opposite to that held 
by the Commission’s chief counsel. The 
Department of Justice, standing by its 
rule not to furnish copies of opinions it 
furnishes the White House, refused to 
make public a copy of the opinion. Sim- 
ilarly, the White House refused to make 
the text of the opinion available. 

Underlying the views expressed by Mr. 
Reidy there is also a broader view taken 
of the matter in some quarters. at the 
Commission. It is contended that the 
provision of the retirement act for com- 
pulsory retirement at the age of 70 was 
meant for those federal employes who 
are not appointed for a definite term of 
office, but have an indefinite tenure. 

On that basis, it is felt that the retire- 
ment act does not apply to one who is 
appointed and confirmed by the Senate 
for a definite term of office. Added to 
this, it is felt that when an individual, 
as in the case of Chairman Johnson, is 
already 70 years of age when he is ap- 
pointed and confirmed for a term of 
seven years, there is no way of making 
the retirement provisions of the law 
applicable, and that such appointment 
and ratification, in scope, go far beyond 
an executive order permitting an ap- 
pointee to serve in spite of the manda- 
tory retirement provisions of the law. 

Growing out of these premises, the 
view is held that such an appointment 
may not be rescinded by the President, 
and that such an appointee may be re- 
moved from office only as provided in 
the transportation act of 1940. 


Chairman Johnson entered the em- 
ploy of the federal government when 
President Roosevelt appointed him As- 
sistant Secretary of Commerce in June, 
1935, in which capacity he served until 
June, 1940. Since June 1, 1940, he has 
been a member of the Commission, hav- 
ing been renominated by President Tru- 
man to succeed himself on January 17, 
1949, for a seven-year term. He was the 
Commission’s chairman in 1950 and, un- 
der a change in Commission procedure, 
his present term of chairman runs until 
the end of the fiscal year, June 30. 

At his press conference March 18, in 
answer to a question, President Eisen- 
hower said he knew nothing about the 
requested retirement of Chairman John- 
son. 





‘No Work-No Worry’ Club 
Holds Annual Reunion 


A total of 97 retired traffic and trans- 
portation experts, averaging 70.5 years in 
age, gathered at the Grey Gull Inn in 
Clearwater, Fla., March 11, for the tenth 
annual reunion of the “No Work-No 
Worry” Club. 


Organized by its president, George F. 
Hichborn, retired director of traffic of 
the U.S. Rubber Co., New York, and 
eight other retired traffic officials, the 
group meets each year for the purpose 
of renewing friendships and to reminisce 
about transportation problems and ex- 
periences of former days. 

“They even go so far as to offer solu- 
tions to present-day problems,” says E. 
I’. Lacey, retired executive secretary of 
the National Industrial Traffic League, 
Washington, D.C. 

Little did this small group realize, 
when they met 10 years ago, that they 
were establishing a medium whereby 











those who had carried on the transpor- 
tation burdens of the country could as- 
semble each year and vie with each 
other in relating their experiences of the 
past, said Mr. Hichborn, who was mas- 
ter of ceremonies at the tenth annual 
reunion dinner. Only Mr. Hichborn, 
who is “still going strong” at 79, and S. 
L. Parrott, retired general eastern freight 
agent of the Rock Island Lines, New 
York City, are left of the original nine. 


Attendance at the annual reunions has 
steadily increased, says Mr. Lacey, “and 
the boys come earlier and stay later” 
and insist that the “last” reunion was 
“the best ever.” 


21 


| TRANSPORTATION WEEK 


President Hichborn read several tele- 
grams and letters from those not able 
to be present at the tenth reunion, Mr. 
Lacey said, and called on a number of 
those in attendance for impromptu re- 
marks. A poem written for the occasion 
by Hd. Rutherford, division traffic man- 
ager, Schenley Industries, Inc., Fresno, 
Calif. was read by Mr. Lacey. Mr. 
Lacey also led the group in singing sev- 
eral old-time favorites, including “I’ve 
Been Working on the Railroad.” 





Traffic Group Told How C.G.W. Has Run 
Trailer-on-Flat-Car Service Since '36 


R. G. Hawkinson, Freight Traffic Manager of Great Western, Speaking 
In Chicago, Says Rail-Trailer Operations Have Produced Attractive 
Revenue, With Availability of Service Limited to Common Carriers. 


In its operation of trailer-on-flat 
car service, established in 1936, the 
Chicago Great Western Railway had 
not encountered “the many difficul- 
ties which apparently now surmount 
the New Haven operation,” since the 
Great Western’s rail-trailer service, 
unlike that of the New Haven, was 
confined solely to motor common 
carriers, R. G. Hawkinson, freight 
traffic manager of the C.G.W., said 
in a speech in Chicago, March 11. 


Mr. Hawkinson spoke on the occasion 
of the sixteenth annual “rail night” of 
the Clearing-Cicero Traffic Conference. 

He reviewed the development of the 
rail-trailer service idea on the Great 
Western and said that this service had 
proved itself to be “a source of attrac- 
tive revenue to the railroad and an 
economical operation for the motor 
carriers.” 


Dislike for ‘Piggy-Back’ Term 


At the outset he noted that some 
people referred to this service as “piggy- 
back” service, but, he remarked, “we 
do not like that term because we feel 
it is too frivolous and undignified.” 


“We call it trailer-on-flat-car service 
because that is what it actually is,” he 
said, and continued: 


“Following World War I, motor truck 
operations over the public highways 
gained steadily to a point where in the 
late 20’s and early 30’s competition be- 
tween the motor trucks and railroads 
became extremely severe. The motor 
trucks, unlike the railroads, were not 
under Government regulation. The in- 
herent flexibility of the truck to pick 
up and deliver freight at locations not 
accessible to the railroads and their 
comparatively lighter pay-loads com- 
bined to divert a very substantial amount 
of tonnage from the rails. 


“Eventually Congress recognized the 
rapid growth of the trucking industry, 
and in August, 1935, part II was added 
to the interstate commerce act, placing 
motor trucks under Government regu- 
lation. Tne act became operative April 
1, 1936. Competition between the rail- 
roads and motor carriers was not les- 


sened by the passing of this act; if 
anything, it became more acute. 

The railroads sought in many ways 
to retain the traffic they were still han- 
dling and also to recover at least part 
of the tonnage lost to the trucks. These 
efforts included the publication of so- 
called truck competitive rates, all-com- 
modity rates, and rates on mixed carload 
shipments generally described as gro- 
ceries and store supplies. In addition, 
the railroads, effective January 20, 1936, 
established free pick-up-and-delivery 
service on L.C.L. freight. These measures 
insured continued rail movement on a 
good deal of tonnage, but it failed to stay 
the constantly increasing flow of traffic 
to the trucks. 


Efforts to Regain Traffic 


“The continued efforts of the railroads 
to recover or attract traffic from the 
trucks were not productive of important 
results. Whether that failure was due 
to difference in rates, classification, pack- 
ing requirements, service, convenience, or 
other causes, the fact was that the motor 
trucks continued to divert a substantial 
amount of tonnage from the railroads. 
Some railroads had been thinking about 
the practical use of trailers on flat cars. 

“I believe the first trailer-on-flat-car 
tariff which came into general use in the 
territory west of Chicago was one pub- 
lished by the Alton Railroad for appli- 
cation between Chicago and East St. 
Louis, effective October 18, 1932. Similar 
service was established between Chicago 
and Milwaukee by the North Shore Line 
and by the South Shore Line between 
Chicago, Michigan City, and South Bend. 
The Rock Island tried it out between 
Chicago on the one hand and Peoria 
and Moline on the other, and the Great 
Western tried it out between Chicago and 
Dubuque, Ia. There were others too, but 
for sundry reasons, including insuf- 
ficient volume, the absence of balanced 
loads in each direction, service, and 
rates, these various operations fell by 
the wayside. 

“After many conferences with a group 
of common motor carriers, the Great 
Western issued its Trailer-On-Flat-Car 
Tariff No. 246-A, I.C.C. 5381, scheduled to 
take effect March 10, 1936, for application 
between Chicago, Illinois and St. Paul, 
Minnesota. Various interests, including 
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railroads, shippers, and State Commis- 
sions, protested its publication and the 
tariff was suspended by the Interstate 
Commerce Commission in I. and S. 
Docket 4186, which you will find in Vol- 
ume 216, I.C.C. 435. After extensive hear- 
ings before the Interstate Commerce 
Commission, our tariff was allowed to 
take effect July 7, 1936. That is ap- 
proximately 18 years ago and we have 
been operating the service ever since. 


Broad Scope of Original Tariff 


“Our original tariff, of course, was not 
limited to the common motorcarriers as 
a shipper but was open to the general 
public. The service at that time could 
be used, for instance, by freight forward- 
ing agencies and any other shipper of 
freight. However, back in 1926 the com- 
mon motor carriers were the big factors 
and private carriers were not so much 
in the picture as they are today. In any 
event, at no time during the 18 years 
we have operated our trailer-on-flat-car 
service has anyone except the common 
motor carriers used the service. 

“While our individual tariff was in 
effect we advised individual shippers 
against making any substantial invest- 
ment in trailers to be used in our serv- 
ice because we intended later on to 
establish joint rates with the truck lines, 
in which event our tariff would be can- 
celed and the service would then not be 
available to any private carrier. The 
reason for this was to prevent any severe 
break-down in the all-rail rate structure. 

“Other railroads and shippers sin- 
cerely felt that our individual tariff 
would bring about a vast upheaval in 
the all-rail rate structure, and in order 
to alleviate these fears we made very 
sincere efforts to establish joint motor- 
rail rates. These other railroad and 
shipper interests felt that the individual 
tariff of the Great Western would be 
used by contract haulers or private haul- 
ers to the detriment of the established 
warehousing, distributing, and jobbing 
interests. Most of these people favored 
joint truck-rail rates and so did we at 
that time, but we found it wholly im- 
practical to maintain a set of joint 
truck-rail rates which would be identical 
with the all-truck rates. 


Joint Rate Idea Unsuccessful 


“Truck rates can be altered with more 
facility than rail rates or joint truck- 
rail rates because truck rates are not 
subject to the long and short haul'‘clause 
of the interstate commerce act, nor do 
the trucks have the same stringent re- 
quirements as to tariff supplemental 
space as the railroads have. If you 
want the full story of our unsuccessful 
attempts to establish joint motor-rail 
rates I suggest you read the record in 
I. and S. Dockets Nos. 4210 and 4219, 
which you will find in Volume 219, I.C.C. 
245. 


“The Great Western continued its 
individual tarff in effect until December 
15, 1940, and in its place was established 
the so-called Substituted Freight Service 
Directory plan, which has been in effect 
ever since. That was an outgrowth of 
Ex Parte No. 129, which if you care to 
read it will be found in Volume 232, 
L.C.C. 683. 


“Our position in that case was that 
the Commission should grant authority 
which would permit the carriers to pub- 
lish a directory or tariff in which could 





be listed each and every point between 
which the substituted freight service 
would be performed and by whom, to- 
gether with such other pertinent data 
which might be found necessary to in- 
clude in such a publication. In its re- 
port dated July 25, 1939, the Commis- 
sion expressed the opinion that such a 
publication could probably be devised so 
as to preserve the benefits of the sub- 
stituted service without subjecting the 
carriers to undue expense or contraven- 
ing the specific provisions of the inter- 
state commerce act and thus protect the 
rights of the competing carriers and the 
general public. It also expressed the 
view at that time that no substituted- 
freight-service arrangement could be 
entered into between common carriers 
and contract carriers and that all such 
arrangements must be between common 
carriers only. Our trailer-on-flat-car 
service complies with that view. 


‘New Faces’ at L.C.C. 


“That conclusion was arrived at back 
in July, 1939. Since then there are a 
lot of new faces on the Commission. 
Perhaps that view has changed since 
then and this feature will undoubtedly 
be brought to the fore in the decision 
which will ultimately be made by the 
Commission in connection with the 
pending petition of inquiry submitted to 
it by the New Haven Railroad. 

“The Substituted Freight Service Di- 
rectory to which we are a party, as well 
as the truckers, provides that when 
substitution service is performed under 
that directory in connection with rates 
published in tariffs making specific ref- 
erence thereto, the rates named in said 
tariffs will apply in connection with 
all of the carriers named in the direc- 
tory. In other words, this means that, 
while the Great Western is not shown 
as a party to the all-highway rate, 
nevertheless the all-highway rate applies 
with equal force on truck shipments 
moved in our substituted freight service. 
We issue a division sheet which names 
specific amounts per trailer which we 
collect from the motor carrier using 
our service. In effect, the charges we 
collect from the motor carrier con- 
stitute a division of the all-highway rate. 


‘Uncertainties’ of New Haven 


“IT believe the recently activated in- 
terest in trailer-on-flat-car service has 
been more or less propelled by the peti- 
tion filed by the New Haven Railroad 
with the Interstate Commerce Commis- 
sion for a declaratory order to remove 
a number of uncertainties concerning 
the legal relations, limitations, and ob- 
ligations incident to the transportation 
of highway trailers on railroad flat cars. 


“The Great Western has not encoun- 
tered the many difficulties which appar- 
ently now surmount the New Haven 
operation by virtue of the fact that they 
publish a tariff which is open to all con- 
cerned just as we did back in 1936. Un- 
like the New Haven’s operation, the 
Great Western’s present trailer-on-flat- 
car operation, as I have previously ex- 
plained, is confined solely to motor com- 
mon carriers. We have prepared a con- 
densed history of our trailer-on-flat-car 
operations and we have submitted copies 
of this condensed history to the Com- 
missioners on Division 3 of the Interstate 
Commerce Commission, which is the 
division to which has been assigned the 
handling of the inquiries originating 
with the New Haven Railroad. 

“Our trailer-on-flat-car service has 
proven itself to be a source of attractive 
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revenue to the railroad and an econom- 

ical operation for the motor carriers. 
The method of publishing rates and 
charges first by an individual tariff of 
our own, then by joint motor-rail-motor 
rates, and finally by the so-called Sub- 
stituted Freight Service Directory is an 
interesting phase of tariff publication. 


C.G.W. Operations Described 


“Now, as to actual operations, we take 
ordinary flat cars, generally measuring 
about 53 feet in length, and equip them 
with guard rails on both sides. We re- 
quire that all vehicles be locked and 
sealed by the shipper to protect the con- 
tents. Each trailer is equipped with 
rings or hooks on each corner for the 
attachment of chains to hold it in posi- 
tion on the flat car. The shipper must 
load and unload the trailers, but our own 
employes fasten the vehicles on the car 
at point of origin and unfasten the 
vehicles at destination. That is readily 
understood because after the trailer is 
loaded on our flat car, then we are 
responsible for it. We don’t like to leave 
that responsibility to any but our own 
employes. It takes only about 5 or 6 
minutes to secure the tie-down equip- 
ment on each trailer and much less than 
that to unfasten them at destination. 
Each flat car is equipped with certain 
patented devices for this purpose, in- 
cluding chuck blocks to fit in front of 
and behind the rear wheels of the high- 
way vehicles. Screw-top jacks to sup- 
port the front end of the trailers and 
chains with turnbuckles extend from 
the floor of the car to strategic points 
on the trailers to firmly hold the vehicles 
in place on the flat car. 

“We have never had any instance 
where one of these trailers has fallen 
off the flat car because of being top- 
heavy or because of any failure in the 
tie-down equipment. We have had a 
few go into the ditch, but when they did, 
the flat car went with them. 


Parking Lots for Trailers 


“We have parking lots available ad- 
jacent to our loading and unloading 
ramps so that truckers can park their 
trailers at any time during the day or 
night without actually loading or un- 
loading them on flat cars. The actual 
loading or unloading is performed by an 
organization man employed by the 
truckers, and this cost is pro-rated 
among the truckers using the services 
of that organization man. The Great 
Western assumes no part of that cost. 

“We maintain ramps and docks at the 
end of stub tracks in our yards not 
only at Chicago and St. Paul but also 
with our expanded facilities at Council 
Bluffs, Des Moines, Iowa, and Kansas 
City, Mo. If any of you desire to wit- 
ness our operation here you may do 
so at Laramie Avenue and Taylor 
Street, our Chicago Transfer Yard, 
preferably around 6:30 or 7:00 p.m. 


“When we inaugurated our trailer-on- 
flat-car service between Chicago and St 
Paul almost 18 years ago, there were 
only 17 common motor carriers using the 
service. Today, with our expanded oper~- 
ations, there are over 40 common moto! 
carriers using the service. 


“We have found that our particu:a 
type of operation has taken a good man} 
trucks off the highways and to us li 
has meant a very profitable undertaking 
particularly because we have no hish 
terminal costs to absorb—and we did 1:0! 
take any of this business away from 22. 
other railroad. If we had not moved ! 
in trailers on flats, all of it would hi 
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moved over the highways. The truck- 
ers, too, have benefited by the arrange- 
ment. That is obvious because if they 
did not benefit they would not use the 
service.” 











Dr. Parmelee Sees Hopeful 
Outlook for National 


Economy and the Railroads 


Dr. Julius H. Parmelee, consulting 
economist of the Association of 
American Railroads, spoke on “The 
Railroad Outlook” at an American 
University transportation institute 
dinner held in Washington, D.C., on 
March 11. 


He said that railroad traffic in point 
of ton-miles for the first six months of 
1954 might be 10 per cent below the 1953 
figure and that in the last half of 1954 the 
ton-miles might approximate the 1953 
figure, averaging out to a possible 5 or 6 
per cent drop below 1953 for the entire 
year 1954. Dr. Parmelee said he looked 
for a 5 per cent decrease in passenger 
traffic this year with an upturn toward 
the end of the year. 

After stating that the disturbing ele- 
ment in 1953, from a purely economic 
viewpoint, was the change in military 
activities on account of cessation of the 
Korean operation, Dr. Parmelee asserted 
that the national economy and trends in 
the next few months would “not be as 
bad as some indicate.” 

“Some of these prophets have political 
and other reasons for their gloomy pre- 
dictions,” he said. 

The American University dinner was 
participated in by students attending 
the university’s eighth rail transporta- 
tion institute. Dr. L. M. Homberger, 
director of institutes, presided at the 
dinner which was held in the All-States 
hotel. 


Dr. Parmelee, in the course of his ad- 
dress, said it sometimes seemed that for 
the last 40 years the railroads had done 
little more than meet successive crises, 
passing rapidly out of one crisis into 
another. 

“Somehow,” he continued, “they have 
lived through each one, have maintained 
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themselves as private enterprises, have 
advanced greatly in capacity and effici- 
ency, and now stand ready to go for- 
ward to greater achievements in the 
future. 


“So far as we can see, our national 
security and economy will always need 
railroad service. Railroads, as the one 
great all-around and mass transporta- 
tion industry, still handling one-half of 
all commercial freight and passenger 
traffic, will therefore continue to oper- 
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ate. If, because of national policies be- 
yond their control, they fail to survive 
as private enterprises, they will con- 
tinue to be operated, this time by the 
government and as a _ nationalized 
agency. I hope that day will never 
dawn, but whatever betide, there will 
always be railroads in the United States.” 





Customer Relations Council of A.T.A. 


Announces Program for Spring Meeting 


Dr. Charles A. Taff, of University of Maryland, to Report on Survey 
Of Traffic Managers. Six Panels to Discuss Many Phases of Carrier 
Salesmanship. Leading Sales and Industry Executives Among Speakers. 


A traffic managers’ survey, made 
by the American Trucking Associa- 
tion’s Customer Relations Council, is 
the basis for the program of the 
council’s annual spring meeting, 
April 11-13, in the Palmer House, 
Chicago (T.W., March 6, p. 25). 


Dr. Charles A. Taff, of the University 
of Maryland, who assisted in preparing 
the questionnaire, has prepared an 
analysis and report of the more than 
1,600 forms which were returned. His 
report will lead off the business session 
the morning of April 12. A number of 
the nation’s leading sales and industry 
executives will be among the speakers 
at the three-day session. 


Fred R. Daniel, vice-president-sales, 
Mid-States Freight Lines, Inc., Chicago, 
and council chairman, will open the 
meeting with a welcome to visitors. 
William S. Myrin, chairman of the 
council’s planning committee, and gen- 
eral sales manager, Consolidated Freight- 
ways, Inc., Portland, Ore., will preside 
at the opening session. Dr. Taff will 
report on the survey of traffic managers, 
and Emil G. Stanley, president of the 
Traffic Service Corporation, Chicago, 
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will speak on the results of a survey 
conducted by TRAFFIC WORLD. 


“Scientific Selection Through Intel- 
ligent Interviewing” will be discussed by 
Robert Hulsen, vice-president, Moorman 
Manufacturing Co., Quincy, Ill. Mr. 
Hulsen set up the sales personnel de- 
partment for his company, which em- 
ployes over 2,000 men in the sales or- 
ganization. 


Panel on Salesmen 

Two industrial traffic managers and 
two carrier executives will participate 
in a panel discussion on the subject, 
“What I Look for and What I See in 
a Salesman.” The participants are: 
Hugh Crawford, traffic manager, Johnson 
and Johnson, Chicago; A. A. Pioch, 
traffic manager, Sunbeam Corporation, 
Chicago; C. E. St. Jeor, general sales 
manager, Inland Freight Lines, Salt 
Lake City, and O. P. Roberson, Asso- 
ciated Transport, Charlotte, N.C. 

Speaker at the opening luncheon will 
be Elwood F. Andrews, president, Na- 
tional Association of Purchasing Agents, 
and director of purchases, Pitman-Moore 
Co., Indianapolis. Mr. Andrews served 
aS an Officer in one of the original 
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“frogmen” teams in the Pacific in World 
War II. Mr. Daniel will preside. 

Fred Shelton, of Norwalk Truck Lines, 
Toledo, will preside at the afternoon 
session, April 12, on the subject “What 
Surveys Show About Poor Sales Train- 
ing.” 

Following a brief skit, C. H. Vescelius, 
general traffic manager, Otis Elevator 
Co., New York City, will discuss “Likes 
and Dislikes I’ve Accumulated.” Mr. 
Vescelius is a former faculty member 
of the Academy of Advanced Traffic, 
New York City, and is serving on the 
transportation advisory committee of 
Columbia University’s graduate school 
of business. Jack Lacy, of Lacy Sales 
Institute, Newton Centre, Mass., will 
discuss “How to Train for Sales Effec- 
tiveness.” Referred to as “the most 
imitated salesman in America,” Mr. Lacy 
was awarded the “selling Oscar” for 
1951 by the National Sales Executives. 
A question and answer period will follow 
the discussion. 

Chairman Daniel will preside at a 
council business session, at which officers 
will be elected, and committee reports 
presented. 


April 13 Session 


Carter A. Justin, vice-president-sales, 
Geo. F. Alger Co., Detroit, will preside 


at the opening session April 13, on the | 


topic, “What Surveys Show About Lack 
of Sales Planning.” The session will be 
introduced by a brief skit. 

Dr. James Hawkinson, professor of 
marketing, Northwestern University, 
Evanston, Ill., will discuss “The Sales 
Manager, Director of Planning.” A fre- 
quent lecturer before business executives, 
Dr. Hawkinson helped organize and staff 
the G.I. universities for American troops 
in England and in France, and directed 
the business school of the G.I. univer- 
sity in England. 

Bernard I. Loft, professor of con- 
tinuing education, Michigan State Col- 
lege, will discuss “The Conference on 
Selling Motor Freight Service.” Profes- 
sor Loft is a special consultant at 
driver education conferences held by 
the University of Miami, and an author- 
ity on in-service training programs in 
the field of motor transportation. 

Jack Cole, president, A.T.A., will dis- 
cuss “The Importance of Selling in the 
Trucking Industry.” 


A second panel that morning will 
discuss “Organizing the Selling Job,” 
with the following participants: Park- 
man Sayward, vice-president-sales, Pa- 
cific Intermountain Express, Oakland, 
Calif.; Donald T. Maentz, vice-president, 
Associated Truck Lines, Inc., Grand 
Rapids, Mich., and Mr. Justin. 


Plowman to Speak 


The luncheon speaker April 13 will be 
E. G. Plowman, vice-president-traffic, 
United States Steel Co., Pittsburgh. A 
former president of the American 
Society of Traffic and Transportation, 
Mr. Plowman is now president of the 
National Defense Transportation Asso- 
ciation. He is the co-author of “Business 
Organization and Management.” 


E. G. Lackey, council vice-chairman, 
and secretary-treasurer of Pilot Freight 
Carriers, Inc., Winston-Salem, N.C., will 
preside. : 

William M. Hite, general sales man- 
ager, Johnson Motor Lines, Inc., Char- 


lotte, N.C., will preside at the closing 
session, the afternoon of April 13, on the 
subject, “What Surveys Show About 
Inadequate and Misdirected Sales Pro- 
motion.” 

John Mather Lupton, president, John 
Mather Lupton Co., New York City, will 
discuss “The Tool House of Advertising.” 
Head of an advertising agency which 
specializes in industrial and commercial 
advertising, Mr. Lupton is also president 
of Public Attitudes Corporation, a mar- 
ket research firm. 

A panel discussion on “How to Build 
a Sales Promotion Budget” will have 
these two participants: Richard C. 
Christian, director of research, and Mar- 
shall C. Lewis, account executive, Mar- 
steller, Gebhardt and Reed, Inc., Chi- 
cago. A question and answer period 
will follow. 

Walter W. Belson, director of public 
relations, A.T.A., will speak. 

Preceding the annual banquet that 
evening, TRAFFIC WORLD will entertain at 
a reception. 

C. D. Crain, Jr., publisher of Adver- 
tising Age, Chicago, will present 
awards in the council’s advertising con- 
test. The banquet speaker is Dr. W. H. 
Alexander, of the First Christian Church, 
Oklahoma City, Okla. Lloyd Larson, 
sales manager, Dohrn Transportation 
Co., Rock Island, Ill., will preside. 

Members and guests will register April 
11, and will attend an “early bird” buf- 
fet supper. 


P.O. Says Motor Transport 
Of Mail Is ‘Primary’ Means 


The Post Office Department has ad- 
vised the Independent Advisory Com- 
mittee to the Trucking Industry, Inc., 
that it is preparing a bill which will be 
a recodification of the postal laws and 
that “our proposed bill will recognize 
that motor vehicle transportation is a 
primary rather than an auxiliary means 
for the transportation of mail.” 

The statement was contained in a let- 
ter to the committee from Abe Mc- 
Gregor Goff, solicitor for the depart- 
ment, in reply to a letter from the com- 
mittee urging the establishing of stand- 
ards to govern the selection and retention 
of contractors engaged in transporting 
the mail. He said the question of 
whether or not the safety and insurance 
regulations of the Commission should be 
included in government contracts with 
motor carriers was being studied. 


Mr. Goff said that his office was en- 
deavoring to clarify the “rather loose 
body of laws which deal with the trans- 
portation of mail by motor vehicles.” 


F.R.P. Annual Awards Dinner 
More than 1,000 guests are expected to 


attend the seventh annual “Railway 
Progress Dinner” at the Waldorf-Astoria 
hotel in New York City, the evening of 
March 25, at which the Federation for 
Railway Progress, sponsor of the dinner, 
will present its annual awards, Thomas 
J. Deegan, Jr., chairman of the F.RP., 
has announced. 


Mr. Deegan said that a bronze plaque, 
an annual award on behalf of American 
travelers, would be presented to a rail- 
road in “recognition of outstanding 
achievement in progressive passenger 
service.” Two other awards also will be 
presented. 


TRAFFIC WORLD 


One, the annual public relations award, 
will be presented to the railroad which 
has shown outstanding achievements in 
the field of public relations, and the 
other, the annual journalism award, will 
be presented to a newspaperman for out- 
standing reporting of railroad news, ac- 
cording to Mr. Deegan. 

Martha Rountree, television and radio 
producers, will speak at the dinner on 
“Railroading From a Woman’s Angle.” 


1.C.C. Chairman Speaks on 
Railroads’ Needs in Event 


Of War, at A.U. Institute 


If the United States “went to war 
today,” the railroads’ car supply 
would suffice only for “a high level of 
civil activity” and would be far below 
the needs of war, said Chairman 
Johnson, of the Commission, in a 
speech at a supper meeting of the 
eighth rail transportation institute 
of The American University, the 
night of March 15, at the Army and 
Navy Club, Washington, D.C. 


“We could no more mobilize and move 
the troops we have today than we could 
fly,” said Chairman Johnson. “It’s a 
national calamity!” 

Asked if the railroads’ “lack of ca- 
pacity” for troop transportation had not 
been offset by increased air carrier ca- 
pacity, Chairman Johnson said that 
there was air transport capacity for air- 
borne divisions of parachute troops, but 
that to move a regular army division, 
with its equipment and supplies, re- 
quired about 700 passenger cars and 300 
to 400 freight cars. 

“How could they be moved by air?” 
he asked. “To think about that kind of 
movement by air is preposterous!” 


Responsibility of Government 


The I.C.C. chairman, replying to an- 
other question, said it was not the re- 
sponsibility of the railroads, but that of 
the federal government, to provide rail- 
road equipment that might be needed 
for use in a war emergency. The duty 
of the railroads’ ended when they had 
enough equipment to take care of com- 
mercial needs, he said, adding that 
“nothing is more useless than a tank 
without a war.” 


He expressed doubt that the Army 
Transportation Corps would want to ask 
for an appropriation for a reserve fleet 
of railroad cars, but told the Trans- 
portation Corps officers whd were in 
the audience and “if we do have a war, 
you'll get your section 22 quotations.” 
When one of his listeners suggested that 
the railroads would be able to buy more 
cars if they got authority to raise their 
rates, Chairman Johnson retorted that 
“you'll come in and fight the rate.” 


When he was asked to comment on 
the so-called “time-lag” bill, the truck 
trip-leasing bill and a bill to repeal 
the long-and-short-haul provision of 
section 4 of the act (measures now 
pending in Congress) Chairman John- 
son said that he had no serious cb- 
jection to the “time-lag” bill; that he 
had contended, in discussions with /1s 
colleagues at the I.C.C., before such leg- 
islation was introduced, that the Com- 
mission should have acted earlier on 
general rate increase applications, ‘ut 
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that there were “two or three things” 
in the pending “time-lag” legislation 
that were “fatal” to the legislation. 
Asked to elaborate on those “fatal” 
features, Chairman Johnson said that 
the Commission had sent its criticism 
of the bill to Capitol Hill and that this 
statement could be obtained from the 
committee to which it had been sent. 
Answering a further question, he indi- 
cated the Commission’s criticism to 
which he referred was not directed 
against the substitute “time-lag” bill 
recently offered by Senator Bricker, of 
Ohio, for himself and Senators Johnson, 
of Colorado, and Capehart, of Indiana 
(T.W., March 13, p. 19). 

(It was known that an adverse report 
on a “time-lag” bill introduced last 
year by Representative Pelly, of Wash- 
ington, and sponsored by the Trans- 
portation Association of America, had 
been sent to the House committee on 
interstate and foreign commerce by the 
Commission, last December. That re- 
port has not been “released for publica- 
tion” by the committee.) 


Comment on Trip-Lease Bill 


As to the trip-leasing legislation, 
Chairman Johnson said that the Com- 
mission had postponed the objectionable 
features of its order relating to lease 
and interchange of motor vehicles un- 
til April, 1955. He said the Commission 
hoped to “emerge” with a decision that 
would be “fairly satisfactory.” He said 
he was fearful that legislation on this 
subject might jeopardize the adminis- 
tration of part II of the Interstate com- 
merce act tremendously. 


Chairman Johnson said he did not 
want to discuss the legislation involving 
section 4. He wanted to keep an open 
mind on that matter, he said. 


Earlier, he stated that he had com- 
pleted recently a series of unannounced 
visits to “every individual in the I.C.C.” 
He contended that there were no work- 
ers in the government more efficient 
than they were; in the course of his 
visits, he said, he had not found one 
I.C.C. employe who was not “immersed 
in his work” or who, instead of working, 
was reading a book or a newspaper. 

The Commission did not have a car 
for the use of the commissioners, al- 
though the Civil Service Commission 
was provided with an automobile and 
chauffeur for each of its commissioners, 
he said. 


Problem of Rail and Truck Rates 

On the subject of rates, Chairman 
Johnson said the railroads had been 
“just as cutthroat” among themselves 
as they had been in competition with 
motor carriers. He said the trucks had 
come along, tending to take tne “cream” 
of the traffic, and that it appeared, if 
the trend continued, the railroads would 
have to subsist on transportation of coal, 
lumber, wheat and other bulk commod- 
ities that now moved at the cheapest 
prices. What, then, wouid the railroads 
live on, if they could not increase their 
rates on those commodities, he asked, 
adding that if those rail rates went up, 
the trucks would take over that traffic, 
too. That, he said, was “the problem 
that’s worrying advanced students of 
transportation.” 

Chairman Johnson asserted that the 
nations with the best transportation 
were the greatest nations and that “the 
greatest nation is the United States.” 
There was no comparison “between our 
transportation and that of any other 
nation,” he said. He recalled having 


attended a meeting at which the speak- 
er, when introduced, was described as a 
transportation expert for the reason, 
among others, that he had _ studied 
transportation in Europe. 

“What d—n fool would study trans- 
portation somewhere else than the 
United States?” Chairman Johnson 
asked. 

About 75 persons attended the supper 
meeting. Professor L. M. Homberger, 
director of the institute, presided. Guests 
included Major General Paul F. Yount, 
Chief of Transportation, Department of 
the Army, and E. V. Hill, chairman of 
the Traffic Executive Association—East- 
ern Railroads, New York City, who had 
been a speaker at an afternoon session 
of the institute, March 15. 





Same Rule Asked by A.T.A. 
For Rail Motor Rights as 


Imposed on Motor Carriers 


John V. Lawrence, managing direc- 
tor of the American Trucking Asso- 
ciations, Inc., has urged the Com- 
mission to adopt an amendment “to 
impose the same obligations on rail- 
roads seeking motor carrier rights 
as imposed on applications of inde- 
pendent motor carriers,” according 
to an A.T.A. announcement. 

In a letter to W. Y. Blanning, director 
of the Commission’s Bureau of Motor 
Carriers, Mr. Lawrence asked that peti- 
tions of railroads seeking removal of op- 
erating restrictions be classified as ap- 
plications, which would require sum- 
maries published in the Federal Register 
and a 30-day period for protests allowed 
for interested parties. 

Mr. Lawrence said that the Commis- 
sion’s order of February 1, to be effective 
March 22, provided that notice of appli- 


_cations by independent motor carriers 


would no longer be sent to all freight 
carriers “with whose service the pro- 
posed operation will be directly com- 
petitive.” However, he said, these ap- 
plications would be summarized in the 
Federal Register and a 30-day period 
would be allowed for protest. 


The A.T.A. official asserted that in 
the past, railroad requests for removal 
of restrictions imposed on their motor 
operations had been filed as petitions, 
and the Commission had not required 
that general notice of the filing be given. 

“Under the rules as presently written,” 
he said, “future petitions will not be 
summarized in the Federal Register, and 
only 10 days will be allowed competitors 
to file a reply in protest.” 

“The Commission’s practice of accept- 
ing petitions to remove operating re- 
strictions from certificates granted rail- 
roads on their motor affiliates has worked 
a hardship upon independent motor car- 
riers. In many cases, such petitions are 
not filed until years after the authority 
(including the restrictions imposed) was 
originally granted, and when petition 
for modification is subsequently filed, the 
only notice given is to parties in the 
original proceeding. 

“Because the railroads or their af- 
filiates are not required to apply on form 
BMC-78 for the changed authority 
sought, the notice requirements of that 
form do not apply, and many potential 
protestants may have failed to oppose 
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the removal of operating restrictions for 
this reason alone.” 

Mr. Lawrence also said that under a 
proposed fee schedule recently promul- 
gated by the Commission, applicants for 
permanent motor carrier operating rights 
would be required to pay a fee of $200 or 
more, depending on the number of states 
involved. 

“Here again,” he continued, “it seems 
to us manifestly unfair to exact such 
charges of independent motor carriers 
while at the same time imposing no fee 
upon the railroads or their motor sub- 
sidiaries for processing a ‘petition’ seek- 
ing the removal of operating restrictions, 
and requiring as much work by the Com- 
mission’s staff as is incurred in the han- 
dling of an application proceeding.” 

The A.T.A. official requested the Com- 
mission to require railroads or their 
motor affiliates to file applications for 
the removal of operating restrictions in 
the same manner as required of inde- 
pendent motor carriers which sought to 
extend their operating rights. 





Wisconsin Central Emerges 
From Reorganization, Zelle 


Is Elected President 


After 22 years in receivership or 
trusteeship, the Wisconsin Central 
Railway Co. on March 9 returned to 
private operation, its properties and 
assets transferred to the Wisconsin 
Central Railroad Co., a new Minne- 
sota corporation. 


The Wisconsin Central properties, 
consisting of approximately 906 miles of 
trackage, are operated as part of the Soo 
Line Railroad un- 
der an _ operating 
agreement, and will 
continue to be so 
operated. The main 
lines extend be- 
tween Minneapolis 
and Chicago and 
Duluth and Chi- 
cago by way of 
Stevens Point, Wis., 
and the Fox River 
Valley cities. There 
is a branch to the 
Ashland, Wis., ore 
docks, and an ex- 
tension to Bessemer, Mich. 


Reorganization was accomplished by 
a plan worked out by the Commission 
and approved by Judge Gunnard H. 
Nordbye, of the federal district court, 
Minneapolis. The plan was effected un- 
der supervision of three reorganiza- 
tion managers appointed by the court to 
represent interested bondholders and 
stockholders. The managers were Henry 
S. Mitchell, Minneapolis attorney; 
George W. Morgan, St. Paul attorney, 
and Abraham Watner, Baltimore busi- 
nessman. 


At a meeting March 1 of the new 
board of directors, designated by the 
reorganization managers and approved 
by the court, Edgar F. Zelle, court- 
appointed trustee of the railroad during 
the bankruptcy, was elected president. 
Mr. Zelle is chairman of the board of 
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the First National Bank of Minneapolis. 
Other new officers are: Vice-president, 
Leonard H. Murray, Minneapolis attor- 
ney; vice-president-accounts and secre- 
tary-treasurer, R. R. Galligan; general 
counsel, Henry S. Mitchell, and assistant 
chief accounting officer and assistant sec- 
retary-treasurer, H. E. Sidnam. Members 
of the board, besides Messrs. Zelle, 
Mitchell, Morgan, Murray, and Watner, 
include: I. Manuel Hendler, Baltimore, 
chairman of the southeastern division of 
The Borden Co.; Paul D. Miller, New York 
City; John N. Peyton, St. Paul, and 
Roger B. Shepard, St. Paul. 

Under the plan of reorganization the 
capitalization of the new company will 
consist of $14,706,900 of first mortgage 
4per cent bonds; $20,441,000 of contingent 
interest 4.5 per cent income bonds, $20,- 
800,000 of new common stock, and $5,- 
222,246 of equipment obligations, all to 
be issued in exchange for outstanding 
obligations of the old company. During 
the reorganization the trustee eliminated 
$7,629,000 of the old company’s bonded 
debt by buying in that amount of first 
general bonds at a discount with funds 
derived from earnings realized during 
the period. In addition to the distri- 
bution of new securities, creditors will 
be paid $2,843,414 in cash. 


Bar Association Acts to 
Advance Independence of 


Federal Hearing Examiners 


Meeting at Atlanta, Ga., the House 
of Delegates of the American Bar 
Association, March 9, adopted a reso- 
lution that the association advocate 
amendment of section 11 of the ad- 
ministrative procedure act “so as to 
eliminate the authority of the Civil 
Service Commission with respect to 
federal hearing officers and other- 
wise to achieve the principles and 
objectives stated in the premises...” 
The section has to do with the ap- 
pointment, tenure and pay of exami- 
ners, vesting authority over such 
matters in the C.S.C. 


The resolution expressed the belief of 
the association that “the fair and effi- 
cient hearing and impartial decision of 
cases of adjudication before federal ad- 
ministrative agencies can be achieved 
only if hearing officers are afforded maxi- 
mum assurance that they must and can 
exercise fully independent judgment in 
hearing and initially deciding cases.” 

It said further that the impartial con- 
duct of cases by federal hearing officers 
was not “adequately safeguarded against 
agency influences by the regulations and 
practices” which had been evolved under 
section 11 of the act. 


As attainment of the fair hearing and 
impartial decision objectives of the ad- 
ministrative procedure act required an 
unmistakably clear legislative mandate 
for the “independent appointment, ten- 
ure and compensation of federal hearing 
officers,” said the association, it resolved 
to seek amendment of section 11 of that 
act. It also advocated the independent 
appointment of federal hearing officers, 


“whether by an independent Office of 
Federal Administrative Procedure” if 
such an office was created, by presi- 
dential appointment, or by other appro- 
priate means. 

The association also advocated that 
any amendment contain an “appropriate 
grandfather clause” which, it was ex- 
plained, would protect those now having 
hearing examiner status in the event of 
amendment of the act. It said any 
amendment should provide also for in- 
dependence of hearirig officer personnel 
from “any agency control impairing the 
attainment of fair hearing and impartial 
decision objectives,” that it welcomed 
the contributions being made to the 
solution of the problems by the Presi- 
dent’s conference on administrative pro- 
cedure, and the Hoover Commission, 
and directed its section of administrative 
law to represent the association before 
Congress, the conference, and _ the 
Hoover Commission. 


Obstacles Hamper Growth of 
Trucking Industry, Says 
Former President of A.T.A. 


Inequitable taxation, a breakdown 
in interstate reciprocity and inade- 
quate highways were obstacles to the 
continued growth of the American 
trucking industry which were of 
concern to all, Walter F. Mullady, 
past president of American Trucking 
Associations, Inc., stated before the 
Columbia University Conference on 
Transportation in New York, March 
10. 


Asserting that trucks carried “three 
out of four tons of freight moved in 
the country,” Mr. Mullady said that 
“the public sometimes forgets the im- 
portance of truck service to our economic 
health.” 

“Everything we eat, wear or use 
travels all or part of its way from the 
producer to the consumer by truck”, he 
said. “It would be unfortunate and 
ironic if the importance of the trucking 
industry was made clear by the stran- 
gulation and curtailing of its vital serv- 
ices through unreasonable restrictions 
and unfair taxation.” 

He cited “inequitable and unreason- 
able” third structure taxes on trucks 
levied in addition to license and gas 
fees as an attack on the industry not 
apparent to the general public. 

“Some states in their greed for greater 
revenue or in their attempts to make 
up for the misdirected use of taxes 
already collected from highway users 
have bombarded the trucking operators 
with levies completely unrelated to high- 
way use or construction costs,” he said. 

“These taxes have a dual effect on our 
economy,” he continued. “They raise 
the costs of distribution and they ‘Bal- 
kanize’ our country to the point where 
the free flow of interstate trade is 
endangered. 

“The keystone of our interstate com- 
merce is the principle of reciprocity in 
which one state allows vehicles bearing 
license plates from another state to 
travel freely across and within its 
borders.” 


Mr. Mullady used the state of New 
York as an example, as he said, of the 
retaliatory action that occurred when 
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a state imposed a third structure tax 
and denied reciprocity. 

“Special fees were put on New York 
trucks by other states and a vicious 
circle started from which no good can 
come,” said he. 

Discussing the nation’s highway sys- 
tem, Mr. Mullady asserted that it “has 
failed to keep pace with the increase in 
numbers and use of motor vehicles” as 
impairing the ability of trucks to meet 
the demands for their service. 

“America’s highways were overcrowded 
in 1940 with only 32 million vehicles. 
And today we're trying to crowd 53 
million vehicles on a network of high- 
ways that has not kept pace with the 
industrial growth of the nation since 
the end of World War ITI”, pointed out 
Mr. Mullady. 

Hampering interstate trade today was 
“an unrealistic patchwork of state laws 
governing the dimensions of vehicles,” 
he declared. 

“On a Florida to New York City run 
through nine states, there are eight 
different gross weight maximums, four 
different maximums per axle and four 
different authorized lengths,” said he. 

“The trucking industry does not 
object to impartial regulation and 
reasonable limits on its vehicles”, said 
Mr. Mullady. “We do ask that taxes 
be reasonable and equitably levied with 
some scientific basis. We ask too that 
the states try to reach some agreement 
among themselves on a uniform set of 
dimensional requirements that are both 
realistic reasonable”. 


Diversion of Mail From 
Railroads Not ‘in Public 
Interest,’ Says A. R. Beatty 


Recent moves to divert some mail 
from the railroads to other forms of 
transportation were called “uneco- 
nomical and not in the public in- 
terest” by Albert R. Beatty, of Wash- 
ington, D.C., assistant vice-president 
of the Association of American Rail- 
roads, in an address at Prairie View, 
Tex., March 16. 


Speaking at a convocation at Prairie 
View Agricultural and Mechanical Col- 
lege, Mr. Beatty declared that taking 
all factors into account, no other form 
of transportation could equal the over- 
all economy of the railroads in trans- 
porting mail. 

“Neither can it equal the efficiency 
and dependability of rail service which 
reaches directly more than 40,000 post 
offices scattered throughout the coun- 
try,” he said. 

Mr. Beatty asserted that “any sub- 
stantial diversion of mail from the rail- 
roads to other forms of transportation 
cannot help but add to railroad deficits 
and thereby weaken that system of trans- 
portation upon which the general public 
must rely.” He said that railroads to- 
day carried more than 85 per cent of 
all intercity mail and approximately 
90 per cent of all non-local first-class 
mail that moved by surface carriers, 
and that the railroads were paid con- 
siderably less for handling mail thant 
any other carrier. 

For instance, Mr. Beatty continued, 
the railroads in 1952 received from te 
Post Office Department for carrying firs °- 
class mail a total of $40,600,000, of whi-h 
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amount $23,750,000 was payment for pro- 
viding railway post office cars in which 
mail could be sorted en route. This left 
less than $17,000,000 for payment of 
transportation alone, said he. 

On the other hand, Mr. Beatty said, 
the airlines received $34,600,000 in 1952 
for carrying air mail, excluding air par- 


cel post, or twice as much as was paid’ 


the railroads for transporting first-class 
mail. Yet, in handling this mail, the 
airlines provided only about one-tenth 
as much transportation service as the 
railroads aS measured by ton-miles, he 
added. 

Declaring that the amount paid for 
carrying mail on a per-piece basis was 
“even more striking,” Mr. Beatty said: 

“In 1952, the average payment to the 
railroads for transportation service and 
for providing facilities for sorting mail 
was approximately one-fourth of one 
cent for each piece of first-class mail. 
This amounted to only one-ninth of one 
cent for each piece of first-class mail 
if you were to consider the transporta- 
tion charge alone. On the other hand, 
the air carriers, which are not called 
upon to provide sorting space and facili- 
ties, received an average of two and two- 
thirds cents for each piece of first-class 
mail they carried—or more than 20 
times as much as the railroads received 
for the same service.” 





Proposal to Cancel Certain 
Furniture Ratings Attacked 
At C.S.M.F.B. Rate Hearing 


A proposal to cancel a number of 
ratings on steel office furniture in 
exceptions tariff 205-D of the Cen- 
tral States Motor Freight Bureau, 
permitting the classification basis to 
apply, was opposed by a representa- 
tive of the Steel Office Furniture 
Traffic Association at the regular 
monthly meeting of the bureau’s 
standing rate committee in the Con- 
gress hotel, in Chicago, March 10. 


The proposal, listed as No. 19292 in 
Docket Bulletin No. 54-2-20, would can- 
cel items 3890, 3910 and 3920 of tariff 
204-C, items 4320, 4340, and 4350 of tariff 
205-D, and item 1000 of tariff 216-D, per- 
mitting the classification basis to apply. 
Justification for the proposal was given 
as “rates are not compensatory due to 
light and bulky nature and susceptibility 
to damage.” 


Opposing that part of the proposal 
dealing wtih item 4320 of exceptions tariff 
204-D was Harry L. Schear, traffic man- 
ager of the Globe Wernicke Co., of Nor- 
wood, O., and chairman of the executive 
committee of the Steel Office Furniture 
Traffic Association, a group described 
as being composed of 14 furniture manu- 
facturers accounting for approximately 
75 per cent of the total production of 
steel office furniture in the United States. 


Mr. Schear said the proposal would 
increase the freight costs on certain 
items of steel furniture by nine to 12 
per cent. A 12 per cent increase, coupled 
with the 10 per cent general class rate 
Nerease effective April 7, 1954, would 
increase freight costs approximately 25 
ser cent on certain types of steel office 
‘urniture, he said. 


“Our merchandise,” he said, “cannot 
stand those increases. We all know that 


manufacturing costs as well as freight 
charges are ultimately paid by the con- 
suming public and in these present times 
where we have a buyer’s market, any 
increases in charges on our products 
certainly would not tend to increase our 
sales volume, but definitely would deter 
it, affecting both of our industries. 

“It is, therefore obvious in order to 
sustain the present prevailing cost, that 
any increases in freight charges would 
have to be borne by our industry, and 
would have to be made up by looking 
for other methods of transportation. 
. . - We do have the services of the un- 
packed van carrier who uses furniture 
blankets, thereby saving us our packag- 
ing costs. A few of Our members are 
now using this method of transportation 
and find it suitable with large savings 
as to their companies.” 


Materials Restriction Change 


D. E. Burnham, of the general traffic 
department of Ford Motor Co., of Dear 
born, Mich., and Carman E. Brown, gen- 
eral traffic manager of the Automobile 
Manufacturers Association, of Detroit, 
Mich., appeared in support of a shipper 
proposal, listed as No. 19247, which would 
“amend item 1580 of tariff 562 and all 
other items in CS.M.F.B. tariffs con- 
taining a ‘Note’ restricting the allowance 
for materials other tnan iron or steel to 
5 per cent of the total weight, by in- 
creasing such restriction to read 10 per 
cent of the total weight.” 

“Since this docket was filed,’ Mr. 
Burnham said, “we have received advice 
that certain carriers have appealed the 
recommendation of the classification 
board to amend classification items to 
reflect this same change, and that such 
appeal will be heard during the week 
of May 17. We can see no logical reason 
why the carriers should object to this 10 
per cent restriction. 


“The rail classification board has ap- 
proved the change and the various bu- 
reaus have approved, amending all com- 
modity lists on automobile parts to re- 
flect the 10 per cent restriction, and we 
believe that for no other reason than 
that of competition, that this bureau 
should adopt the proposal...” 


Mr. Brown said the proposal was 
“based upon the increased allowance as 
provided for in supplement No. 3 to Uni- 
form Freight Classification No. 2, effec- 
tive January 15, and the January 21, 
1954, disposition notice of the National 
Classification Board which also provides 
for a 10 per cent allowance for materials 
other than iron or steel under the engine 
and driving gear or steering gear parts.” 


Present day manufacturing methods, 
and advanced engineering and labora- 
tory research, he said, “have brought 
forth an ever increasing amount of var- 
ious materials to supplement the use 
of iron or steel.” The present restriction 
on “other materials,” he said, did not 
ae meet the needs of his indus- 
ry. 





Johnson Heads Air Cargo, Inc. 


Earl Dallam Johnson, president of the 
Air Transport Association, has been 
elected president of Air Cargo Inc., 
which is responsible for all cooperative 
scheduled air transport industry activi- 
ties concerning air freight transporta- 
tion. The election of Mr. Johnson was 
in line with the industry’s policy to main- 
tain close liaison between the various 
service organizations of the scheduled 
air transport industry, said the A.T.A. 
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Other officers of Air Cargo include 
Emery F. Johnson, vice-president and 
general manager, Russell S. Bernhard, 
secretary and counsel, and Merrill L. 
Clements, treasurer. 


Progress in Industrial 
Safety Praised by 


Faricy of A.A.R. 


The billions of dollars invested by 
the railroads for new and improved 
plant and equipment had not only 
provided the nation with better and 
more economical railroad service but 
had also contributed to safer rail- 
road operation, William T. Faricy, 
president of the Association of Amer- 
ican Railroads, said in addressing the 
Greater Cleveland Safety Council and 
the Cleveland Railroad Operating 
Committee at a joint industrial 
safety dinner in Cleveland, March 16. 


As an example of progress in industrial 
safety, Mr. Faricy pointed to the im- 
proved safety record among railroad em- 
ployes, and said that the latest available 
report showed a casualty rate of less 
than 7 per million man-hours worked, 
including all.types of injuries. By con- 
trast, the rate of 40 years ago—when 
safety work was organized on an indus- 
try-wide scale—was 31 per million man- 
hours, or more than four times as high, 
he added. 

Commenting on the “inherent risks” 
in railroading, Mr. Faricy said that the 
railroads “run every day about 25,000 
trains for a total distance of nearly 2% 
million miles.” These trains, he stated, 
carried more than a million passengers 
on journeys totaling nearly 90 million 
miles a day, and move every day more 
than 10 tons of freight one mile for each 
person in America. 


“In doing their job, chances for ac- 
cident are almost infinite but their rec- 
ord of accidents, in relation to the 
chances, is infinitesimal,’ he declared. 


He credited the improved industrial 
safety record to “four E’s of safety”— 
engineering, education, evangelism and 
economics. 


The safety program, Mr. Faricy con- 
tinued, “has been carried on through 
research and engineering to create safe 
conditions of work. It has been carried 
on through education to define and 
establish right practices. It has been 
carried on through. safety evangelism 
to stimulate the right approach and 
spirit. And it has been carried on with 
regard to the economics of safety, 
through the investment without which 
safe plant and equipment could not be 
brought into existence.” 


In the past 30 years, said he, the rail- 
roads had spent for improvements to 
plant and equipment more than 20 bil- 
lion dollars, almost half of which had 
been spent in the eight years since the 
end of World War II. 

Mr. Faricy described achievements of 
industrial safety programs in saving life 
and limb and in preventing suffering as 
“beyond measure,” and asked: “Who 
can measure the value of lives saved, 
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the happiness of injuries avoided, the 
relief of misery escaped?” 

“These immeasurable achievements 
have sprung from the cooperation of 
men, of management, and of investors,” 
he said. 

Lauding the efforts of these groups, 
Mr. Faricy said “this cooperation of 40 
years continues today—and tomorrow 
its achievements will be even greater.” 


1.C.C. Investigation Into 
Role of ‘McGinnis Group’ 
In Rail Operations Asked 


Representative Goodwin, of Massa- 
chusetts, announced in a speech in 
the House on March 16 that he had 
asked the Interstate Commerce Com- 
mission to investigate “the circum- 
stances under which Patrick B. Mc- 
Ginnis, of New York; C. Newton Kidd, 
of Baltimore, and others ran both 
the Central of Georgia Railway Co. 
and the Norfolk Southern Railway 
Co. during a large part of 1952 and 
1953 in violation of the interstate 
commerce act.” 


“I have called the attention of I.C.C.,” 
he said, “to the fact that, for more 
than a year, a demand for an investiga- 
tion of this dual connection of McGinnis 
and his associates with the Central of 
Georgia Railway Co. has lain unheeded 
in the files. 

“The McGinnis group is the same 
group which is now attempting, by 
means of proxies, to get control of the 
New York, New Haven & Hartford Rail- 
road Co. Its contact with the manage- 
ment of Norfolk Southern Railway Co. 
is remembered chiefly for the scorching 
censure heaped upon the McGinnis 
crowd by the I.C.C. examiner who in- 
vestigated their conduct. 


Inquiry Demand by Kingsley 


“The Central of Georgia is involved in 
a demand for an investigation of Mc- 
Ginnis and Kidd by J. T. Kingsley, a 
director of Norfolk Southern Railway, 
who was fired as president of Norfolk 
Southern for daring to suggest operating 
economies that would have saved $200,- 
000 a year. Mr. McGinnis was a director 
on the boards of both railroads for eight 
months. About a year ago, he under- 
took to have I.C.C. approve his status 
as chairman of the board of Cehtral of 
Georgia. He quit this move in very much 
of a hurry after Kingsley wrote to I.C.C. 
and asked to be heard on the subject 
of McGinnis’ and Kidd’s operations. 
McGinnis was in so much of a rush to 
avoid publicity on this that he got Cen- 
tral of Georgia’s directors to accept his 
resignation, both as chairman and as a 
director, and reported this to the I.C.C., 
all on the same day, asking the Com- 
mission to call off further proceedings 
forthwith. 

“For some reason which is not clear 
to me, I.C.C. seems to have allowed the 
Kingsley complaint to lapse, without 
any notation in the file of further ac- 
tion or intended action. Certainly, the 
charges made by Kingsley against Mc- 
Ginnis and Kidd are of such a nature as 


to justify a public investigation, particu- 
larly when they bear upon the further 
operations of a group whose railroading 
has not been noted for good manage- 
ment and whose next stop on the ‘board 
room joyride’ appears to be the New 
Haven system. 


Question of Defect in Law 


“Is it because the present law is defec- 
tive, which does not allow I.C.C., our old- 
est regulatory board, the same discretion 
possessed by the Civil Aeronautics Board 
and others, namely, the power to forbid 
further participation in the management 
of rail carriers by those found in prior 
proceedings to be unfit? And, if so, does 
Congress not need to amend the com- 
merce act so as to stop in their tracks 
financial manipulators who have no in- 
terest in the public nor in good public 
transportation? 

“As a member of the Massachusetts 
Legislature, I lived through 16 years of 
weird experiences involving New Eng- 
land railroads, during which the New 
Haven was first overated for the benefit 
of the Pennroad Corp., an outside hold- 
ing company; later for insurance com- 
pany and savings bank bondholders, 
under the national bankruptcy act. 

“If Massachusetts and New England 
are ever to rebuild and to explore the 
economic future, they cannot be chained 
to unhallowed reminders of a haunted 
past, such as the approach of still an- 
other band of foreign adventurers, look- 
ing for a fast dollar and perhaps a 
faster exit. 

“If there is danger that the present 
able management of the New Haven 
Railroad may be replaced, I, for one, 
would like to be completely informed on 
what kind of a railroad future we can 
expect from their successors.” 


Seminar on Job of Traffic 


Manager Held by A.M.A. 


Fifteen industrial traffic management 
officials concluded a three-day seminar 
on the organization of the traffic man- 
ager’s job, March 10, in the Palmer 
House, Chicago. The seminar was the 
third on the subject held in the past 
nine months by the American Manage- 
ment Association, previous seminars 
having been held in May, 1953, in the 
Palmer House, and in January, 1954, in 
A.M.A. headquarters in New York City. 
A fourth seminar is tentatively sched- 
uled to be held in the fall in New York 
City. 

Attendance at the “off-the-record” 
seminars is restricted to 15 persons, plus 
one or two discussion leaders. Sessions 
are not limited to a discussion of rates, 
but cover the over-all problems of traffic 
management, including: “The duties and 
responsibilities of the traffic manager; 
his place in the organization; his rela- 
tionship with other departments; his 
staff. Functional problems. Ownership 
vs. hiring of trucks, automobiles; use of 
air freight; loading and unloading fac- 
tors. Tie-in with materials handling. 
I.C.C. regulations and others. Insurance 
on merchandise being moved.” 

Discussion leaders at the recent Chi- 
cago seminar were Donald A. Chute, 
manager, transportation and distribution, 
Armour & Co., auxiliaries group, Chi- 
cago, and A. W. Lindemann, traffic man- 
ager, Allen B. Wrisley Co., Chicago. The 
following persons attended: Frederick 
W. Baum, traffic manager, Smith, Kline 
& French Laboratories, Philadelphia; 
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R. D. Curfman, fuel agent, Cleveland 
Electric Illuminating Co., Cleveland; Mil- 
ton Goldstein, traffic manager, Serutan 
Co., Newark; Jack Hartmann, sales serv- 
ices manager, Mead Johnson & Co., 
Evansville, Ind.; R. E. Hawkes, traffic 
supervisor, purchasing division, Consoli- 
dated Mining & Smelting Co. of Canada, 
Ltd., Trail, B. C.; Albert H. Lathrop, 
general traffic manager, American Enka 
Corporation, Enka, N.C.; D. W. McFar- 
land, traffic department, Caterpillar 
Tractor Co., Peoria; John D. Mitchell, 
traffic manager, Corning Glass Works, 
Corning, N.Y.; Stanley Murray, ware- 
house manager, Perfect Circle Corpora- 
tion, Hagerstown, Ind.; C. Richard 
Platte, administrative assistant, Ana- 
conda Wire & Cable Co., Hastings-on- 
Hudson, New York; C. C. Reefer, assist- 
ant traffic manager, Dravo Corporation, 
Pittsburgh; R. W. Remmert, traffic man- 
ager, Frontier Chemical Co., Wichita; 
Wayne A. Shirling, traffic .manager, 
United States Machine Division, Stew- 
art-Warner Corporation, Lebanon, Ind.; 
Max B. Thomas, traffic manager, Ball 
Brothers Co., Inc., Muncie, Ind., and D 
C. Ward, assistant traffic manager, 
Hoerner Corporation, Keokuk, Ia. 


White Reports ‘Millions’ 
Saved in His 20 Months 


As President of Central 


William White, reporting on his 
less than 20 months as president of 
the New York Central, said savings 
of millions of dollars in annual op- 
erating costs had resulted from 
streamlining the railroad’s organiza- 
tions and applying modern tech- 
niques. 


Speaking before the New York Society 
of Security Analysts, Mr. White said, “all 
of these things have only one purpose— 
to make New York Central a better, more 
profitable railroad.” 


Introduction of mass production meth- 
ods to track maintenance, he reported, 
reduced maintenance of way expenses by 
$3,700,000, despite higher wages and an 
increased program of work. 

Mr. White said that although a de- 
crease of $7% million in passenger serv- 
ice revenue last year prevented a reduc- 
tion in passenger deficit figures under 
the Commission formula, “during the 
last six months of 1953 the deficit was at 
a rate about $750,000 a month under the 
corresponding 1952 period.” 

“We saved a million dollars last year 
in our dining car operations without any 
adverse effect on our service,” said he. 


By eliminating “whole levels of man- 
agement” in a streamlining job described 
as of a magnitude never before done on 
a railroad with the help of management 
engineers, Mr. White said better team 
work was provided and “a collateral 
benefit has been the saving of $600,000 
per year in top management payroll.” 

The policies and programs instituted, 
he said, “have reversed the tide” on the 
Central. In a brief reference to the 
present contest for control of the rai’- 
road, and without naming any individua!, 
he said: 

“It is exactly the fact that the tice 
is running in, that makes certain peop‘e 
ambitious to get aboard and ride on the 
crest. But on the New York Centr«l 
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there is only one driver’s seat and no 
room for another.” 

After deficits in January and February 
this year, Mr. White said, “in March we 
expect to have a black figure, and we 
expect to have a black figure for the year 
1954 if our freight volume doesn’t drop 
off any more than it has and if all our 
employe organizations accept the pat- 
tern settlement already accepted by 
trainmen, firemen and conductors.” 


“In 1953 our freight revenues increased 
4.2 per cent over 1952,” he said. “That 
compares with an increase of 1.8 per cent 
for the railroads as a whole and an in- 
crease of 2.2 per cent for the railroads in 
the eastern district where we operate. 
Thus we moved somewhat ahead of the 
industry and the district in capturing 
additional freight traffic dollars. 


“We have increased our gross tons 
per train about 8 per cent and our gross 
ton miles per train hour 14 per cent.” 

Mr. White reported dieselization of 
New York Central is about 80 per cent 
complete, and said the railroad is in the 
process of “securing more utilization out 
of the Diesels we have.” 


Noting that “while 22% per cent of 
our revenue comes from passenger serv- 
ices, 35 per cent of our total operating 
expense is chargeable to passenger serv- 
ices,” Mr. White said, “this disparity 
between passenger revenues and passen- 
ger expenses creates a basic problem.” 


“We are never going out of the passen- 
ger business,” he continued. “There will 
always be people who will travel by rail. 
But any failure to recognize the impact 
of competition is unrealistic. We have to 
reduce our service. We have to find a 
cheaper passenger-carrying car that will 
meet the full requirements of safety and 
public acceptance. And we have to main- 
tain a high quality of service on those 
trains which we do operate.” 


“Our aim must always be to provide 
for the public the best possible service; 
to produce that service efficiently and 
economically; to sell it in abundance; to 
provide good pay and working conditions 
for our employes; to pay our debts, and 
to pay our shareowners an adequate divi- 
dend,” said he. 





R.F.C. Declines to Accept 
Bids on Its B. & O. Bonds 


Administrator Cravens, of the Re- 
construction Finance Corporation, re- 
ported on March 15 that the R.F.C. had 
declined all bids received by it for the 
purchase of all or a part of the $65,000,000 
principal amount of collateral 4 per cent 
trust bonds, series A, due January 1, 
1965, of the Baltimore & Ohio Railroad 
Co., held by the R.F.C. 

One bidder, Bear, Stearns & Co., of 
New York City, individually and as rep- 
resentative of 18 investment companies, 
Administrator Cravens said, offered 
$55,575,000, plus accrued interest, for the 
565 million of B. & O. bonds. He said 
that was “at the rate of $85.50 per $100 
wrincipal amount of said bonds.” An- 
)ther bidder, Randolph G. Phillips, of 
New York City, the R.F.C. administrator 
said, offered to pay $10,000 for B. & O. 
jonds in that principal amount, plus 
accrued interest, but made his offer sub- 
.ect to a number of terms and condi- 
ions, including one that the RF.C. 
‘procure the resignation from the board 
9 directors and management of the 


Baltimore & Ohio Railroad Co. of each 
and every nominee of the Reconstruction 
Finance Corporation.” 





Executive Group of A.T.A. 
Adopts Policy Statement 
On State Road-Use Taxes 


A statement of nine principles that 
a special reciprocity committee of 
the trucking industry recommended 
for use by the states as motor vehicle 
tax guideposts was adopted by the 
executive committee of the American 
Trucking Associations, Inc., March 
12, at a meeting in the Palmer House, 
Chicago. 


The executive committee’s action on 
the statement of principles, submitted 
by a committee headed by D. L. Suther- 
land, of the Middle Atlantic Transporta- 
tion Co., New Britain, Conn., was taken 
at the conclusion of four days of meet- 
ings in which many aspects of state 
reciprocity and taxation programs were 
examined. 

Opposition to establishment by the 
Interstate Commerce Commission of a 
proposed schedule of fees for certain 
of its services, including the handling 
of motor carrier applications (T.W., Feb. 
27, p. 19) was expressed by the A.T.A. 
executive committee. The committee 
contended that “benefits” made possible 
by the motor carrier services for the 


establishment of which the Commission : 


would require payment of fees by ap- 
plicants would “extend beyond appli- 
cants to other interested parties, in- 
cluding the general public.” 


Cooperation With ‘Advisory’ Group 

The executive committee decided to 
cooperate with the Independent Advisory 
Committee to the Trucking Industry, 
of Washington, D.C., a labor-manage- 
ment group headed by Dave Beck, gen- 
eral president of the International 
Brotherhood of Teamsters (T.W., Nov. 
21, 1953, p. 25). 

Points in the statement of principles 
adopted by the A.T.A. committee com- 
prised the following: 

(1) Highway use taxes should be lim- 
ited to registration fees and fuel taxes, 
and such taxes should be equitably dis- 
tributed among the states; (2) any ve- 
hicle on which a license fee is paid to a 
state entitled to the revenue should have 
the right to operate in any other state 
without payment of any additional high- 
way use fees or taxes of any kind except 
fuel taxes; (3) each state should receive 
its equitable proportion of fuel taxes paid 
by truck operators, the equitable portion 
to be allocated should be computed on 
the basis of miles operated in the state 
as compared to total miles operated, and 
that fraction should be applied to total 
fuel used in propelling vehicles on the 
highway; (4) the level of taxes to be 
paid by highway users should be left to 
self-determination by each state, except 
where such level of taxation becomes an 
undue burden on the free flow of inter- 
state or foreign commerce, in which case 
the trucking industry reserves the right 
to request review, investigation and pos- 
sible action by Congress; (5) the tax pro- 
gram should encourage the free flow of 
interstate and foreign commerce, guar- 
anteeing maximum compliance, with 


minimum administrative cost; (6) motor 
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carrier operations conducted wholly or 
partially in interstate and foreign com- 
merce should be considered unduly bur- 
dened if required to pay proportionately 
higher taxes and fees for highway use 
than are assessed by the state against 
similar or like intrastate operations; (7) 
uniformity in the method of application 
of highway use taxes is highly desirable 
and should be an industry objective, 
but appropriate state action to insure al- 
ternate applications to meet the needs 
of a variety of operations should be per- 
mitted; (8) application by the states of 
fees and taxes under formulae producing 
a result of taxing more than 100 per 
cent of a carrier’s property, income or 
operations is considered to be an undue 
burden on interstate and foreign com- 
merce in the aggregate, and must be 
avoided; (9) the amount of tax or fee 
paid as a prerequisite to the licensing of 
any vehicle should apply, in the cases of 
combinations of vehicles, on the power 
unit in all except a minimum amount to 
cover the cost of identification of the 
trailer or trailers. 





O’Donnell Named Secretary 
Of A.A.R. Claim Division 


R. E. O’Donnell, of Chicago, has been 
promoted to secretary of the freight 
claim division of the Association of 
American Railroads, effective April 1, 
Richard G. May, vice president in charge 
of the Operations and Maintenance De- 
partment of the A.A.R., has announced. 

Mr. O’Donnell, now assistant secretary 
of the division, will succeed C. C. Beau- 
prie, who will retire after 42 years of 
railroad service. Mr. O’Donnell has been 
with the division since 1922. 

Mr. Beauprie joined the association in 
1920, holding in turn the positions of 
statistician, assistant secretary and sec- 
retary of the freght claim division. For 
eight years prior to his affiliation with 
the division, he served with the Chicago, 
Rock Island & Pacific Railroad. He 
was born in Chicago in 1885. 

Named assistant secretary of the di- 
vision is J. C. Hindman, who, at 33, has 
13 years of railroad service and is now 
an examiner in the Freight Claim Re- 
view bureau of the A.A.R. 





Senator Smathers to Speak 


At Warehousemen’‘s Meeting 


Senator Smathers, of Florida, a mem- 
ber of the Senate committee on inter- 
state and foreign commerce, will speak 
at the opening general session of the 
American Warehousemen’s Association 
sixty-third annual meeting at the Boca 
Raton hotel and club, Boca Raton, Fla., 
April 25-29, according to W. F. Long, 
president of the S. N. Long Warehouse, 
St. Louis, Mo., and general president 
of the warehousemen’s association. 

Mr. Long said that the two divisions 
of the association—the National Asso- 
ciation of Refrigerated Warehouses and 
the Merchandise Division would meet 
jointly. 

John Mercer, president of Mercer- 
Fussell Co., Miami, Fla., convention 
chairman, said that nearly 600 reserva- 
tions had been received already. He said 
that topics to be discussed included 
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“New Business for Refrigerated Ware- 
houses,” “Warehouse Losses—Damage, 
Pilferage, Claims, Etc.,” and “The Latest 
in Materials Handling.” 





State Commissioners’ Meeting 


The annual spring conference of the 
Southeastern Association of Railroad 
and Utilities Commissioners will be held 
at the Roosevelt hotel in New Orleans, 
La., April 8-11. 





The association embraces the regu- 
latory commissions of the states of 
Alabama, Florida, Georgia, Kentucky, 
Louisiana, Mississippi, North Carolina, 
South Carolina, Tennessee and Virginia. 

Among the subjects to be discussed at 
the meeting, the association said, were: 
I.C.C. docket No. 30958, Reduced Rates 
on Pulpwood in Southern Territory, Sec- 
tion 13 proceedings against member 
commissions by the I.C.C., and a report 
on the 10-state reciprocity committee. 


SHIPPERS ADVISORY 
BOARD NEWS 


Ohio Valley Advisory Board Predicts 
Carloading Decline of 8.2 Per Cent 


In Forecast Presented at Meeting in Columbus, O., Board Estimates 
Total Carloadings of 828,552 for Second Quarter, With 10 Per Cent 


Decrease in Coal and Coke. 


A decline of 8.2 per cent in railroad 
carloadings in its territory in the 
second quarter of 1954 was forecast 
by the Ohio Valley Transportation 
Advisory Board March 10 in the 
course of its regular quarterly meet- 
ing in the Deshler-Hilton hotel in 
Columbus, O. Of the major com- 
modities included in the board’s fore- 
cast, increases were predicted for 
eight, and decreases for eight. 


The greatest expected decrease, 10 per 
cent, was forecast in the loadings of 
coal and coke, the board’s major com- 
modity, which are expected to decline 
from 740,531 carloads in the second quar- 
ter of 1953 to 666,478 carloads in the 
coming quarter. Other commodities for 
which substantial decreases were fore- 
cast are: Iron and steel, 2.9 per cent; 
vehicle parts, 2.7 per cent; automobiles 
and trucks, 1.9 per cent; machinery and 
boilers, 1.3 per cent; and agricultural 
implements, 1.1 per cent. 

Among the commodities for which in- 
creased loadings were forecast are: 
Flour, meal and other mill products, 1.7 
per cent; gravel, sand and stone, 1.6 per 
cent; petroleum and petroleum products, 
1.2 per cent; and brick and clay prod- 
ucts, 1.1 per cent. 

The board estimated that total car- 
loadings in its territory in the second 
quarter would amount to 828,552, com- 
pared with 902,687 in the same quarter 
of last year. 

Commenting on the expected decline 
in the loadings of coal and coke, E. C. 
Perkins, chairman of the coal and coke 
committee, and manager of sales for 
Perkins-Harlan Coal Co., of Newport, 
Ky., said that it was the committee’s 
opinion that the decline in coal loadings 
had “scraped bottom,” and that the next 
move would be upward. National pro- 
duction of coal so far this year had been 
approximately 13 per cent below that 
in the same period of last year, he said. 


Featured speaker at the board’s lunch- 
eon session was Donald Morewood, as- 


U.S. Steel Traffic Official Speaks. 


sistant vice-president-traffic of United 
States Steel Corporation, of Pittsburgh, 
Pa. Mr. Morewood, who spoke on “Trans- 
portation Freedom Must Be Earned,” 
was introduced by Mendel Keith, traffic 
manager of Columbus Coated Fabrics 
Co., of Columbus. The luncheon session 
Was co-sponsored by the Columbus 
Chamber of Commerce and the Colum- 
bus Transportation Club. 

A. H. Gass, chairman of the car serv- 
ice division of the Association of Ameri- 
can Railroads of Washington, D.C., re- 
ported on national transportation con- 
ditions and, J. P. Dockter, A.A.R. dis- 
trict manager at Cincinnati, O., reported 
on local conditions. 


Presiding at the meeting was Robert 
J. Tyler, alternate general chairman of 
the board, and traffic manager, Tube- 
Turns, Inc. and Girdler Corporation, of 
Louisville, Ky., who substituted for Gen- 
eral Chairman H. E. Solsman, traffic 
manager of the Andrew Jergens Co., of 
Cincinnati, O., who is recovering from 
an illness. 


In a paper read at the meeting in his 
absence, Mr. Solsman reported that the 
board had appointed a special attend- 
ance “booster” committee, composed of 
all past general chairmen of the board, 
whose duty would be to “interest all in- 
dustry within the board’s area, in our 
efforts to the extent of arranging for 
active personnel participation in our 
meetings by each of our industries.” 


The committee had prepared for cir- 
culation copies of an editorial entitled 
“Belated New Year’s Resolutions,” which 
had appeared in TraFFIC WorLD (T.W., 
Jan. 16, p. 5), he said, “to direct the 
attention of executive officers of all our 
members to the four resolutions for 
shippers and the four resolutions for 
carriers with a plea that they, the execu- 
tive officers, appoint some one in their 
organization to attend the quarterly 
meetings of our board.” 

“The past history of our board,” Mr. 
Solsman said, “as well as all other 
boards, can claim some credit for the 
development of some of our most promi- 


TRAFFIC WORLD 


nent transportation and traffic men of 
today. The workings of these boards to- 
day offer the experience and knowledge 
necessary to all students of traffic and 
transportation to expand. They offer 
to the young man or woman engaged in 
carving a future in traffic and transporta- 
tion supplemental knowledge and con- 
tact that will assist them materially in 
the future regardless of their past cur- 
riculum or affiliation. The sincere par- 
ticipation in the proceedings of the ship- 
per’s advisory board offers an oppor- 
tunity to greater responsibilities and 
more economies to both shippers and 
Carrer. ...” 

Mr. Solsman also urged the carriers 
to observe “caution” as to lay-offs in 
the maintenance and car repair shop di- 
visions. Although he recognized thai 
some retrenchment of labor was neces- 
sary with a traffic decline, he said that 
with “some 94,000 cars awaiting repairs 
and a surplus in car requirements, it 
appears to be an opportune time to up- 
grade a great number of cars that need 
but little repair to place them in first- 
class condition. ...” 

Reporting for the car efficiency com- 
mittee, of which he is chairman, J. E. 
Vetter, traffic manager of the Superior 
Cement Division of New York Coal Sales 
Co., of Portsmouth, O., said that as of 
January 1, 1954, 45 per cent of the box 
car ownership was located on the rails 
of the home roads. He said that there 
was still much to be done in the proper 
selection of cars by industries for their 
loading, and suggested that if carriers 
were furnished with the destination and 
the route that the shipment was to be 
moved over, they could make a better 
selection before placing cars for loading. 

“The use of proper classification cars 
for commodity to be transported,” Mr. 
Vetter said, “will go a long way towards 
maintaining a better grade of cars. 
Shippers are urged to cooperate with 
the carriers by indicating the commodity 
to be transported when placing car 
orders and should refrain from reloading 
high-class cars with commodities that 
= be handled in a lower classifica- 

ion.” 

W. L. Fogleson, traffic manager of 
P. R. Mallory & Co., Indianapolis, Ind., 
in reporting as chairman of the loss 
and damage prevention committee, said 
that there were an increasing number 
of railroads “that were doing a good 
deal on their own to reduce the ever- 
increasing loss and damage figure.” For 
one thing, Mr. Fogleson said, the Rail- 
way Express Agency was conducting 
essay and poster contests in an effort to 
educate its employes in careful handling. 
He reported that five “Perfect Shipping” 
meetings were to be held in the board’s 
territory in the month of April. 

Forrest Bennett, general freight claim 
agent of the Monon Railroad, and a 
member of the committee, reported that 
in the first 11 months of last year 
freight claims totaled $101,041,217, an 
increase of 3.4 per cent over the same 
period of 1952. New claims totaled 
3,219,272 in this period, a decrease of 
1.4 per cent, compared with the 1952 
1l-month period, and the suspense ac- 
count at the end of November of last 
year amounted to $12,732,102, a decline 
of 4.5 per cent, compared with the end 
of November in 1952, he said. 

“The outlook,” Mr. Bennett said, “is 
that the carriers will experience a claim 
bill for the year 1953 of $111,000,000, com- 
pared with $108,000,000 for the year 
1952.” 

Allen S. Hart, 


traffic manager of 
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Warner Press, Anderson, Ind., in report- 
ng as chairman of the less-carload 
committee, said that there were an 
ncreasing number of railroad stations 
being equipped with mechanized han- 
dling equipment for the handling of less- 
carload freight. He also reported prog- 
ress in the scheduling of merchandise 
cars in order to avoid congestion at 
destination as the result of the five-day 
work week. This was being accom- 
plished, Mr. Hart said, “by making di- 
rect destination cars beginning on 
Thursday for points that do not operate 
on Saturday and Sunday, thereby keep- 
ing transfer tonnage out of points on 
Monday when an accumulation exists.” 

Discussing merchandise car perform- 
ance, he said that a total of 4,418 cars 
of less-carload freight checked in board 
territory between January 18 and 29 
showed that an average of 50 per cent 
of the cars were on time. 

The committee had decided to make 
every effort to arrive at a proposal 
whereby less-carload freight would be 
attracted to the railroads in large vol- 
ume, he said. 

C. H. Schmidt, traffic manager of 
Stokeley Van Camp, Inc., of Indian- 
apolis, and chairman of the executive 
committee, reported that much progress 
was being made in the formation of an 
electrical appliance committee. 


Mr. Morewood, in his address at the 
luncheon session, said that although the 
election of a new administration had 
given rise to the hope that private 
enterprise would have a freer hand in 
administering its affairs in the future, 
the failure at any time to provide ade- 
quate, efficient transportation at low 
cost would “certainly provoke public 
criticism and revive the interest of law 
makers in government ownership or 
control.” 


Private enterprise, he said, must and 
should so conduct itself and manage its 
affairs and its relationships with other 
business so that “there will be no justi- 
fication to seize upon the failure to 
perform properly our business responsi- 
bilities as an excuse for substituting 
political judgments and controls for 
managerial responsibilities and deci- 
sions.” He added: 


“The part that transportation plays 
in the competitive struggle is always so 
obvious that any failure to improve its 
service or to better its cost is quickly 
and universally noticed. Our world has 
become a transportation-dependent 
world. It is essential that we who are 
the buyers and sellers of transportation 
must constantly be on the alert to recog- 
nize the opportunities for doing a better 
job. This may mean merely the im- 
provement in detail of devices and prac- 
tices that we now employ, or it may 
mean radical departures from any pres- 
ent practices to find newer, better, and 
more efficient ways of doing things. The 
contribution may not be more novel than 
a new and lower cost method of pack- 
aging, or a new draft gear, or it may 
be as revolutionary as a new car or power 
plant design. Competition will force the 
discovery and development of better ways 
to do the transportation job—new equip- 
ment, new methods and techniques, new 
concepts of what is best to be done.” 


Among board committee chairmen who 
reported at the meeting were: A. M. 
Earris, superintendent of transportation, 
Cincinnati division, Pennsylvania Rail- 
road, who reported for the railroad con- 
tact committee, and J. P. Haynes, man- 
ager, transportation division, Louisville 


(Ky.) Chamber of Commerce, who re- 
ported for the legislative committee. 
The next meeting of the board would 
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be held in the Lincoln hotel in Indian- 
apolis on June 16, G. H. Koesterman, 
board field secretary reported. 





Accomplishments of Southeast Advisory 
Board Are Reviewed by General Chairman 


J. Fleetwood Moore Says Board Gained 227 New Members in Last Two 


Years. 


Avers Board's Records in Predicting Carloadings and Car 


Detention Are Better Than Averages for All Shippers Advisory Boards. 


In opening the thirty-first annual 
meeting of the Southeast Shippers 
Advisory Board in Augusta, Ga., 
March 17, J. Fleetwood Moore, assist- 
ant traffic manager, Savannah (Ga.) 
Traffic Bureau, reported an increase 
of 227 members and an average ac- 
curacy of 97.3 per cent in estimating 
carloadings quarterly by the board 


- as compared with the 94.6 per cent 


average for all regional shippers ad- 
visory boards in the two-year period 
since he became general chairman. 


Reviewing the accomplishments in the 
board territorv in the last two years Mr. 
Moore said that while there had been 
some temporary shortages of railroad 
freight cars, notably box cars and 
gondolas, the shortages had been 
remedied quickly and that generally, 
“through the unity of our efforts, the 
car supply in the southeast has been 
adequate.” 

“However, there were some _ serious 
complaints concerning the condition of 
empty cars furnished for loading,” he 
said. “Our railroads of the southeast, 
already engaged in vigorous upgrading 
programs, increasing the uniformity 
and efficiency of inspection forces, aug- 
menting cleaning and conditioning fa- 
cilities and activities, have relieved that 
situation tremendously.” 


Railroad Car Ownership 


Mr. Moore said that the adequacy of 
railroad car ownership had been the 
constant study of the board in the last 
two years. He said the board recom- 
mended that the railroads increase car 
ownership and that it had appointed a 
special committee to confer with the 
roads on both the adequacy of owner- 
ship and the condition of empty cars 
furnished shippers. 

“However, I am glad to say that, 
because of the railroad’s own efforts 
the special committee has not found it 
necessary to proceed with that assign- 
ment,” he said. “In fact, the south- 
eastern railroads and their affiliated 
refrigerated lines, we believe, have done 
very well in both directions for last 
year they installed 16,086 new cars, 
while retiring 8.667 for a net gain of 
approximately 8.000 and accorded heavy 
repairs to nearly 60,000 system cars, or 
approximately 5.000 per month, entering 
the new year with only 2.9 ver cent of 
their total ownership awaiting repairs 
compared with 49 per cent for the 
nation as a whole.” 

Mr. Moore said that observance of car 
service rules tended to get railroad cars 
back to their home bases and that the 
shippers of the southeast in the last 
two years, had responded admirably to 
the appeals of the board to cooperate 
fully in the campaign to load every 


car possible to or towards its own rails. 

He said that delays in unloadings, 
loadings, and billings by industries con- 
tributed to car shortages, but that the 
car efficiency committee of the south- 
eastern board had held these to a 
minimum. 

“In fact, again in comparison with 
the nation as a whole, the average de- 
tention in the southeast of freight cars 
in the hands of industry over the free 
time of 48 hours for the past two years 
was 14 per cent compared with 16.50 
per cent for the nation as a whole.” 

The subject of less-carload traffic had 
been very prominent in discussions of 
the board over the last two years, Mr. 
Moore said. 

Under the leadership of Rupert L. 
Murphy, traffiCc manager -attorney, 
Georgia Alabama Textile Traffic Associ- 
ation, Atlanta, Ga., general secretary of 
the board, numerous tests had been 
made and some new and profitable 
schedules had been inaugurated, Mr. 
Moore said. 

In several cases through the presenta- 
tion of specific examples, he said, the 
railroads had been able to correct flaws 
in their less-carload handling. 

Reviewing further the activities of the 
board, Mr. Moore said that “we recom- 
mend, on good grounds, the cancella- 
tion of penalties against shippers and 
consignees, such as I.C.C. service orders 
856 and 865, with ultimate success.” 

The board protested “vigorously and 
repeatedly” against the St. Lawrence 
waterway project although unsuccess- 
fully, he said, and the board recorded 
its opposition to the proposed transfer 
of certain I.C.C. functions to the De- 
partment of Commerce. 

Mr. Moore said that the membership 
of the board had increased from 698 in 
March, 1952, to 925 today, and that the 
attendance at meetings had shown con- 
sistent increases with a total of 1,068 in 
1952, and 1,183 in 1953. 

As to the future, Mr. Moore said, no- 
where in this country nor in the entire 
world was there any greater economic 
independence than in the southeast. 

“There are pessimists in every land 
but in the southeast the ratio is nil,” he 
said. “Sometimes, I think our optimism 
is a mite excessive but that thought is 
quickly dispelled by facts.” 





Atlantic Shippers to Meet 


The Atlantic States Shippers Advisory 
Board will meet May 6-7 in the Claridge 
hotel, Atlantic City, N.J., J. R. Morton, 
general traffic manager, San-Equip, Inc., 
Syracuse, N.Y., and general secretary of 
the board, reports. Board committee will 
meet early May 6 and the regular board 
meeting will begin at 3:30 p.m., conclud- 
ing the following morning. A special 
luncheon session will be held May 7, with 
a speaker to be announced later. 





Avez Vous les Traffic Managers? 


Oui! Et Private Trucking?,Oui! 


P “4 


a» 


At the left in the picture is M. Pierre Tissier, president of the French railways. The gentleman in front of him, speaking to a group of industrialists on the 
occasion of the inauguration of the international railway car pool ‘Europ,’ is M. Louis Armand, general manager of the French railways. 


In France, union of users of private transport vehicles is important 


organization. Rail fares are subject to numerous concessions. 


Progress of traffic management profession is indicated. 


HE UNION OF USERS of private 

transportation vehicles—the “Union 
des Usagers de Vehicules de Transport 
Prive”’—is of high importance in France, 
because by far the greater part of road 
transportation is in privately-owned 
trucks. 

Only about 20 per cent of the high- 
way traffic in France is in the hands of 
the common carriers, and the shipper, 
even when he wants to ship by highway 
common carrier, is likely either to find 
that no operator between his points is 
in existence, or that the operator is an 
individual with one or two vehicles en- 
tirely incapable of coping with the traffic 
offered. 


There is a reason for this, of course. 
When the railroads were consolidated 
and their operation placed in the hands 
of the joint board with the French gov- 
ernment holding 51 per cent of the stock, 
it was considered necessary to protect 
them against the then young but grow- 
ing highway transport industry. As a 
result, by law, it was determined to per- 
mit common carrier operation on the 
French highways only through issuance 
of license cards, to be issued for indi- 
vidual vehicles. It was also decided to 
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hold the number of such cards down to 
the number of common carrier vehicles 
operating in 1934. The result of the 
policy is that the permit cards are jeal- 
ously guarded, that the custom in France 
is for the highway operator to own, for 
common carriage, at the most two or 
three vehicles, that the vehicle permit 
cards have become matters for inheri- 
tance and that, as a result of all this, 
the prospects for the consolidation of 
French common carrier businesses into 
operations of a size to permit widespread 
services and operating efficiencies are 
remote. 


We spoke with the top transportation 
man of a large industry, who said he 
had been trying for years to gather up 
enough permit cards to permit the in- 
stitution of a common carrier service 
between two points where his company 
had heavy two-way traffic, but that, as it 
stood, the possibility of success seemed 
remote. 


In connection with that particular 
conversation, there was a paradox. The 
same man, who was anxious to buy up 


permits and then sell them in a group 
to a third party for the institution of a 
usable common carrier road _ service, 
hesitated to institute his own private 
highway carrier service, because to do so 
would take considerable traffic from the 
French railways, thus increasing the 
railway’s annual deficit and his com- 
pany’s taxes. As nearly as he could 
figure, he said, the increase, as applied 
to all of his business’ assets and to the 
homes and effects of the thousands of 
workers of his plants, might in the end 
equal or exceed the savings to be ef- 
fected by movement of his goods in his 
own trucks. 


Deficits and ‘Social’ Concessions 


A word about those deficits. As was 
the case in Germany, it was difficult to 
pin any one man down to a definite 
figure. Railway management say the 
deficit isn’t a deficit at all; it is merely 
reimbursement to the railways by the 
government for the rate and fare ccn- 
cessions it forces on the railways. Meny 
of those concessions are “social”—tha’ is 
to say, in the words of those who »ay 
full fares, almost no one in France \7ho 
travels by rail pays a full fare. There 
are discounts for the unemployed, ‘or 
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people living on pensions, for retired 
workers, for widows and orphans, for 
war wounded, and for others. 

Moreover, in special concessions made 
from time to time, the number of chil- 
dren in a family has an effect on the 
fare paid. For instance, there is a 
special half-fare card which is good for 
a year and can be bought cheaply. With 
it, anyone can go to a ticket window, 
buy a second-class or third-class ticket, 
show his card, and have the fare cut 
squarely in half. Some of these cards 
are good between specified points, some 
for specified distances, some among 
specified zones, and some for the whole 
French railway system of about 40,000 
kilometers. To this 50 per cent reduc- 
tion, moreover, the parent of two chil- 
dren, if he has a half-fare card for each, 
may add another 20 per cent reduction; 
the parent of three children, a 30 per 
cent reduction, and the parent of four or 
more children, a 40 per cent reduction; 
and there is no obligation for him to 
have any of the children with him when 
he travels. 

Shippers say that, despite the histori- 
cal excrescences on the freight rate sys- 
tem, passenger fares are even more com- 
plicated, because concessions like those 
described above change from day to day. 
We picked up in the anteroom of M. 
Rene Bourgeous the Chief Adjoint du 
Service Commercial (that would be the 
general freight traffic manager in the 
United States), a leaflet offering a 30 
per cent reduction in fares to anyone 
going on his annual vacation. All he 
had to do was to bring to the ticket win- 
dow an attest from his employer that 
this was the only vacation he was taking 
in a year, and he would receive the dis- 
count; it would apply, of course, we were 
informed (by one who was more adept 
at deciphering the French), on top of 
any other discounts to which his social 
circumstances or possession of a half- 
fare ticket entitled him. 

All this, which for the most part is 
legislative instruction, is reflected, the 
railway management says, in the inabil- 
ity of the French railways to come out 
at the end of the year with a clean 
balance sheet—as does, for instance, the 
Netherlands National Railways. 


Pension Payments Weigh on Workers 


On the other hand, shippers and the 
man on the street say the deficit, which 
amounted to about $500 millions last 
year, is largely the result of pay roll 
padding caused by payments to men who 
don’t work. ‘The retirement age on the 
French railways is 55 years. Most re- 
tired railway workers put in 10 to 15 
years more in other employment, and 
they are much in demand as guards and 
watchmen in industry. That kind of 
employment, whatever wages they earn 
(and their wages in those years are on 
the same scale as others in similar jobs), 
does not impair the receipt of the pen- 
sion from the railroad. One informant 
told us that, in the face of the 1953 half- 
billion-dollar deficit, the total French 
railway payroll was about $800 million, 
for a working force of about 400,000. 
That figures out at about $2,000 as the 
average annual pay; but, our informant 
said, the worker didn’t get the $2,000. If 
he got $1,200 a year he was lucky. The 
other $800 went to pay the pension of 
a man, perhaps only 55 or 56 years old, 
drawing $1,200 or $1,500 a year wages on 
some other job, just because that man 
was technically entitled to a railroad 
pension. 

There are those, too, who feel that the 





Those are French freight cars, and that’s a part of the freight yard at Juvisy that you, and the man in 
the control tower, see through the window of the tower. 


French railways could cut their deficits 
by the adoption of more modern methods. 
They have done an almost miraculous 
job in rehabilitation after the war. At 
that time the system was cut in two by 
the destruction of all the bridges across 
the Loire below Roanne, together with 
thousands of other bridges and struc- 
tures; only 18,000 kilometers of track was 
in operation at the war’s end. Today, 
the bridges have been replaced, the de- 
pleted rolling stock augmented, and some 
40,000 kilometers are in operation. 


Wholesale Abandonments Advocated 


We had an interesting conversation 
with M. Erik d’Ornhjelm, president and 
publisher of La Vie des Transports, a 
privately owned French transportation 
weekly. He maintains an open editorial 
viewpoint and criticizes freely French 
governmental transportation policy and 
what he calls the archaic method of op- 
erating the French railways. His posi- 
tion is that the present 40,000 kilometers 
of French railway lines ought to be cut 
back by abandonment to about 18,000 
miles, serving the larger industrial 
centers. The rest, he says, is of little 
more than revenue liability to the sys- 
tem, because it consists mostly of branch 
lines carrying little traffic. He would, 
moreover, abolish the “social” concessions 
in railway passenger fares, substituting 
therefore subsidies for travel where the 


With this article, Robert J. 
Bayer, editor of TRAFFIC WORLD, 
concludes his report on transpor- 
tation in France. The next in his 


series of articles based on obser- 
vations made in the course of his 
European trip will deal with Brit- 
ish transportation. 





government was convinced such travel 
was important in its overall social pro- 
gram. 


The issue of La Vie des Transports that 
was current at the time of our visit 
carried on its front page an editorial 
(not discernibly different typographically 
from the news content of the paper) 
advising the French railways to abandon 
their program of electrification, which 
has been going on apace, because to the 
editor it seemed likely that in 10 years 
or so the expensive power plants and 
electric locomotives would have to be 
scrapped in favor of new atomic-powered 
locomotives! 


French Interest in American Opinion 


The personal courtesy and helpfulness 
of the French transportation people 
matched that we encountered in Italy and 
Germany. The French, however, are 
much more conscious of American public 
opinion. 


M. Henri le Masson, head of the 
French railways’ bureau of statistics, for 
instance, was anxious that we should 
explain to the people of the United 
States that the railway deficit was chiefly 
the result of things they did for the 
government and for which the govern- 
ment ought to pay—that the subsidy, in 
fact, was merely the payment by the 
government to the railways of money 
due for services received. 


M. Chouchat, head of the association 
of private carriers, thought we ought 
to let the American public know that 
impending attempts on the part of the 
French Parliament to restrict the opera- 
tion of private trucks constituted an 
invasion of liberty (but what he thought 
the people in the United States could 
and would do about that, we couldn’t 
understand). 


Herr F. Gerst, transport advisor for 
the whole Unilever organization in west- 
ern Europe (who came 400 miles from 
Rotterdam just to have dinner with us), 
insisted that we say something about 
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The light-weight aluminum covered hopper cars you see in this picture are owned by orf of the large 
industrial enterprises of France, engaged in large mining and ore reduction operations—the Pechiney 
Compagnie de Produits Chimiques et Electrometallurgiques. 


the need for consolidation of the old, 


small, traditional common highway car- 
rier operations in France into larger, 
more useful and more efficient organiza- 
tions, and that we distribute reprints of 
such an editorial throughout the con- 
tinent; and M. Lescadron thought we 
would be contributing to the betterment 
of mankind if we made sure that Ameri- 
cans understood that French industry 
was really trying to raise its transporta- 
tion supervisors to something like the 
status of the traffic and transportation 
executive in the United States. 


The French Traffic Manager 


Actually, the man who supervises in- 
dustrial traffic in France comes nearer 
to our standards, in the scope of the 
functions he performs, than do his col- 
leagues farther east in Europe. More- 
over, the commercial or traffic depart- 
ment of the French Railways is run in 
a manner. recognizably similar to the 
sales or traffic department of an Ameri- 
can railroad. 

Among the buildings we saw in Paris, 
perhaps the nearest thing to the head- 
quarters building of a large American 
industry was the modern structure of 
Pechiney Compagnie de Produits Chimi- 
ques et Electrometallurgiques. The or- 
ganization has large mining and ore 
reduction operations in the mountains in 
the south and southwest of France, and 
chemical works and smelteries at Mar- 
seilles, and in south central France. It 
produces a long list of agricultural and 
industrial chemicals and, together’ with 
one other company, with which it has 
price and sales agreements, makes more 
than enough aluminum ingots for the 
whole of the present French needs. 

The series of offices in which M. Ed- 
mond Marzocchi, in charge of the com- 
pany’s transportation, and his staff work 
could well be the private cubicles along 
one wall of a large American industrial 
traffic department. 

The company owns and maintains its 
own fleet of cars for handling ore from 
mines to concentrating plants, and from 
the concentration plants to the smelt- 
eries. The last mentioned, Pechiney 
transportation men claim, are at present 
the lightest for the loads they carry in 
the world. The weight of the car is 15 





metric tons; its capacity is 65 tons. In 
design it is much like an American 
covered hopper car. The railroads do 
not, as they do in the United States, pay 
rental on these privately owned Cars. 
Instead their ownership is taken into 
account in the fixing of the rebates 
Pechiney gets from the railroads. 


A French School of Transportation 


The Ecole Superieure des Transports 
is a section of the Ecole Nationale 
d’Organization Economique et Sociale, a 
general school for evening study set up 
with the support of organized industry 
by the French government many years 
ago. When government support was 
withdrawn, it was continued in operation 
by interested industries and is now con- 
ducted by a Manager supervised by an 
industrial council. It is financed entirely 
by the tuition fees paid by students. In 
addition to the school of transportation, 
there are schools of accounting, govern- 
ment, agriculture, economics, and the 
like. Tuition is relatively high, 120,000 
francs yearly ($342.84), payable in three 
installments of 40,000 francs ($142.28). 
The course is of two years’ duration. 

Students are usually men who have 
had transportation experience, and in- 
clude a considerable number of practic- 
ing lawyers who wish to specialize in 
transportation law. That means, in 
France, largely attaining expertness in 
negotiation, for most relations between 
government and business are carried on 
by negotiations with boards and com- 
missions which, while possessing advi- 
sory or recommendatory powers only, in 
effect control the orders of their respec- 
tive ministries. (We sat through part of 
a session of the Conseil National de 
Patronet Francais, a sort of general 
committee representing transportation 
users, before the general secretary of 
the transport ministry, M. Dorges. Al- 
though we understood little of what was 
going on except that it had to do with 
some new rail-labor contracts, the pro- 
cedure followed closely the order of a 
session before a hearing examiner in the 
United States.) 

Our evening at the traffic school was 
interesting. M. Lescardron’s daughter, a 
student in English at the Sorbonne, act- 
ed as interpreter, conveying our greet- 
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ings as president of the American So- 
ciety of Traffic and Transportation— 
and as assistant to the president of The 
Traffic Service Corporation, proprietor of 
traffic schools in the United States 
—to the assembly, which consisted chiefly 
of graduates. Questions were then put 
in French, conveyed to us in English, and 
our English answers translated, again, 
into French for the audience. The method 
had its limitations; and no small part 
of the evening seemed to be devoted to 
general arguments, among students and 
instructors, as to what our answers really 
meant. We got ourselves badly snarled 
in talking about trucks, which in Europe 
mean freight cars. 

Chiefly, however, the audience was 
interested in how free competition in 
American transportation really worked 
out, and what the modern status of our 
industrial transportation executive was 
There was, I was told, a budding effort 
in France to elevate the traffic man to 
an executive level similar to that which 
he is presently attaining in the United 
States; but, as of the moment, the move- 
ment was little more than an aspiration. 

Several of the questioners wanted to 
know whether there were opportunities 
for French-educated industrial transpor- 
tation men in the United States. We 
tried to explain that, except for rare 
instances where exporters wanted men 
with specialized French transportation 
experience, foreign students coming to 
the United States would have to acquire 
a knowledge of American transportation 
technology and compete with American 
men and women for traffic jobs. 

The program of furthering education 
and ethics among traffic and transporta- 
tion men and women, and the examina- 
tion program of the American Society 
of Traffic and Transportation, came in 
for much questioning also. 

Although the normal schedule for the 
school is a one-hour session five days a 
week, the session we attended lasted from 
six until shortly before nine. 


Car Interchange in Europe 


As we leave continental Europe, a word 
must be said about a post-war rail trans- 
portation development that has done 
much to facilitate international freight 
traffic. This is an agreement for the 
interchange of a pool of cars, in the pro- 
duction and purchase of which the na- 
tions of western Europe have partici- 
pated. The cars are known as “Europ” 
cars and are all plainly so marked. They 
are of the various accepted types, but 
chiefly of the newer steel box design of 
20 metric ton capacity. 

Operations of these cars across na- 
tional boundaries are carried on exactly 
as interline operations of freight cars in 
the United States. The various na- 
tional railways maintain an “average 
agreement,” and the “credits” and “deb- 
its” for the days that “foreign” cars 
are on their lines are balanced at the 
end of the year. There is no rule re- 
quiring the return of foreign cars toward 
the country of their ownership empty if 
no load in that direction can be found, 
and the Europ agreement also provides 
for local running repairs, although the 
owning national railroads are pledged 
to perform the heavy repairs on their 
Own cars. Each car in the pool, besides 
bearing the “Europ” label, bears the ini- 
tials of its owning railway. It is alleged 
that, under the new agreement, the av- 
erage empty haul on a foreign trip of 
a railway freight car has been reduced 
— 400 kilometers to about 45 kilom 2- 
ers. 
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Decisions 





Rail Coal Rates From East and Midwest 


Areas to Lake Region Found Reasonable 


1.C.C. Division Report Deals With Reduced Rates From Appalachian 
Field to Lake Erie Ports for Transshipment to Wisconsin, and From 
Indiana and Illinois Mines to Fox River Valley of Wisconsin. 


Two groups of railroad rates, one 
applying on fine coal, in carloads, 
from the Appalachian area to Lake 
Erie for transshipment to ports on 
Lake Superior and on the west bank 
of Lake Michigan, the other apply- 
ing on fine and lump coal, in car- 
loads, from Indiana and Illinois 
mines to destinations in the Fox 
River Valley of Wisconsin, have been 
found just and reasonable and not 
otherwise unlawful by the Commis- 
sion, division 2. 

A 4l-page report and an order were 
issued in I. and S. No. 6148, Reduced 
Rates—Coal From East to Northwest. The 
suspension order was vacated effective 
as of March 12, and the proceeding dis- 
continued. Commissioner Arpaia, dis- 


senting, concluded that the proposed 
rates were not justified. 


The Commission said that by schedules 
filed to become effective October 3, 1953, 
and later, a number of eastern railroads 
proposed to reduce the carload rates on 
fine coal, moving from the mines in the 
Appalachian coal producing area to the 
lower Lake Erie ports for transshipment 


via lake vessel into United States ports - 


on Lake Superior and to ports located on 
the west bank of Lake Michigan north of 
the Wisconsin-Illinois border. It said 
the reduction amounted to 35 cents a 
net ton of 2,000 pounds. 


Similarly, said the Commission, mid- 
western railroads proposed by schedules 
filed to become effective at various dates 
subsequent to October 3, 1953, reductions 
in the carload rates on fine and lump 
coal, on traffic moving over all-rail routes 
from mines in Indiana and Illinois to 
particular destinations in the Fox River 
Valley of Wisconsin and points inter- 
mediate thereto in the same state. The 
latter reductions were 50 cents on fine 
coal and 23 cents on lump coal, it said. 


Protests Received 


Protests were received against the 
proposal of the eastern railroad respond- 
ents and operation of the schedules was 
suspended to and including May 2, 1954, 
said the Commission. It added that 
Irior to receipt of any protests opera- 
sion of the schedules proposed by the 
western railroad respondents was sim- 
‘larly suspended because of the relation- 
ship of those rates to those proposed by 
he eastern respondents. 

The Commission said that, in sum- 


mary, the following findings with respect 
to the eastern proposal were warranted 
and that similar conclusions were war- 
ranted in connection with the mid- 
western proposal: 

“1. The proposed reductions in the 
rates on coal, in carloads, from the mines 
in the Appalachian coal fields to the 
lower Lake Erie ports for transshipment 
by lake vessel to ports on the west 
bank of Lake Michigan and United 
States ports on Lake Superior have been 
shown to be not less than minimum 
reasonable rates and not in excess of 
maximum reasonable rates. 

“2. That the proposed reductions in 
the rates described in paragraph 1 
represent a lawful rate practice con- 
sistent with the provisions of section 
15(a). 


“3. That the proposed reductions in 
the rates described in paragraph 1 
have not been shown to be unjustly dis- 
criminatory or unduly prejudicial.” 


Traffic From East Declines 


The Commission asserted that a de- 
cline in the traffic moving from the 
Appalachian mines to the lower Lake 
Erie ports for transshipment to the 
aforementioned destination territory 
constituted a serious threat to the rev- 
enues of the eastern coal carrying 
railroads. 

“The eastern respondents, in the exer- 
cise of their managerial judgment, are 
attempting to arrest this decline through 
the medium of reductions in their rates,” 
said the Commission. “Unless it can be 
determined from the evidence of record 
that such proposed reduced rates are 


_ violative of some provision of the inter- 


state commerce act, we should find that 
the proposal of these railroads is just 
and reasonable and vacate the order of 
suspension.” 


It said an examination of the revenues 
produced would indicate that the rates 
were not less than reasonable minimum 
rates. 


The Commission also stated that the 
loss of gross revenue to be sustained by 
the eastern railroads was substantial, 
amounting to more than $2,000,000 an- 
nually based on 1952 traffic. 

“However,” it continued, “figures sub- 





See Late News, pages 12, 13, 
14 and 15, for other I.C.C. 
action. 





mitted at the oral argument show that 
the 1953 coal receipts at the commer- 
cial docks in the considered destination 


‘territory, January 1 to November 30, in- 


clusive, are about 700,000 tons less than 
during the corresponding period in 1952. 
The continuation of this decline in ton- 
nage is resulting in even greater revenue 
losses to the eastern coal carrying rail- 
roads. This reduction appears to be a 
sound approach to halting, or at least 
slowing, this serious traffic decline. 

The Commission discussed contentions 
that the eastern rail proposal, if per- 
mitted to become effective, would dis- 
rupt the relationship existing between 
lake cargo coal moving from the eastern 
mines and that moving from the mid- 
western mines via Chicago, Ill. It stated 
that in any event, it would be “mani- 
festly improper to refuse to sanction the 
proposed reduced lake cargo rates in the 
east merely to preserve the existing in- 
definite rate relationship with similar 
rates in the midwest.” 


Midwestern Tonnage 


The Commission said that although 
the coal from the eastern mines con- 
tinued to dominate the coal markets of 
the “northwest territory” served by the 
coal docks at the upper lake ports, there 
had been some increase in recent years 
in the tonnage received from the mid- 
western coal mines in Indiana, Illinois, 
and western Kentucky. 

“Coal moves from the latter coal fields 
to Wisconsin and Minnesota via all-rail 
routes, via lake cargo routes through 
the Port of Chicago, and by rail-river 
routes via the Mississippi River from 
Alton, Ill., to the Twin Cities,” said the 
Commission. “The increase in the mid- 
western tonnage is due, to some extent 
at least, to the development of coal 
burning devices which can efficiently 
burn any kind of coal and to the better 
preparation of the midwestern coals 
through washing and screening.” 


Coal moving over the lakes, it said, 
was received at upper lake points at 
both commercial and private coal docks. 
The commercial dock operators, who 
received “by far the greater tonnage,” 
assembled the coal in large stock piles 
for subsequent distribution throughout 
Wisconsin, Minnesota, Iowa, North and 
South Dakota, said the Commission. It 
added that the “vast preponderance of 
the commercial dock shipments at the 
present time goes to Wisconsin and 
Minnesota destinations.” 


In “comparatively recent years,” said 
the Commission, the lake docks handled 
some small tonnage of coal shipped from 
the midwestern mines under the lake 
cargo rates through the Port of Chicago. 

“The coal stored on the docks runs 
into thousands of tons and with the 
docks pretty well filled toward the end 
of the navigation season the total ton- 
nage aggregates millions of tons,” stated 
the Commission. “Except for a small 
tonnage handled on consignment, this 
tonnage is purchased by and is the prop- 
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erty of the dock operators whose invest- 
ment therein amounts to as much as 
$75,000,000.” 

The lake cargo coal movement was 
described as one of the largest move- 
ments of a single commodity handled by 
the eastern railroads. 


Refunds on Coal Beyond Ports 


“The refunds made on the coal moving 
beyond the upper lake ports are an 
important factor in this rate adjustment,” 
said the Commission. “In the various 
general increase proceedings, the so- 
called single increase rule has been 
made applicable on this traffic. In sub- 
stance, that rule requires that the aggre- 
gate of the rates on the two rail move- 
ments is the amount to be increased 
and the purpose of the rule was to avoid 
a double increase. Since the ultimate 
destination of the coal is not known at 
the time of the initial movement to the 
lake port, the authorized increase is col- 
lected on all movements from the mines 
to the transshipment point. A refund 
is subsequently made if the coal moves 
beyond the upper lake port by rail, or by 
motor truck or barge if authorized by the 
governing tariff, to an interior point.” 

The Commission said there was “al- 
legedly no direct connection between 
the reduced rates proposed in the east 
and those proposed by the midwestern 
railroads.” 

In its discussion and conclusions, the 
Commission said: 

“If our approval of reductions in the 
eastern lake cargo rates to meet the 


competition of midwestern coal while, 
in the same proceeding, authorizing re- 
ductions in the all-rail rates from the 
midwestern mines to a portion of the 
same territory appears inconsistent, it 
should be remembered that there is a 
substantial difference in the territorial 


application of the two proposals. More- 
over, the present movement of coal to 
the Fox River Valley territory consists 
almost entirely of coal from the eastern 
mines. It is a destination area which 
reflects, to some extent, a competitive 
situation different from that found in 
the northwest territory generally.” 
Dissenting Opinion 

Commissioner Arpaia, dissenting, said 
that his philosophy of regulation was 
that “our right to interfere with man- 
agerial discretion in rate-making should 
be exercised only sparingly.” In the in- 
stant case, however, he said, there were 
“strong reasons for the Commission to 
do so.” He added that the exercise of 
the Commission’s basic responsibility to 
promote and preserve a sound transpor- 
tation system in the public interest 
required it. 

Continuing, the commissioner said: 

“Oil and natural gas are now coming 
into the upper Lake ports and the hin- 
terland in great volume, by pipe line 
and other means. In consequence the 
consumption of coal in that region has 
declined. The railroads and coal pro- 
ducers think that by these reductions 
they can check further diversion from 
coal to other fuels. They cffer nothing 
specific to support that view, and in 
the nature of things could hardly be 
expected to do so. 

“I can see no reason for believing that 
their hopes will be realized. There will 
still be a need and demand for a sub- 
stantial volume of coal in that region as 


elsewhere; but it strains credulity to say 
that consumers generally will be in- 
fluenced in their choice of fuel by the 
reduced rates here in question. It may 
be observed in passing that the railroads 
who press this view upon us are trans- 
porting coal almost entirely by diesel 
locomotives. 

“One certain result, of the reductions, 
however, according to the record, would 
be a revenue loss to the railroads of over 
$2,250,000 annually. It is foreseeable 
also that if these reductions are per- 
mitted, like reductions in other coal 
rates will follow. 


“We must weigh these realities against 
the vague hopes of the respondents and 
the consequences of shifting the burden 
to traffic other than coal. There are 
many carriers involved in this move- 
ment. A number of them can ill afford 
the revenue losses which will be sus- 
tained by the considered proposals. 
Since there would be no prospect of re- 
covering this revenue through increased 
coal traffic, this substantial loss would 
have to be made up on other traffic. A 
disruption of the competitive rate pat- 
tern would be inevitable. The conse- 
quences could be quite serious to other 
shippers, as well as some of the re- 
spondents. We cannot escape our obli- 
gation under the transportation policy 
in this respect, however sympathetic we 
may be to the plight of the coal industry. 

“My conclusion is that, under the cir- 


cumstances, the proposed rates are not 
justified.” 


Railroads Held to Maximum 
Increase on Combination 


Rate Over Route Moved 


The fact that a single factor 
through rate was available over a 
direct route could not defeat its rul- 
ing in the general increase cases that 
increased combination rates might 
not exceed those resulting from ap- 
plying a maximum or specific in- 
crease where the involved shipments 
of steel did not travel by the more 
direct route but over a longer route 
to be fabricated in transit, says the 
Commission. 


By a report and order in No. 31205, 
Calvert Iron Warks, Inc. v. Baltimore & 
Ohio Railroad Co., et al., the Commis- 
sion, division 2, held inapplicable the 
rates charged on eight shipments of 
steel, originated at Bethlehem and Phil- 
adelphia, Pa., fabricated in transit at 
Atlanta, Ga., and reshipped to Spring- 
field, Mo., in June, July, and October, 
1951, and granted reparation. 

The Commission found that the ap- 
plicable rate on the shipments original- 
ly made prior to April 4, 1951, was $1.64 
a 100 pounds, and $1.67 on those made 
after that date, the effective date of the 
Ex Parte 175 increase. 


The Commission said that the ship- 
ments moved to Potomac Yard, Va., then 
over the Southern Railway to Atlanta, 
where they were fabricated and re- 
shipped over the Southern to Memphis, 
Tenn., and connections beyond to Spring- 
field. Transit at Atlanta was authorized 
by a note in a Southern tariff, said the 
Commission, “on the basis of a through 
rate made by combining two separately- 
stated rates, namely, the specific transit 
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rate from the Pennsylvania origins to 
Memphis and the rate beyond that point.” 
The two factors forming that applicable 
through route were basic rates of 177 
cents and 47 cents, respectively, sub- 
jected to the Ex Parte 162, 166, 168, and 
175 increases, said the Commission. 


Method Prescribed 


The Commission described the method 
it prescribed for increasing combination 
rates as follows: 


“When the foregoing general increases 
were authorized, the Commission mad: 
specific findings to the effect that where 
through rates are made by combining 
separately-stated rates, each factor ol! 
the combination may be increased sepa- 
rately, except that where the increase 
is either a specific amount or a per- 
centage increase subject to a maximum, 
such specific or maximum increase shall 
be observed in connection with the en- 
tire through rate. MRail carriers made 
the authorized increases effective by pub- 
lication of master tariffs, in each of 
which rule 7 was published. Rule 7, as 
published in tariffs of increased rates 
and charges, X-162-B, X-166-C, X-168- 
A, and X-175, provides in part: 


“*(a) Subject to (b), (c), (d), (e), and 
(f) of this rule, where through rate for 
line-haul transportation is provided in 
a tariff as composed of two or more rates 
or where the applicable through rate is 
made by combining separately stated 
rates (either in the absence of a single- 
factor through rate or by tariff provision 
for application of the aggregate of inter- 
mediate rates in lieu of a higher single- 
factor through rate), each rate compris- 
ing such combination is increased sepa- 
rately, as provided in this tariff... in 
connection with movements from and to 
the origins and destinations between 
which such separately stated rates are 
applicable, and the applicable rate is the 
sum of the separate rates so increased, 
except that the total increase in charges 
will not exceed that which would result 
from applying the maximum or specific 
increase, if any, provided for the com- 
modity in Items .. .’” 


Charges were collected based on rates 
of $1.75 or $1.88 before and after the 
Ex Parte 175 increase, said the Com- 
mission, and that the rates were made 
by applying the aforementioned general 
increases to each of the basic rates of 
the factors making the combination 
separately, without observing the specific 
or maximum increase in connection with 
the entire through rate. It stated that 
the increase tariffs provided that on 
manufactured iron and steel articles as 
described in Note 10 of those tariffs, the 
Ex Parte 162 and 166 increases should 
not exceed 10 cents and 16 cents a 100 
pounds, respectively. 


Commission’s Ruling 


Commenting on the contentions of the 
defendants, the Commission said: 


“The defendants contend that Rule 
7(a) does not apply to the shipments 
since there was no ‘absence of a sing!e- 
factor through rate.’ A _ single-factor 
through rate was published in the tariff 
to apply on steel from the Pennsylvania 
origins to Springfield. It applied over 
the more direct routes, such as those 
through official territory to St. Lous, 
Mo., thence connections, and did not 
have application over the route throvgh 
Atlanta. 

“The question raised is whether 4 
single-factor through rate, as refer ed 
to in rule 7(a), means any rate pud- 
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lished to apply from the Pennsylvania 
origins to Springfield even though not 
applicable over the route through Atlan- 
ta. The controverted parenthesized 
phrase in rule 7(a) can reasonably be 
given only one construction. The phrase 
is simply explanatory. Construed reason- 
ably, it means the absence of a single- 
factor through rate or an applicable 
lower aggregate of intermediates over 
the route used by the shipments. Exist- 
ence of a Ssingle-factor through rate 
over routes other than through Atlanta 


did not affect the application of the 
rule to the combination rate applicable 
over the route used. This construction 
is consistent with the general rule that 
where there is a reasonable doubt as to 
the meaning of a tariff provision, it must 
be resolved in favor of the shipper and 
against the carriers. 

“In view of the finding made under 
section 6 of the act, which will grant 
the relief sought by the complainant, 
the allegations under sections 1 and 3 
need not be considered.” 





Proportional Rates on Coal to East 
Via Hampton Roads Upheld by I.C.C. 


Finds Not Unlawful, Rates From Pocahontas Field to Va. Ports, 


On Coal Later Moved Via Water to N.Y., N.J., or Conn. 


Approves 


Spreads Between Northern All-Rail and Southern Rail-Ocean Rates. 


The Commission, division 2, has 
found not unlawful, proportional 
rates from mines in the Pocahontas 
field to Hampton Roads, Va., on coal 
subsequently moved by water to New 
York, N.Y., Seaboard or Camden, 
N.J., or Norwich, Conn. 


A report and order were issued in No. 
31045, Consolidated Edison Co. of New 
York, Inc. v. Virginian Railway Co., et al., 
embracing No. 31085, Sheridan Transpor- 
tation Co. v. Chesapeake & Ohio Rail- 
way Co., et al. and petitions in Ex 
Part 175, Increased Freight Rates, 1951. 

Petitions for modification or clarifica- 
tion of the findings and order in Ex 
Parte 175, 284 I.C.C. 589, 663, with respect 
to the proportional rates to tidewater 
on rail-ocean coal to New England were 
denied. 

“We find,” said the Commission, “that 
the varying proportional rates here as- 
sailed are consistent with sound prin- 
ciples of rate making, and that the 
spreads between the all-rail rates from 
the northern mines and the rail-ocean 
rates from the southern mines, resulting 
from these varying proportional rates, 
are no greater than necessary to pre- 
serve the inherent advantages of the 
water transportation, and do not deprive 
the northern carriers and others inter- 
ested in the all-rail routes of a fair 
opportunity to compete with the south- 
ern carriers and others interested in the 
rail-ocean routes.” 

“We further find that the complaining 
coke producers have not been, and are 
not being deprived of a fair opportunity 
to compete with the New England pro- 
ducers by reason of the varying propor- 
tional rates complained of.” 


The Commission said it further found 
no unlawfulness in the treatment ac- 
corded Sheridan Transportation Co., a 
common carrier by water, among other 
things, of coal, in bulk, from Hampton 
Roads ports to Norwich, Conn., and the 
Chappell Co., operator of a coal dock 
and a dealer in coal at Norwich, which 
intervened in support of Sheridan. The 
Commission said it found no unlawful- 
ness in the treatment accorded Sheridan 
ind Chappell by the defendants with re- 
spect to the rates charged on the move- 
nent of coal destined to New England 
Dorts or points beyond. 

The Commission added: 

“We conclude and find that the pro- 


portional rates on the New England 
traffic are not unreasonably low, that the 
proportional rates on the mid-Atlantic 
traffic are not unreasonably high, and 
that the relation between such rates 
does not result in undue prejudice or 
preference. 

“No unlawfulness having been found 
in the rates, rules, regulations, or prac- 
tices here assailed, either in the past 
or for the future, the complaints will be 
dismissed and the petitions denied by 
appropriate order.” 


The complainant, Consolidated Edison 
of New York City, said the Commission, 
was engaged, among other things, in 
the manufacture of coke from bitumin- 
ous coal. 


It said that the railroads serving 
mines in Pennsylvania and northern 
West Virginia, and likewise serving the 
ports of Baltimore, Md., Philadelphia, 
Pa., and New York, N.Y., and participat- 
ing in all-rail rates to destinations in 
New England, including the New Eng- 
land railroads which also participated 
in the traffic from the New England 
ports, all referred to as the “northern 
railroads,” asked that the Commission’s 
findings and order in Ex Parte 175 be 
modified and clarified. The Commis- 
sion said they asked for modification 
or clarification so as to provide on rail- 
ocean coal to New England, in lieu of 
an increase of 22.4 cents a gross ton, 
an increase of 44.8 cents, or the same 
as the maximum increase authorized in 
the local rates, in the all-rail rates to 
New England, and on rail-ocean coal to 
Baltimore, Philadelphia, and New York. 
These petitions were denied. 


Coal Rates Described 

On coal, said the Commission, the rail- 
roads had long maintained with Com- 
mission approval joint all-rail rates from 
the northern and southern mines to New 
England, and three sets of rates to the 
ports of Hampton Roads, Baltimore, and 
Philadelphia, namely, local rates and 
two sets of varying proportional rates 
lower than the local rates. It said.one 
set applied where the subsequent ocean 
haul was to the less distant inside-the- 
capes destinations and where the total 
haul was relatively short, and the other 
on a still lower level where the subse- 
quent ocean haul was to the more dis- 
tant outside-the-capes destinations, in- 
cluding New York and New England. 

To New England, said the Commission, 
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the main competition among the car- 
riers was between the all-rail routes 
from the northern mines and the rail- 
ocean, rail-ocean-rail, and rail-ocean- 
barge routes from the southern mines. 

The rail rates on coal, as established 
by the railroads and prescribed or ap- 
proved by the Commission, it said, were 
generally on a group and differential, 
rather than a distance-scale, basis. 

The Commission said that to adopt the 
complainants’ premise in the instant pro- 
ceeding would be “to prohibit, where the 
rail service is the same, all proportional 
rates lower than local rates and vary- 
ing with the primary origin or ultimate 
destination of the traffic, and thus de- 
prive unregulated water carriers and the 
users thereof, where joint rail-water 
rates could not be prescribed, of a fair 
opportunity to compete for this traffic, 
in contravention of the national trans- 
portation policy. -It would, if carried 
to its logical conclusion, require exten- 
sive revisions of rate adjustments which 
have long been maintained on numerous 
commodities throughout this country, 
some of which were prescribed by this 
Commission and have received the ap- 
proval of the courts, under which busi- 
ness conditions have become firmly 
established. 

“The service of the Sheridan Trans- 
portation Co. is so conducted as to avoid 
any transfer of lading at the New Eng- 
land ports as is usually the case in con- 
nection with: coal traffic moving to New 
England ports by ocean vessels and 
thence beyond by barge or rail. Sheri- 
dan’s barges are able to negotiate both 
the ocean lanes and the inland waters. 
This fact negatives the allegation of a 
violation of the tariffs since these tariffs 
make a clear distinction between coal 
moving by rail or barge from the docks 
at the New England ports, on the one 
hand, and coal moving in through, un- 
interrupted water transportation, on the 
other.” 


Pipeline Property Values 


Property owned and used for common 
carrier purposes by the Bell Oil and Gas 
Co., Pipe Line Department, of Tulsa, 
Okla., as of December 31, 1952, has been 
tentatively evaluated at $265,700 by the 
Commission, division 2. A report and or- 
der were issued in Valuation No. 1313 
(1952 Report), Tentative Valuation Re- 
port on the Property of Bell Oil and Gas 
Co., Pipe Line Department, as of Decem- 
ber 31, 1952. Any protests to the tenta- 
tive valuation would be due at the Com- 
mission on or before 30 days from March 
16, according to a notice. It was ad- 
dressed to the U.S. Attorney General, the 
governors of Oklahoma and Texas, and 
td the Bell company at Tulsa. 

The Commission, division 2, has ten- 
tatively determined the valuation of 
property owned and used for common 
carrier purposes by Bell General Pipe 
Line Co., as $907,000 as of December 31, 
1952. A report and order were issued 
in Valuation No. 1301 (1952 Report), 
Tentative Valuation Report on the Prop- 
erty of Bell General Pipe Line Co., as 
of December 31, 1952. 

Protests to the valuation should be 
filed with the Commission in Washing- 
ton, D.C., on or before 30 days from. 
March 19, said a notice. It was addressed 
to the U.S. Attorney General, the gov- 
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ernor of Texas, and to Bell General Pipe 
Line Co., Dallas, Tex. 

The Buffalo Pipe Line Corporation, of 
Philadelphia, Pa., had property owned 
and used, with a tentative value for 
rate-making purposes of $1,742,500 as of 
December 31, 1952, according to the 
Commission, division 2. 

It issued a report and order in Valua- 
tion No. 1303 (1952 Report), Tentative 
Valuation Report on the Property of 
Buffalo Pipe Line Corporation, as of 
December 31, 1952. 

Any protests to the tentative valuation 
would be due at the Commission in 
Washington, D.C., by 30 days from 
March 22, said a notice. It was ad- 
dressed to the U.S. Attorney General, 
the governor of New York, and to Buf- 
falo Pipe Line Corporation. 





Reparation on Lumber Car 
Demurrage Involving U.S. 
Contracts Not Granted 


The Commission, division 3, has re- 
fused to award reparation in a de- 
murrage charge proceeding in which 
it says the complainant “seeks an 
extension of the area of immunity 
from penal charges so as to include 
a situation where unstable economic 
factors, the urgent needs of the gov- 
ernment, and unexpected delay in the 
receipt of adjusted contract pay- 
ments interfere with a consignee’s 
ability to unload and release cars.” 


By a report and order in No. 31277, 
Biltbest Construction Corporation v. 
New York Central Railroad Co., the 
Commission dismissed the complaint 
on finding the assailed demurrage 
charges not shown to have been un- 
reasonable. The complaint, it said, was 
directed to the penalty portion of de- 
murrage charges paid for detention 
of cars containing lumber at Niver- 
ville, N.Y., in a period beginning May 
28, 1951, and continuing into July, 1951. 

“The circumstances relied upon by the 
complainant here as ground for relief,” 
said the Commission, “grew out of con- 
tractual obligations between the parties 
with which defendant had no concern. 
The fact that it was the government 
which insisted upon continued per- 
formance does not put the matter in 
a different light. The ordinary economic 
vagaries and risks of doing business are 
not beyond the control of a shipper in 
the same sense as are the instances in 
which exemption from penalty charges 
was granted upon a showing of the 
exercise of due diligence in the avoid- 
ance of car detention. We cannot regard 
the complainant’s financial disability as 
adequate reason for granting relief from 
the penalty portion of these demurrage 
charges.” 


In this connection, the Commission 
cited and quoted from Apex Tire & Rub- 
ber Co. v. New York, N.H. & H. R. Co., 
227 I.C.C. 1, 4. 


It said the complainant Biltbest listed 
43 cars allegedly detained from May 28 
to July 9, 1951, inclusive, on which 
total demurrage charges of $14,483 were 
claimed to have been paid, $12,847.85 of 


which represented the penalty element 
in those charges. It said the cars were 
eventually released on or between June 
4 and September 8, 1951. 


Government Contract Difficulties 


“In December, 1950,” said the Com- 
mission, “the complainant entered into 
a contract with the Department of the 
Army for the construction of wooden 
ammunition boxes. Subsequently, due 
principally to sharp rises in the cost 
of labor and lumber, the contract price 
per unit failed to cover the cost of pro- 
duction, and by April 1951, the com- 
plainant had sustained sizable losses 
from its operations under the contract. 
It then applied for relief under Title IT, 
first war powers act of 1941, as amended 
by Public Law 921 of the Eighty-first 
Congress, and executive order No. 10210, 
dated February 2, 1951, under which the 
contract price per unit could be rene- 
gotiated and altered to cover past and 
anticipated losses. 


“The Army rejected the complainant’s 
request for a production ‘holiday,’ be- 
cause of the urgent need for the ammu- 
nition boxes. Although the complain- 
ant expected to obtain relief in the form 
of payments representing the altered 
contract price per unit on delivered 
boxes some time prior to the end of May 
1951, the first of such payments was not 
received until July 19, 1951. 

“The lumber was shipped on order 
bills of lading, but because of its pre- 
carious financial condition the com- 
plainant could not meet the resulting 
obligations. Its position is that the un- 
expected delay in the adjustment of the 
contract price, and the urgent need of 
boxes which resulted in the Govern- 
ment’s insistence upon continued per- 
formance under the contract, were be- 
yond its control and left it powerless 
to avoid the detention of cars; and 
that if the payments had been made 
within the time anticipated, funds 
would have been available to pick up the 
sight drafts and avoid the accrual of de- 
murrage.” 


In special circumstances, said the 
Commission, reparation had been 
awarded to a basis measured by the per 
diem rate for the use of foreign cars, 
plus 20 cents for administrative costs, 
with no allowance for free time or for 
Sundays or holidays. It said that during 
the period of detention of the cars at 
Niverville, the per diem rate was $1.75. 
The complainant thus sought reparation 
in the amount paid in excess of $1.95 a 
car day, it said. 


Rights Purchase Price 


The Commission, on reconsideration, 
has modified a prior report of division 
4, which authorized the purchase by Red 
Star Express Lines of Auburn, Inc., do- 
ing business as Red Star Express Lines, 
Auburn, N.Y., of certain motor carrier 
operating rights of Alfred Seifert, Sr., 
and Alfred Seifert, Jr., partners, doing 
business as Seifert Trucking Co., East 
Paterson, N.J., and acquisition of con- 
trol of the rights by John Bisgrove, 
through the purchase. A condition im- 
posed in the prior report, which reduced 
the purchase price and barred a “finder’s 
fee,” was eliminated on reconsideration. 

With Commissioner Mahaffie dissent- 
ing in part and Commissioner Cross dis- 
senting, the report on reconsideration 
was issued in MC-F-5260, John Bisgrove 
—Control; Red Star Express Lines of 
Auburn, Inc.—Purchase (Portion)—Al- 
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fred Seifert, Sr., and Alfred Seifert, Jr. 

Under an agreement of April 22, 1952, 
said the Commission, the purchase price 
was to have been $9,500, out of which 
the vendors proposed to pay $2,000 as 
finder’s fees. It said the division re- 
quired reduction of the purchase price 
to $7,500 and elimination of a finder’s 
fee. 





Aluminum Ingots Made From 
Scrap Held Similar to 


Other Ingots in Rate Case 


Holding that the transportation 
characteristics of aluminum ingots 
made from scrap are not materially 
different from those of other kinds 
of aluminum ingots, the Commis- 
sion, on reconsideration, has affirmed 
a prior rate report of its division 2 
(T.W., March 13, p. 13). 


A report and order on reconsideration 
were issued in No. 30771, Apex Smelting 
Co. v. New York Central Railroad Co., et 
al.’ The complaint was dismissed. 

The division had found applicable and 
not shown to have been or to be unrea- 
sonable, column-37 rates charged or 
sought to be collected for transportation 
of aluminum ingots made from scrap, in 
carloads, from New York, N.Y., Philadel- 
phia, Pa., and Baltimore, Md., to Chi- 
cago, Ill., and Cleveland, O. (Prior re- 
port, 288 I.C.C. 78, decided February 10, 

953). 


The column-37 rating on aluminum 
ingots, or a column-27.5 rating on scrap 
aluminum or aluminum alloy scrap, were 
the bases of the charges collected on 
the shipments, said the Commission. 

Commissioner Alldredge dissented in 
part and stated that he was joined in his 
expression by Commissioner Mahaffie. 
Commissioners Arpaia and Clarke did 
not participate in disposition of the case, 
the report said. 


In the complaint in this proceeding, 
said the Commission, it was alleged that 
the rates were inapplicable and unrea- 
sonable during the statutory period prior 
to May 1, 1951, and unreasonable there- 
after. It said the complainant’s petition 
for reconsideration was directed against 
the findings only as they affected ship- 
ments moved prior to May 1, 1951. 


Aluminum ingots, the Commission 
said, were classified in the trade as 
virgin ingots, secondary ingots, or ingots 
made from scrap. The ingots involved 
in the instant case, it said, were made 
by “sweating” airplanes and parts, sold 
as surplus by the federal government, 
under heat controlled to melt the alumi- 
num content of the material. It said the 
molten aluminum contained impurities 
and other metals that were constituents 
of the original alloys, and was run into 
molds “forming more _ transportable 
shapes known as ingots.” 


When used in a tariff description of 
materials taking scrap rates, it said, the 
terms “pieces * * * (not scrap or frag- 
ments)” and “articles, in their original 
form or partly dismantled,” could not 
reasonably be construed to include a cast 
metal mass. It said that they did not 
embrace “ingots” obtained from swea‘- 
ing operations, and for which speci.ic 
rates were published. The Commissicn 
said the nature of the article shipp:d 
was controlling in the determination .f 
the applicable rate. The record W's 
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clear, it said, that the commodity shipped 
was embraced within the commodity 
description of aluminum ingots subject 
to the column-37 exceptions rating. 

‘The Commission said that in Fed- 
erated Metals Corp. v. St. Louis-S.F. Ry. 
Co., 171 I.C.C. 78, rates on aluminum in- 
gots were found applicable and not un- 
reasonable on shipments of ingots made 
from scrap. It said that division 3 stat- 
ed in that case that ingots of the 
character considered there were known 
in the trade as aluminum ingots and 
that there were other aluminum ingots 
containing varying percentages of 
aluminum, which, from a transportation 
and classification standpoint, were sub- 
ject to the rates on aluminum ingots. 


It was also stated, said the Commis- 
sion, that any separation for rate-mak- 
ing purposes of the different kinds of 
aluminum ingots according to the value 
or percentage of impurities would tend 
to present difficulties, and should not be 
required except on a clear showing of 
necessity. It said other decisions to the 
same effect were Esperado Mining Co. v. 
Atchison, T. & S. F. Ry. Co., 278 I.C.C. 
183, Samuel Greenfield Co., Inc. v. New 
York Central R. Co., 288 I.C.C. 59, and 
American Smelting & Refining Co. v. 
Grand Trunk W. R., 288 I.C.C. 383. 

“We adhere to the view that the trans- 
portation characteristics of aluminum 
ingots made from scrap are not ma- 
terially different from those of other 
kinds of aluminum ingots,” said the 
Commission. “Thus, the evidence is 
inadequate to support a finding that the 
applicable rates were unreasonable.” 





Registration of ‘Exempt’ 
Motor Carriers Proposed 
By Arpaia as Safety Move 


Commissioner Arpaia, in a motor 
carrier accident report of the Com- 
mission, has recommended “without 
delay” the amendment of the Com- 
mission’s motor safety regulations to 
require each carrier operating under 
the exemption of section 203(b) of 
the interstate commerce act to regis- 
ter with the Commission its intention 
of operating within the exemption. 
Section 203(b) exempts from regu- 
lation certain carriers of agricultural 
and other commodities except for 
safety requirements. 

The recommendation was made in 
motor carrier investigation report No. 8. 
This report covered an accident on Oc- 
tober 21, 1953, at Hyattsville, Md., in 
which two firemen on a hook-and-ladder 
truck were killed. The report described 
a collision between Michael Handfinger, 


of Philadelphia, Pa. an “exempt” 
carrier, and the fire truck. 


A Commission press release said the 
Commission was developing evidence to 


support a criminal charge against 
Michael Handfinger. 
Commissioner Arpaia also recom- 


mended that each vehicle operated in 
interstate commerce under provisions of 
the exemption be required to bear mark- 
ings that identified the motor carrier and 
which clearly indicated the character of 
the operation. 

He also recommended that “each 
exempt’ carrier experiencing no report- 


able accident ... within any calendar 
year, shall file with this Commission a 
written statement that no such acci- 
dent has occurred; and that each such 
carrier experiencing no instance of ex- 
cessive hours of service of drivers... 
within any calendar year, shall file with 
this Commission a written statement 
that there have been no such violations.” 

At one point in the report it was stated 
that it was “noteworthy that only those 
‘exempt’ carriers who have come to the 
attention of the Commission’s Bureau of 
Motor Carriers’ personnel through road 
checks, spectacular accidents, or similarly 
unsystematic means are represented in 
the Commission’s files.” 


COMMISSION REPORTS 


An asterisk before the docket number 
means that the report will not be printed 


in full in the permanent series of Com- 
mission reports. Mimeographed copies of 
such reports in full may be obtained by 
prompt application to the Commission. 





Steel Pipe 


No. 31203, Texas Eastern Transmission 
Corporation v. Louisville & Nashville 
Railroad Co., et al. By division 2. Rep- 
aration awarded on finding to have been 
unjust and unreasonable a combination 
of rates applying over the route used on 
shipments of steel pipe, about October 
5 and 6, 1941, from Rocktram, Calif., to 
Mount Pleasant, Tenn., which resulted 
in charges of $3,437.86 above the single- 
factor rate of 158 cents a 100 pounds, 
plus authorized general increases, as 
published in item 5973-A of Kipp’s I.C.C. 
No. 1547, which rate the complainant 
was told by a railroad agent would be 
protected although the shipments were 
diverted, in an effort to expedite their 
movement. 


Paper Bags 


No. 31161, Arkell and Smiths v. Mis- 
souri Pacific Railroad Co., et al. By 
division 2. Reparation awarded. Found 
inapplicable, rates charged on 41 carload 
shipments of paper bags from Wellsburg, 
W.Va., to Atlas, Mo., on and between 
April 11, 1944, and April 12, 1946. Appli- 
cable rate found to be aggregate of rates 
based on Cincinnati, O., and found not 
shown to have been unreasonable. The 
Commission said that charges on 29 
carloads were based on a combination 
of a rate of 36 cents a 100 pounds to East 
St. Louis, Ill., and 45-cent rate beyond, 
or a through rate of 81 cents, the re- 
maining 12 carloads having been charged 
a combination of a 3l-cent rate to Chi- 
cago, Ill., and a 48-cent rate beyond, or 
a total of 79 cents. The Commission said 
that a quoted aggregate rule under con- 
sideration provided that “the aggregate 
of intermediate rates, via any all-rail 
route,” would apply over all authorized 
routes if lower than the through rate. It 
said the combination of rates to and 
from Cincinnati (25 cents from Wells- 
burg to Cincinnati, 48 cents from Cin- 
cinnati to Atlas), therefore, was appli- 
cable over all authorized all-rail routes 
from Wellsburg to Atlas, including that 
used for these shipments. 


Horses 


No. 31186, Elliott Packing Co. v. Du- 
luth, Winnipeg & Pacific Railway Co., 
et al. By division 2. Complaint dismissed 
on finding not subject to provisions of 
interstate commerce act, collection of 
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charges by defendant railroads for trans- 
portation and other services provided 
within Canada in connection with ship- 
ments of horses, for slaughter, in car- 
loads from various origins in Canada to 
Duluth, Minn., on and between August 
20, 1950, and March 6, 1952. The Com- 
mission said the charges for the trans- 
portation within the United States were 
not assailed. It said the complainant 
contended that, in collecting in USS. 
money the amounts resulting from appli- 
cation of rates for the Canadian portion 
of the transportation and incidental 
services rendered, which were in ex- 
cess of those due and owing in Canadian 
money under concurrently effective rates 
of exchange, the defendants collected 
charges that had been and were inappli- 
cable, unjust and unreasonable. 


Fresh Meat 


No. 31256, Postville Packing Co., Inc. v. 
New York Central Railroad Co., et al. By 
division 2. Reparation awarded on find- 
ing unreasonable, to the extent that they 
exceeded rates made by combining a. 
factor of 11 cents a 100 pounds to the 
Mississippi River and rates from there 
as prescribed in Morrell & Co., v. New 
York Central R. Co., 104 I.C.C. 104, 120 
L.C.C. 537, and increased as authorized, 
rates on fresh meat, in carloads, from 
Postville, Ia., to New York and Rochester, 
N.Y., Boston, Gardner, Somerville, Wor- 
cester, and Springfield, Mass., Ports- 
mouth, N.H., New Haven, Conn., Jersey 
City, N.J., Philadelphia, Pa., and Wash- 
ington, D.C., on and after November 1, 
1951. The Commission said the as- 
sailed rates, which ranged from $1.82 to 
$1.46, included a factor of 26 cents to the 
Mississippi River, which was in effect 
to and including June 30, 1952, after 
which a rate of 17 cents, voluntarily es- 
tablished by the carriers, became effec- 
tive as the factor from Postville to 
Dubuque, Ia. From the river to Phila- 
delphia, Washington, and Rochester, it 
said, the factors were $1.52, $1.52, and 
$1.20, respectively, and to the other des- 
tinations, $1.56. It said the eastern fac- 
tors, not assailed, were those prescribed 
in Morrell & Co. v. New York: Central. 


Iron and Steel Billets 


I. and S. No. 6111, Iron and Steel Bil- 
lets, Houston to Baton Rouge. By divi- 
sion 2, Commissioner Freas noting dis- 
sent. Proposed schedules ordered can- 
celed by April 15, on one day’s notice and 
proceeding discontinued, without prej- 
udice to filing of new schedules in con- 
formity with findings. Found not shown 
just and reasonable, proposed reduced 
commodity rate on iron or steel billets 
(not copper clad), blooms, or ingots, in 
carloads, minimum 56,000 pounds, from 
Houston, Tex., to Baton Rouge, La. The 
Commission said the present rate was 
$12.35 a ton of 2,240 pounds (27.5 per 
cent of first class), minimum 50,000 
pounds. It said the proposed reduced 
rate of $5.94 on billets, minimum 56,000 
pounds, if permitted to take effect, would 
become $6.83 by addition of the general 
increase authorized in Ex Parte 175, In- 
creased Freight Rates, 1951. It said the 
present rail rate was too high to move any 
material volume of the traffic. The rec- 
ord was persuasive, however, it said, 
that the proposed rate was lower than 
necessary to afford a fair opportunity 
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for both rail and barge transportation 
to compete for the traffic. The Commis- 
sion said its opinion was that the rate to 
be maintained by the railroad respond- 
ents on this traffic might not be less 
than $8.32. It said the proposed sched- 
ules were filed to become effective May 
26, 1953, and, on protest of the Water- 
ways Freight Bureau, Chicago, IIl., oper- 
ation of the schedules was suspended 
to December 25, 1953, with a voluntary 
deferment by the respondents pending 
disposition of the case. 


Yellow Pine Poles 


No. 31262, Colfax Lumber & Creosot- 
ing Co., Inc. v. Louisiana & Arkansas 
Railway Co., et al. By division 2. Rep- 
aration awarded on finding applicable, 
charges collected for line-haul transpor- 
tation of two carloads of yellow pine 
poles shipped on January 8, 1951, from 
Jena, La., creosoted at Pineville, La., and 
reshipped from that point on April 16, 
1951, to Presidio, Tex., for export to 
Ciudad Juarez, Chihuahua, Mexico, but 
later reshipped from Presidio to El Paso, 
Tex., arriving May 11, 1951, for export to 
the same destination. The rates were 
found unjust and unreasonable, however, 
to the extent that they exceeded charges 
based on a rate of 48 cents a 100 pounds, 
plus a charge of $6.42 a car for the stop 
in transit. Demurrage charges for deten- 
tion of the cars at Presidio were found 
inapplicable because no notice of arrival 
of cars was given. The Commission said 
the charges collected were based on a 
rate of 48 cents from Jena to Presidio, 
plus 34 cents from Presidio to El Paso, 
in addition to demurrage’ charges 
amounting to $154.50 and the charge of 
$6.42 a car for the stop in transit. 


Bituminous Coal 


I. and S. No. 6076, Coal—Hazard, Ky., 
Group to Southeast. By division 2, Pro- 
posed schedules ordered canceled by 
April 15, on one day’s notice, and pro- 
ceeding discontinued on finding pro- 
posed joint through rates on bituminous 
coal, carloads, from mines in the Hazard 
district in southeastern Kentucky to 
destinations in Carolina and Southeast- 
ern territorities 22 cents a net ton higher 
than on like traffic to the same destina- 
tions from mines in the Harlan, Ky., 
group, not shown just and reasonable. 
By schedules filed to become effective 
February 25, 1953, the Louisville & Nash- 
ville and some of its connecting lines 
proposed the rates, which were suspend- 
ed on protests of southern railroads and 
coal producers until September 24, 1953. 
Respondents voluntarily deferred opera- 
tion of the schedules pending disposition 
of the proceeding. The Commission said 
the proposed differential of 22 cents was 
too small but that, on the record before 
it, it was not prepared to prescribe the 
measure of a differential which could 
be approved as lawful. Fourth section 
relief was denied by fourth section order 
No. 17686. Relief had been asked by 
fourth section application No. 27752. 


UNCONTESTED FINANCE CASES 


Report and certificate in F.D. No. 18417, 
Everett Railroad Co., Acquisition, involving 
an application to purchase four miles of 
track from the Huntingdon & Broad Top 
Mountain Railroad & Coal Co., approved. 


Report and order in F.D. No. 18442, Union 
Railroad Co. Notes, granting authority to 
issue from time to time during the year 1954 
unsecured promissory notes in an aggregate 
principal amount not exceeding $2,500,000, to 
be delivered to the United States Steel Cor- 
poration to evidence loans of a like aggregate 
amount and the proceeds to be used to 
finance, in part, the cost of rearranging and 
constructing facilities at Monongahela Junc- 
tion, Pa., approved. 

* * 

Report and order in F.D. No. 18446, Mis- 
souri Pacific Railroad Co. Trustee Equipment 
Trust Certificates, granting authority to as- 
sume obligation and liability, as guarantor, 
in respect of not exceeding $3,000,000 of Mis- 
souri Pacific Railroad equipment trust certifi- 
cates, series —, to be issued by The New 
York Trust Co., as trustee, and sold at 99.309 
per cent of principal and accrued dividends 
in connection with the procurement of cer- 
tain new equipment. approved. 

* ce 


Report and order in F.D. No. 18343, Bangor 
& Aroostock Railroad Co. Bonds, granting 
authority to sell without competitive bid- 
ding $2,000,000, principal amount, of first- 
mortgage 412 per cent bonds, now held in 
applicant’s treasury under pledge, at not 
less than 90 per cent of their principal 
amount, plus accrued interest, the proceeds, 
with other funds, to be used to retire $2,- 
100,000 of its outstanding collateral trust 
bonds, approved. 

* co 

Report and order in F.D. No. 18338, Pacific 
Greyhound Lines Stock, granting authority 
to issue not exceeding 97,300 shares of 5 per 
cent cumulative preferred stock, par value 
$100 each, to be distributed to the stock- 
holders as a stock dividend on common 
= stock, approved. Conditions pre- 
scr’ é 
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ographed copies of such reports in full 
may be obtained by prompt application 
to the Commission. 





* MC-24583, Sub. 6, Fred Stewart, 
Magnolia, Ark., Extension— Wooden 
Structural Forms. Certificate granted. 
Wooden structural forms and incidental 
hardware, over irregular routes from 
points in Columbia county, Ark., to 
points in Tex., Okla., Kan., Ky., Tenn., 
Ala., Miss., and La. 

* MC-30844, Sub. 21, Heuer Truck 
Lines, Inc., Marshalltown, Ia., Extension 
—Animal and Poultry Feed. Certificate 
denied. Animal and poultry feed, from 
Kansas City, Mo.-Kan., to points in Ia., 
except specified points, over irregular 
routes. 

* MC-11207, Sub. 169, Deaton Truck 
Line, Inc., Birmingham, Ala., Extension 
—Glass Products. Certificate denied. 
Over irregular routes, glass bottles and 
jars, from Boylston, Ala., and points 
within 3 miles of Boylston, to points in 
Miss., La., Ark., Tenn., N.C., S.C., Ga., 
Fla., Ala., and Ky., and empty pallets 
used in transportation of glass bottles 
and jars, from Boylston and points 
within 3 miles thereof, on return. 

* MC-3753, Sub. 11, A.A.A. Trucking 
Corporation, Trenton, N.J., Extension— 
Bulk Flavoring Syrup, embracing MC- 
48388, Sub. 34, J. E. Faltin Motor Trans- 
portation, Inc., Manchester, N.H., Exten- 
sion—Bulk Favoring Syrup. Certificates 
denied. MC-3753, Sub. 11: (1) flavoring 
syrup, in bulk, in tank vehicles, between 
Kearny, N.J., on one hand, and, on other, 
points in N.H., Vt., Mass., Conn., R.I., 
and N.Y., within 260 miles of Kearny, 
and those in Pa., on and east of US. 
highway 15, and (2) liquid sugar, in bulk, 
in tank vehicles, between Kearny, on one 
hand, and, on other, New York and Yon- 
kers, N.Y., over irregular routes. MC- 
48388, Sub. 34: same commodities, be- 
tween same points, in same manner as 
described in MC-3753, Sub. 11. 








TRAFFIC WORLD 


* MC-1255, Sub. 1, Francis Albert Mc- 
Ginn (Marguerite E. McGinn, Adminis- 
tratrix), dba McGinn Bus Co., West 
Lynn, Mass., Extension—Lincoln Downs 
Race Track. Certificate granted, Com- 
missioner Elliott noting dissent. Pas- 
sengers, in round trip special operations, 
between Lynn, Mass., and Lincoln Downs 
race track at Lincoln, R.I., over irregular 
routes, during racing season. 


* MC-8544, Sub. 13, Galveston Truck 
Line Corporation, Houston, Tex., Exten- 
sion—Oklahoma, embracing MC-61440, 
Sub. 61, Lee Way Motor Freight, Inc., 
Extension—Oklahoma. Certificates de- 
nied. Sugar from Sugar Land, Tex., to 
points in Okla., over irregular routes. 


* MC-106400, Sub. 6, Kaw Transport 
Co., Sugar Creek, Mo., Extension— 
Ottumwa, Ia. Certificate and dual oper- 
ation granted. Petroleum and petroleum 
products, in tank vehicles, between Ot- 
tumwa, Ia., and points within 15 miles 
of Ottumwa, on one hand, and, on other, 
points in a described Mo. area, over 
irregular routes. 


MOTOR FINANCE CASES 


MC-F-5650, F. E. McCreary, Jr.—Control; 
Peoria-Rockford Bus Co.—Merger—Carbon- 
dale-Harrisburg Coach Line, Inc. Applica- 
tion for authority under section 210a(b) of 
Peoria-Rockford Bus Co., of Rockford, IIl., 
for temporary operation of the motor-carrier 
properties of Carbondale-Harrisburg Coach 
Line, Inc. (an Illinois corporation), and Car- 
bondale-Harrisburg Coach Lines, Inc. (an 
Indiana corporation), of Carbondale, IIl., de- 


nied. 
* ae * 


MC-F-4250, Thomas M. Mooney, et al.— 
Control—Waits Bus Lines, Inc., embracing 
MC-F-4932, Thomas M. and Naoma Mooney 
—Control—Mooney Motor Coaches—Purchase 
—Thomas M. Mooney; and Merger—Waits 
Bus Lines, Inc. Findings in prior report re- 
versed. Acquisition by Thomas M., Naoma, 
and Bruce Mooney, of Greenville, Tex., of 
control of Waits Bus Lines, Inc., Pittsburg, 
Tex., through purchase of capital stock, 
purchase by Mooney Motor Coaches of the 
operating rights of Thomas Mooney, merger 
of the operating rights and property of 
Waits into Mooney Motor Coaches for own- 
ership, management, and operation, and ac- 
quisition by Thomas and Naoma Mooney of 
control of the rights and property through 
the purchase and merger. approved with 


condition. 
. « * 


MC-F-5379, Ray D. Peo—Control; Niagara 
Motor Freight Corp. — Purchase — Pocono 
Freight Lines, Inc., and C. Sherman Wiley. 
Purchase by Niagara Motor Freight Corp., 
Syracuse, N.Y., of the operating rights and 
certain property of Pocono Freight Lines, 
Inc., and C. Sherman Wiley, dba Connecti- 
cut-New York Motor Lines, all of Syracuse, 
and acquisition by Ray D. Peo, of Cleveland, 
O., of control of the rights and property, 
approved with condition. 

* * a 


MC-F-5297, Cornelius Bylenga, Jr.—Con- 
trol; Associated Truck Lines, Inc.—Purchase 
(Portion)—Blue Arrow Transport Lines, Inc. 
Application of Associated Truck Lines, Inc., 
Grand Rapids, Mich., for authority to pur- 
chase certain operating rights of Blue Arrow 
Transport Lines, Inc., also of Grand Rapids, 
and of Cornelius Bylenga, Jr., for authority 
to acquire control of the operating rights, 


denied. 
ak es * 


MC-F-5287, Roy L. Barnes, et al.—Control; 
Barnes Truck Lines, Inc.—Purchase—Leon T. 
and Vernon G. Ricks. Purchase by Barnes 
Truck Lines, Inc., of Wilson, N.C., of certain 
operating rights of Leon T. Ricks and Vernon 
G. Ricks, partners, dba Ricks Motor Lincs, 
of Selma, N.C., and acquisition by Roy L. 
Barnes, Eddie L. Barnes, and H.C. Barnes, 
Jr., all of Wilson, of control of the rights 
through the purchase, authorized, with con- 
ditions. Order effective April 21. 


* * * 


MC-F-5550, Missouri Pacific Railroad “0. 
(Guy A. Thompson, Trustee)—Control; M's- 
souri Pacific Freight Transport Co.—Pt!- 
chase (Portion)—Frank E. Bolser. Purch.se 
by Missouri Pacific Freight Transport Co., of 
St. Louis, Mo., of certain operating rigits 
of Frank E. Bolser, dba Cox Truck Line, of 
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March 20, 1954 


Shawnee, Kan., and acquisition by the Mis- 
souri Pacific Railroad Co. trustee of control 
of the rights through the purchase, author- 
ized, with conditions. 





Orders 





1.C.C. Amends Its Rules on 
Filing of Motor Pleas for 
Merger and Control Rights 


The Commission, division 4, by an 
order, effective March. 22, has 
amended the Commission’s rules re- 
garding the filing by motor carriers 
of applications for authority to merge 
properties or franchises, acquire con- 
trol, and to operate temporarily. 


Earlier, the Commission had issued a 
special rule requiring that effective 
March 22, notice of the filing of appli- 
cations for authority by motor carriers 
of property to interested persons, includ- 
ing competitors, would be given by pub- 
lication of a summary of the authority 
sought in the Federal Register (T.W., 
March 13, p. 38, and Feb. 20, p. 41). The 
Commission also earlier issued a notice 
of proposed rule-making requiring pub- 
lication in the Federal Register of notice 
of the filing by motor carriers Of pas- 
sengers of applications for operating, 
leasing, control and other authority. 
Persons desiring to file their views on 
the passenger rule-making proposal 
with the Commission were given until 
March 27 to do so. 


Amendments Stated 


The instant order amended part 180 
of the rules under the following head- 
ings: Section 180.1, “Application for 
authority to merge properties or fran- 
chises;” section 180.50, “Application for 
authority to acquire control;” and sec- 
tion 180.6, “Application for approval of 
temporary operation.” 


Under each heading the amended or- 
der retained paragraphs (a) and (c) and 
amended paragraph (b) so as to read 
as follows: 


“(b) The verified original of each such 
application and five copies thereof shall 
be filed with this Commission, one true 
copy thereof shall be furnished to each 
of the directors of districts of the Bu- 
reau of Motor Carriers in which the 
headquarters of applicants are located, 
and one true copy shall be delivered, in 
person or by registered or receipted mail, 
to the board, commission, or official (or 
to the governor where there is no board, 
commission, or official) having authority 
to regulate the business of transporta- 
tion by motor vehicle in each state in 
which the applicants operate. If the 
application pertains to the transporta- 
tion of passengers, a notice of the filing 
of such application, Form B.M.C. 15A 
(Revised) (Section 7.15A), must also be 
delivered, in person or by registered or 
receipted mail, to each motor carrier and 
each carrier by rail or water, known to 
the applicants, with whose service the 
operations described in the separately 
filed application under section 5 are or 
will be directly competitive. If the ap- 
plication pertains to the transportation 
cf property, applicants are not required 
to give notice to competitors since notice 


of such filing will be by publication in 
the Federal Register.” 

The order also amended the heading 
of section 180.70, “Protests against ap- 
plications,” to read: “Protests against 
applications pertaining to the transpor- 
tation of passengers.” The order said 
that paragraphs (a), (b), (c), and (d) 
under this section would be retained in 
their present form. 

Under the special rules issued earlier 
governing notice of filing of applications 
by motor carriers of property it was 
stated that protests to the granting of 
an application for such authority were 
to be filed with the Commission within 
30 days after the date notice of the 
filing of the application was published 
in the Federal Register. 





Rule-Making Proceeding on 
Motor Contract Carriage of 
U.S. Freight Instituted 


The Commission announced on 
March 17 that it had instituted a 
rule-making proceeding to determine 
whether contract motor carriers 
should be granted relief from I.C.C. 
rules governing the filing of sched- 
ules of minimum charges for trans- 
portation under contracts with the 
U.S. government. The action was 
by an order in Ex Parte MC-47, 
Transportation of U.S. Government 
Freight by Contract Carriers by 
Motor Vehicle. 


The proceeding was assigned for hear- 
ing May 18 before Examiner Michael B. 
Driscoll at the Commission in Washing- 
ton, D.C. 

The Commission said it had consid- 
ered a petition submitted by the Con- 
tract Carrier Conference of the Ameri- 
can Trucking Associations, Inc., and a 
reply by the Regular Common Carrier 
Conference of the same association. 


The proceeding was instituted to “de- 
termine whether, and the extent to 
which, contract carriers by motor vehi- 
cle should be granted relief from the 
provisions of section 218(a) of the inter- 
state commerce act, and the Commis- 
sion’s rules and regulations promulgated 
thereunder with respect to the filing of 
schedules of minimum charges for 
transportation performed under con- 
tracts with the United States govern- 
ment, and to take such other action in 
the premises as the facts and circum- 
stances shall appear to warrant.” 

The order was issued by division 2 of 
the Commission. 





Frisco Record Forms 


The Commission, by Commissioner 
Clarke, has issued two orders, one ap- 
proving record forms desired to be kept 
by the St. Louis-San Francisco Railway 
Co., and the St. Louis, San Francisco & 
Texas Railway Co., and the other order 
approving record forms desired to be 
kept by the Frisco alone. The forms 
embodied information additional to that 
prescribed by the Commission. 

The forms approved for the Frisco and 
the St. Louis, San Francisco & Texas 
were entitled: “ ‘Dispatchers’ Record of 
Movement of Trains,’ For Southwestern 
Division—Form 654 Local.” The form 
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approved for use by the Frisco alone was 
entitled: “ ‘Dispatchers’ Record of Move- 
ment of Trains,’ For Southwestern Di- 
vision—Forms 653 Local, and 653-A 
Local.” 

The orders were issued in “Method 
and form of Records to be Kept by Car- 
riers Relating to the Time on Duty of 
Employes and the Movement of Trains.” 


1.C.C. Eliminates Rates on 
Petroleum From Order on 
Mississippi State Rates 


The Commission, by an order in 
No. 31164, Mississippi Intrastate 
Freight Rates and Charges, has 
eliminated a reference to “refined 
petroleum in tank cars” from an 
order it issued February 1 requiring 
railroads operating in Mississippi to 
bring the intrastate rates on a num- 
ber of specified commodities up to 
the interstate level authorized in Ex 
Parte 175, Increased Freight Rates, 
1951 (T.W., March 13, p. 11, and 
Feb. 13, p. 26). 


It said the Mississippi Public Service 
Commission .had authorized a 15 per 
cent increase in intrastate rates and 
charges on refined petroleum in tank 
cars. The Commission also said that the 
respondent railroads asked that the re- 
quirement regarding petroleum rates be 
excluded from the Commission’s Febru- 
ary 1 order. 

In the meantime, the State of Missis- 
sippi and the Mississippi Public Service 
Commission petitioned the federal Com- 
mission to delete the words “refined pe- 
troleum in tank cars” from the provi- 
sions of its February 1 order. The state 
commission said it had complied with a 
decision of the federal Commission in 
this proceeding issued in November, 1953, 
by increasing the intrastate rates on re- 
fined petroleum in tank cars from 6 per 
cent to the interstate level authorized in 
Ex Parte 175, Increased Freight Rates, 
1951. 

Court Appeal Planned 


The state petitioners also said they 
planned to appeal to the courts from the 
federal Commission’s order of February 
1, “insofar as it requires increases in 
intrastate freight rates and charges for 
the named commodities except refined 
petroleum in tank cars.” 

The federal Commission, in its instant 
order, said the order of February 1, which 
related to intrastate rates on a number 
of commodities besides refined petroleum 
products, would in all other respects re- 
main in full force and effect until fur- 
ther order of the Commission. 

The instant order said the federal 
Commission issued its report in the pro- 
ceeding with findings and conclusions, 
on November 2, 1953, and that by its 
order of February 1, 1954, denied peti- 
tions of the state and state commission 
and other parties for reconsideration, 
further hearing, reargument, and modi- 
fication. 

The federal Commission in its instant 
order, said it previously notified and re- 
quired the respondent railroads to estab- 
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lish, on March 19, on not less than five 
days’ notice, and thereafter to maintain 
for intrastate transportation of cotton- 
seed and products thereof, soybeans and 
products thereof, fertilizer and fertilizer 
materials, lumber and articles listed as 
taking the lumber rates, pulpwood, sand 
and gravel, cement, brick and related 
articles in the brick list, and refined 
petroleum in tank cars, from and to 
points in Mississippi, freight rates and 
charges that would not be lower than the 
rates and charges approved in its report. 

“The Mississippi Public Service Com- 
mission, by its order entered February 
23, 1954, in its proceeding MPSC No. 
11065, upon reconsideration,” said the 
federal Commission, “authorized an in- 
crease of 15 per cent in intrastate rates 
and charges for the transportation 
within the State of Mississippi of refined 
petroleum in tank cars, and the respond- 
ent railroads by petition filed March 4, 
1954, request amendment of the order of 
February 1, 1954, to exclude therefrom 
the requirements that rates and charges 
for the intrastate transportation within 
Mississippi of refined petroleum in tank 
cars be established and maintained in 
compliance with said order .. .” 

The state and the state commission, 
in their petition, said that the state com- 
mission’s action by its order of February 
23, constituted compliance with the fed- 
eral Commission’s decision of November, 
1953, in the instant I.C.C. proceeding, as 
to freight rates and charges for trans- 
portation of refined petroleum in tank 
cars from and to points in Mississippi. 

The state petitioners said that in 
view of the state commission’s action, 
“the issue as to rates applicable to the 
intrastate transportation of refined pe- 
troleum in tank cars is no longer a part 
of the section 13 proceeding and, there- 
fore, the reference to ‘and refined petro- 
leum in tank cars,’ should be deleted 
from the section 13 order of the Inter- 
state Commerce Commission dated Feb- 
ruary 1, 1954, as requested herein.” 

Prompt action on the relief requested 
was desired, said the state petitioners, 
inasmuch as they were planning to ap- 
peal to the courts from the federal Com- 
mission’s order dated February 1 in No. 
31164, except with respect to petroleum 
rates. 

The state petitioners said that after 
receiving notice that their “timely filed” 
petition for reconsideration of the Com- 
mission’s November, 1953, report in No. 
31164 had been denied, the state com- 
mission issued its order of February 23. 


That order, said the petitioners, was 
issued “after mature consideration by the 
Mississippi Public Service Commission,” 
and provided in part as follows: 


“Therefore, it is ordered the intra- 
state rates and charges for the transpor- 
tation of refined petroleum in tank cars 

‘ may be increased the full 15 per cent, 
and may be published and applied 15 
days from the date hereunder.” 





Rail Safety Applications 


Secretary Laird, of the Commission, 
has issued a 4-page notice entitled “In- 
structions Governing Applications Under 
Section 25 of the Interstate Commerce 
Act for Approval of Discontinuance or 
Material Modifications of Installations of 
Block Signal Systems, Interlocking, Traf- 


fic Control Systems, and Automatic 
Train Stop, Train Control or Cab Signal 
Systems (Section 25(b)).” The notice 
contains a list of 10 numbered instruc- 
tions for use in filing applications. 





Probe of N.J. Commutation 
Fares Initiated by 1.C.C 


The Commission, on March 15, an- 
nounced its institution of an investiga- 
tion into an existing differential between 
the interstate and intrastate commuta- 
tion passenger fares of four railroads in 
New Jersey. An order of investigation 
was instituted by the Commission, di- 
vision 1, in No. 31474, New Jersey Com- 
mutation Fares (T.W., Feb. 13, p. 31). 

“Since 1950,” said the Commission in 
a@ press release, “intrastate commutation 
fares have been generally $1.50 per month 
lower than the interstate fares on trips 
of 10 miles or more. A 1952 increase 
was granted in both the interstate and 
intrastate fares, but the relative differ- 
ence remained. 

“In an effort to bring the intrastate 
fgres up to the interstate fare level, a 
petition for an I.C.C. investigation was 
filed last February 5 by the Erie Railroad 
Co., the Lehigh Valley Railroad Co., the 
New Jersey & New York Railroad Co., 
and the Pennsylvania Railroad Co. 

“The I1.C.C. noted that the state of 
New Jersey and its Board of Public 
Utility Commissioners filed an answer 
February 26 requesting that the rail- 
roads’ petition be denied, or as an alter- 
native, that the problem be assigned for 
hearing. 

“The Commission’s investigation will 
seek to determine whether the existing 
differential results in discrimination 
against interstate commerce. If such a 
finding were made, it wouid then lead 
to a determination of fares designed to 
remove any discrimination. 

“The Commission declared that a hear- 
ing date and place will be announced 
later.” 


Service Over New Portion 
Of Canal System Granted 


The Commission, division 4, has issued 
a number of amended certificates and 
orders in water carrier application pro- 
ceedings, authorizing the various carriers 
to extend their services to include opera- 
tions as common carriers between ports 
and points along the Pearl River and 
West Pearl River segments of the Gulf 
Intracoastal Waterway System below and 
including Bogalusa, La. 

The Commission said that the un- 
completed portion of the waterway was 
opened for navigation on November 21, 
that the applicants had instituted opera- 
tions over that portion of the waterway 
within 120 days from the date it was 
opened as required by section 309(d) of 
the interstate commerce act. Having so 
found, said the Commission, it reopened 
the proceedings to consolidate the rights 
to be issued with those specified in out- 
standing certificates. 

The amended certificates and orders 
were issued in the following proceedings: 

W-262, Gulf Coast Towing Co., Inc., 
Applications; W-262, Sub. 2, Same, Ex- 
tension—Tiger Pass, and W-262, Sub. 3, 
Same, Extension—Bogalusa. 


W-344, Hyer Towing Co. Contract 
Carrier Application, Hyer Towing Co.— 
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Extension Application, and W-344, Sub. 
1, Same, Extension. 

W-536, Baton Rouge Coal & Towing 
Co. Contract Carrier Application; W- 
536, Sub. 4, Same, Extension—Lubricat- 
ing Oils and Greases, and W-536, Sub. 5, 
Same, Extension—Bogalusa. 

W-700, Coyle Lines Common Carrie 
Applications; W-700, Sub. 2, Same, Ex- 
tension—Brownsville; W-700, Sub. 3 
Same, Extension—Warrior River; W- 
700, Sub. 5, Extension—Harlingen, : and 
W-700, Sub. 6, Same, Extension—Boga- 
lusa. 

W-844, L. N. Boudreaux Contract Car- 
rier Application, and W-844, Sub. 1. 
Same, Extension. 

W-923, Chester D. and David C. Bint- 
liff, Common Carrier Application; W- 
923; Sub. 3, Gulf-Canal Lines, Inc., Ex- 
tension and Removal of Limitation, and 
W-923, Sub. 4, Same, Extension—Boga- 
lusa. 





More Time Given for Views 


On Accessorial Services 


The Commission, division 2, by an or- 
der in No. 31450, Publication of Rules 
and Charges for Accessorial Services by 
Rail and Motor Carriers, has postponed 
from April 12 to June 15, the date by 
which respondents and other interested 
parties may file with the Commission 
written statements containing data, 
views, or arguments concerning proposed 
revised rules for the aforementioned 
services (T.W., Feb. 6, p. 45). 

It said the National Traffic Committee 
of the Trucking Industry requested an 
extension of time for filing views and 
arguments. 

In a notice of proposed rule making, 
division 2 earlier stated that in the 
matter of regulations governing the 
separation of charges for protection 
against the weather, such as heating, 
icing and refrigeration, from the line- 
haul rates or charges, a need for revision 
of the regulations existed. 

The instant order said the statements 
to be filed should conform to the specifi- 
cations provided in rule 15 of the Com- 
mission’s general rules of practice and 
that an original and signed copy and 5 
copies should be furnished for use of 
the Commission. 





Form, Processing of Motor 


Passenger Applications Set 


The Commission, division 5, has issued 
an order entitled “In the Matter of Ap- 
plications Under Sections 206, 207, 209, 
and 210, Interstate Commerce Act,” pre- 
scribing the form of application, and 
the filing and service of such applica- 
tions, where authority is asked to trans- 
port passengers. 

Sections 206 and 207 have to do with 
application for and issuance of certif- 
icates. Section 209 has to do with per- 
mits, and section 210 has to do with 
dual operations of a carrier as a com- 
mon and contract carrier. 

The text of the order follows: 

It is ordered that, 


“Part 168 be, and it is hereby, amended 
as follows: 


“Section 168.1 Applications: (a) Fcrm. 
—Applications for motor carrier cer ifi- 
cates and permits to continue, insti‘ te, 
change, or extend motor carrier op*ra- 
tions, or to engage in dual operations, in 
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interstate or foreign commerce under the 
interstate commerce act, shall be in the 
form and contain the information called 
for in the form of application designated 
as B.M.C. 78. (Section 1.78). 

“(b) Filing and service—The verified 
original of each such application shall 
be filed with this Commission, one true 
copy thereof shall be furnished the dis- 
trict director or supervisor of the Bureau 
of Motor Carriers located in the district 
wherein applicant is domiciled, and one 
true copy shall be delivered, in person 
or by registered or receipted mail, to the 
board, commission, or official (or governor 
if there is no board, commission or of- 
ficial) having authority to regulate the 
business of transportation by motor vehi- 
cles, of each state in or through which 
applicant operates or proposes to operate. 
If the authority sought is for the trans- 
portation of passengers, a notice of the 
filing of such application, form B.M.C. 15 
(revised) (Section 7.15), must also be 
delivered, in person or by registered or 
receipted mail, to each motor carrier and 
each carrier by rail or water, known to 
the applicant, with whose service the 
operations described in such application 
are or will be directly competitive. If the 
authority sought is for the transportation 
of property, applicant is not required to 
give notice to competitors since notice of 
such filing will be by publication in the 
Federal Register. 

“It is further ordered, That except as 
hereby amended, the order herein dated 
January 15, 1951, shall remain in full 
force and effect. 


“And it is further ordered, That this 
order shall become effective on the 22nd 
day of March, 1954.” 





Bureau Is Allowed to 
Drop L.T.L. Exceptions 


The Commission, division 2, refused, 
March 12, to suspend provisions of Mid- 
dlewest Motor Freight Bureau tariffs 
which, according to the Iowa Industrial 
Traffic League, proposed cancellation no- 
tice of all exceptions ratings on less- 
truckload traffic, effective March 15. 

The Iowa group named, among other 
schedules, supplement No. 11 to M.M.F.B. 
tariff No. 34-A, MF-I.C.C. No. 240. It 
called attention to a protest filed last 
October against similar tariff provisions 
which protest, the league said, stated 
its position in “the matter of unjust dis- 
crimination; undue and unreasonable 
prejudice against Iowa industry, and 
preference to be accorded competitive 
industries in other states.” 

In the earlier petition the league said 
it would have no objection to the pub- 
lication of the same basis between Iowa 
and the southwest as was contemplated, 
it said, between Illinois and the south- 
west, and would withdraw its petition 
for suspension if the carriers would com- 
ply with that request. It said it hoped 
the Commission would listen to its plea 
and not force the filing of a formal 
complaint. 








SUSPENDED TARIFFS 


Designation of a tariff below does not 
mean that all schedules in it have been 
Suspen- 
sion orders contain many schedules not 
reproduced here. Details of such orders 
are published in The Traffic Bulletin. 


suspended by the Commission. 





I. and S. M-5754, Bakery Goods and 
Petroleum—Middle Atlantic Territory, 
The Commission, Board of Suspension, 
suspended from March 10, to and in- 
cluding October 9, schedules as published 
in supplement No. 47 to tariff MF-I.C.C. 
No. 350 of Agent R. S. Cooper, Greens- 
boro, S.C. The suspended schedules pro- 
pose, for motor-common-carriers partic- 
ipating in the tariff, to reduce the mini- 
mum weight applicable in connection 
with class rates on certain bakery prod- 
ucts in Middle Atlantic States Territory, 
also to reduce the commodity rates on 
petroleum and petroleum products (ex- 
cept in tank trucks) from Marcus Hook, 
and Philadelphia, Pa., Bayonne, Bayway, 
Elizabeth and Sewaren, N.J., and Brook- 
lyn, N.Y. to Beckley, Boomer, Charleston, 
and Logan, W.Va. 

I. and S. M-5763, Cotton Piece Goods— 
Georgia to New York Port, the Commis- 
sion, Board of Suspension, suspended 
from March 11 to and including October 
10, schedules as published in supplements 
Nos. 58 and 60 to tariff MF-I.C.C. No. 590 
of Southern Motor Carriers Rate Con- 
ference, agent, Atlanta, Ga., and supple- 
ment No. 18 to tariff MF-I.C.C. No. 392 
of R. S. Cooper, agent, Greensboro, N.C. 
The suspended schedules propose a re- 
duced motor common carrier commodity 
rate on cotton piece goods in the original 
piece, minimum 20,000 pounds, from Co- 
lumbus, Ga., to New York Port and New 
York District, N.Y. 


I. and S. M-5764, Bakery Goods—Rich- 
mond, Va., to Columbus, Ohio, the Com- 
mission, Board of Suspension, suspended 


from March 11 to and including October 
10, schedules as published on 2nd re- 
vised page No. 73 to MF-I.C.C. No. 31 of 
Wilson Freight Forwarding Co., Cincin- 
nati, O., and on 18th and 19th revised 
pages 218 to MF-I.C.C. No. A-90 of East- 
ern Central Motor Carriers Association, 
agent, Akron, O. The suspended sched- 
ules propose a new motor common carrier 
commodity rate on bakery goods, mini- 
mum 20,000 pounds, from Richmond, Va.., 
to Columbus, O., to apply in lieu of a 
higher class rate now maintained on this 
traffic for the same minimum weight. 

I. and S. M-5765, Fertilizer—Salt Lake 
City, Utah, to Denver, Colo., the Com- 
mission, Board of Suspension, suspended 
from March 12 to and including October 
11, certain schedules as published on 2nd 
revised page 157-A to tariff MF-I.C.C. 
No. 62 of Rocky Mountain Motor Tariff 
Bureau, Inc., agent, Denver, Colo. The 
suspended schedules propose to establish 
a new motor common carrier commodity 
rate on fertilizer compounds, minimum 
40,000 pounds, from North Salt Lake City, 
Salt Lake City, and Midvale, Utah to 
Denver, Colo., and group points. 

I. and S. M-5766, Liquefied Chlorine 
Gas—Baltimore to Del., N.J. & Pa., the 
Commission, Board of Suspension, sus- 
pended from March 11, to and including 
October 10, certain schedules as pub- 
lished in schedule of minimum rates 
and charges, MF-I.C.C. No. 9 of The 
Oriole Terminal & Transportation Co., 
Baltimore, Md. The suspended schedules 
propose new or reduced motor contract 
carrier minimum rates on liquefied chlo- 
rine gas, in containers, minimum 16,000 
pounds, from Baltimore, Md., to points 
in Delaware, New Jersey and Pennsyl- 
vania. 

I. and S. M-5767, Floor Covering, Pe- 
troleum—Ind. Ky., N.J., N.Y., the Com- 
mission, Board of Suspension, suspended 
from March 11 to and including October 
10, certain schedules as published in 
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MF-I.C.C. No. 11 of Service, Inc., South 
Charleston, W.Va. The suspended sched- 
ules propose to establish new and re- 
duced rates on floor covering from Sa- 
lem, N.J., to Louisville, Ky., and on 
petroleum and petroleum products from 
Jeffersonville Ind., to Perth Amboy, 
N.J., also between Jeffersonville, Ind., 
and New York, N.Y. 

I. and S. M-5768, Butter, Eggs—Balti- 
more, Md. to Boston, Mass., the Com- 
mission, Board of Suspension, suspended 
from March 12 to and including October 
11, certain schedules as published in 
supplement No. 32 to tariff MF-I.C.C. 
No. 26 of E. J. Scannel, Inc., Somerville, 
Mass. The suspended schedules propose 
to establish new motor common carrier 
commodity rates on butter and eggs, 
minimum 23,000 pounds, from Baltimore, 
Md., to Boston, Mass., and Providence, 
R.I., in lieu of higher class rates. 

I. and S. M-5769, Electric Appliances 
& Shoes, L.T.L.—E. J. Scannell, Inc., the 
Commission, Board of Suspension, sus- 
pended from March 12 to and including 
October 11, certain schedules as pub- 
lished in supplement No. 32 to tariff 
MF-I.C.C. No. 26 to E. J. Scannell, Inc., 
Somerville, Mass. The suspended sched- 
ules propose to establish new motor com- 
mon carrier less-than-truckload com- 
modity rates on certain electrical ap- 
pliances and equipment from Lynn, 
Mass., to Waynesboro, Va., and from 
Waynesboro,. Va., to Boston, Mass., also 
on boots or shoes from Somerville, Mass., 
to Washington, D.C., in lieu of higher 
class rates. 

I. and S. M-5770, Commodities—Pacific 
Coast to St. Paul, St. Louis & Chicago, 
the Commission, Board of Suspension, 
suspended from March 13 to and in- 
cluding October 12, certain schedules as 
published on 23rd revised page 42, 15th 
revised page 47, and 20th revised page 
49 to tariff MF-I.C.C. No. 50 of Rocky 
Mountain Motor Tariff Bureau, Inc., 
agent, Denver, Colo. The suspended 
schedules propose new and reduced motor 
common carrier commodity rates on vari- 
ous commodities, minimum 30,000 pounds, 
from points in Montana, Oregon and 
Washington, to Chicago, Ill., St. Louis, 
Mo., St. Paul, Minn., and various points 
in North Dakota. 


I. and S. M-5771, Commodity List, 
Meats, Etce.—Safeway Truck Line, the 
Commission, Board of Suspension, sus- 
pended from March 15 to and including 
October 14, certain schedules as published 
in tariff MF-I.C.C. No. 29 of Safeway 
Truck Lines, Inc., Chicago, Ill. The sus- 
pended schedules propose to cancel the 
aggregate 10 per cent weight restriction 
on various commodities embraced in a 
list of meats and other articles, permit- 
ting the transportation without any 
limitation as to weight, straight ship- 
ments of such commodities as boots and 
shoes, clothing N.O.I., typewriters, etc., 
which heretofore were limited to 10 per 
cent of the weight of the shipment, from 
and to or between points in Middlewest 
and Central territories and points in the 
east. 


I. and S. M-5772, Chlorosulphonic Acid 
—Ecoff Trucking, Inc., the Commission, 
Board of Suspension, suspended from 
March 14 to and including October 13, 
certain schedules as published in sup- 
plement No. 3 to MF-I.C.C. No. 15 of 
Ecoff Trucking, Inc., Fortville, Ind. The 
suspended schedules propose new motor 
















Another Day 
off the Schedule ! 


Through a series of recent operational improvements, 
Chesapeake and Ohio has been able to clip an average 24 
hours off through freight movements from the Southeast 
to Michigan destinations and Wisconsin connections. 

This means that carload freight coming from the Vir- 
ginias and the Carolinas, or up from the deep South over 
the Elkhorn City Route will get to Canadian or Michigan 
points, or the Lake Michigan Trainferry connections a 
full day faster. 

All over the C & O system, schedules are constantly 
under study. Faster train movements. Fewer breakups 
for classification. Quicker handling all along the line. All 
these help you cut distribution time. 


Cut dstnbution time between Southeast and Midwest 


Chesapeake and Ohio 
Railway 
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contract carrier minimum rates or 
charges on chlorosulphonic acid, in bulk, 
in tank trucks, minimum 24,000 pounds, 
from Evondale, O., to Albany, Ga., and 
Kingsport, Tenn. 

I. and 8S. M-5773, Paper Tubes—Wash- 
ington, D.C. to Chestertown, Md., the 
Commission, Board of Suspension, sus- 
pended from March 13 to and including 
October 12, certain schedules as pub- 
lished in supplement No. 42 to tariff 
MF-I.C.C. No. A-484 of Middle Atlantic 
Conference, agent, Washington, D.C. 
The suspended schedules propose to es- 
tablish new motor common carrier com- 
modity rates on paper or paper tubes, 
minima 6,000 and 10,000 pounds, from 
Washington, D.C., to Chestertown, Md., 
in lieu of higher class rates. 

I. and S. M-5774, Beverages, Phos- 
phated—Sheridan, Wyo. to Denver, the 
Commission, Board of Suspension, sus- 
pended from March 16 to and including 
October 15, schedules as published on 
33rd revised page 123 to tariff MF-I.C.C. 
No. 25 of Rocky Mountain Motor Tariff 
Bureau, Inc., agent, Denver, Co!o. The 
suspended schedules propose a new motor 
common carrier commodity rate of 58 
cents a 100 pounds, minimum 30,000 
pounds, on phosphated or flavored bever- 
ages, from Sheridan, Wyo., to Denver, 
Colo. 

I. and S. M-5775, Synthetic Resins— 
West Va. to Ohio & Pa., the Commis- 
sion, Board of Suspension, suspended 
from March 17 to October 16, schedules as 
published in supplement No. 26 to tariff 
MF-I.C.C. No. 39 of Garland C. Flint, 
agent, Charleston, W.Va. The suspended 
schedules propose new motor common 
carrier commodity rates of 57 cents a 
100 pounds, minimum 30,000 pounds, on 
synthetic gums and resins from South 
Charleston, W.Va., to Pittsburgh and 
Rochester, Pa., and Toledo, O. 


I. and S. M-5776, Asphalt—Cleveland, 
O., to New York Points, the Commission, 
Board of Suspension, suspended from 
March 17 to and including October 16, 
schedules as published in supplement 
No. 2 to tariff MF-I.C.C. No. 14, of 
Frontier Delivery, Inc., Buffalo, N.Y. 
The suspended schedules propose to es- 
tablish new motor-common-carrier com- 
modity rates on liquid petroleum asphalt, 
in tank vehicles, minimum 20,000 pounds, 
from Cleveland, O., to various points in 
New York. 


I. and S. M-5777, Cooling Boxes & 
Related Articles—Arbet Truck Lines, the 
Commission, Board of Suspension, sus- 
pended from March 17 to and including 
October 16, schedules as published in 
supplement No. 7 to tariff MF-I.C.C. 
No. 3 of Arbet Truck Lines, Inc., Harvey, 
Ill. The suspended schedules propose 
local (single-line) motor common carrier 
classification exceptions ratings on cool- 
ing boxes and related articles, minima 
9,000 and 11,000 pounds, applying be- 
tween points in Illinois, Indiana, Iowa, 
Kentucky, Michigan, Missouri and Ohio. 


I. and S. M-5778, Motor and Parts— 
Hartford, Conn. to Chicago, the Com- 
mission, Board of Suspension, suspended 
from March 18 to and including October 
17, schedules as published on original 
and ist revised pages Nos. 272-A to 
MF-I.C.C. No. A-90 of Eastern Central 
Motor Carriers Association, agent, Akron, 
O., and 8th revised page No. 114 to 
MF-I.C.C. No. A-108 of Transamerican 
Freight Lines, Inc., Detroit, Mich. The 


Suspended schedules propose to estab- 
lish reduced motor common carrier rates 
on motor parts, minimum 20,000 pounds, 
from Hartford, Conn., to Chicago, IIl. 

I. and S. No. 6191, Oleomargarine— 
Norwalk, Ohio to East, the Commission, 
Board of Suspension, suspended from 
March 15 to and including October 14, 
certain schedules as published in sup- 
plements Nos. 45 and 46 to IL.C.C. No. 
4542 of H. R. Hinsch, alternate agent. 
The suspended schedules propose to es- 
tablish new and reduced rates on oleo- 
margarine, carloads, minimum 30,000 
pounds. from Norwalk, O., to Baltimore, 
Md., Boston, Mass., New York, N.Y., 
Philadelphia, Pa., and other points in 
the east. 

I. and S. No. 6192, Cement Slabs—St. 
Paul, Minn. to Montana, the Commission, 
Board of Suspension, suspended from 
March 15 to and including October 14, 
certain schedules as. published in joint 
tariff IL.C.C. No. 1560 of Agent W. J. 
Prueter. The suspended schedules pro- 
pose to increase the rail commodity rates 
on slabs, cement, reinforced, building 
or roofing, in carloads, from St. Paul, 
Minn., to various points in Montana, 
where such rates are used as factors in 
constructing combination rates. 

I. and S. No. 6193, Baking Powder— 
Carteret, N.J., to St. Louis, the Commis- 
sion, Board of Suspension, suspended 
from March 15 to and including October 
14, certain schedules as published in 
supplement No. 90 to tariff I.C.C. No. 
A-941 and in tariff I.C.C. A-1015 of Agent 
C. W. Boin. The suspended schedules pro- 
pose to establish a new rail commodity 
rate on baking powder, minimum 30,000 
pounds, from Carteret, N.J., to St. Louis, 
Mo., in lieu of a higher class rate. 

I. and S. No. 6194, Hardware—New 
Britain to Chicago, the Commission, 
Board of Suspension, suspended from 
March 15 to and including October 14, 
certain schedules as published in sup- 
plement No. 116 to Alternate Agent 
Frank Van Ummersen’s tariff I.C.C. No. 
591. The suspended schedules propose 
to reduce the commodity rates on iron 
or steel hardware from New Britain, 
Conn., to Chicago, IIl. 


COMMISSION ORDERS 


FF-227, Your Freight Forwarder, Inc., 
Freight Forwarder Application. Proceeding 
reopened for further hearing on Apr. 14, at 
Washington, D.C., before Examiner W. . 
Cantrell. 





* * * 


MC-45829, Sub. 22, Carolina Motor Express 
Lines, Inc., Earl R. Cox, Receiver, Extension 
—Hillsville. Effective date of recommended 
order postponed to Mar. 18. 


MC-84516, Sub. 6 TA, Brown Trucking Co. 
Denial order of Dec. 22, 1953, vacated, and 
applicant authorized to operate temporarily. 

* * 


MC-105498, F. S. Millard. Order of Dec. 7, 
1953, revoking permit, vacated, and permit 
reinstated effective Mar. 9, because carrier 
has now filed its annual reports for 1951 and 
1952, and has petitioned for reinstatement 
of its authority. sie 

MC-105837, Sub. 5 TA, Unger Trucking Co. 
Denial order of Dec. 31, 1953, vacated, and 
applicant authorized to operate temporarily. 


MC-107527, Sub. 16, Post Transportation 
Co.; MC-113518, Sub. 1, Fresno-Albuquerque 
Truck Line, Inc. Applications dismissed at 
applicants’ requests. 

* 

MC-110436, Sub. 4 TA, Robertson Transport, 
Inc. Applicant’s petition for reconsideration 
of denial order of Jan. 8, denied. 

* a * 


I. & S. M-5354, Frozen Foods—Oreg. & 
Wash. to San Francisco. Proceeding discon- 
tinued because on Mar. 1 respondent canceled 
schedules under suspension. 
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MC-FC-56161, Tilton Transfer & Storage, 
Inc., Transferee, and Tilton Transfer & 
Storage, Transferor. Order of Oct. 9, 1953, 
approving transfer, reinstated as of Mar. 8. 


MC-59266, Sub. 1, John H. Yourga Truck- 
ing. Application dismissed at applicant’s 
request. 

a t 


MC-70451, Sub. 158 TA, Watson Bros. 
Transportation Co., Inc. Applicant’s petition 
for reconsideration of order of Dec. 8, 1953, 
denying temporary authority, denied. 

om * + 


MC-112854, Sub. 5 TA, Peter Hollebrand. 
Applicant’s petition to vacate order of Feb. 
1, denying temporary authority, denied. 


MC-F-4969, E. N. Curtis—Control; Curtis 
Transportation, Inc.—Purchase (Portion)— 
Connecticut Transfer, Inc. (Leon Gabriel, 
Trustee); MC-F-4970, Max Simonowitz and 
George Simonowitz— Control; Moskowitz 
Motor Transportation, Inc.—Purchase (Por- 
tion)—Same. Request of E. N. Curtis Trans- 
portation, Inc., for further postponement of 
effective date of order of July 2, 1953, for 
60 days from Mar. 8, to afford time for ter- 
mination of its operations under temporary 
authority, denied. | 

a + 

MC-F-5096, Rene R. Dupuis and Harry 
Phillips—Control; R and H Co.—Purchase 
(Portion)—Flying Eagle Whiteway Lines, 
Inc, (N.J. Corp.). Purchase by R and H Co. 
of operating rights of Flying Eagle White- 
way Lines, Inc. and acquisition by Rene 
Dupuis and Harry Phillips of control of R 
and H Co. through stock ownership, and 
of operating rights through purchase, an- 
proved subject to conditions. 

” * * 


MC-FC-56487, B and C Truck Line, Trans- 
feree, and I. C. Black & Sons, Transferor. 
Proceeding assigned for hearing at a time 
and place to be fixed. 

~ 2 * 


MC-94535 and Sub. 1, Reid Auto Unload- 
ing Co. Permits revoked on applicant’s fail- 
ure to resume operations. 

. = 


MC-107839, Sub. 15 TA, Denver-Albuquer- 
que Motor Transport, Inc. Order of Feb. 9 


vacated. Applicant authorized to operate 
temporarily. 
= * » 


MC-108158, Sub. 29, Mid-Continent Freight 
Lines, Inc., Extension— Regular Routes. 
Joint petition of Roadway Express, Inc., et 
al., for dismissal of application, or reopen- 
ing of proceeding to receive additional evi- 


dence denied. 
© . * 


MC-C-1404,- Diversion Charge — Between 
Eastern and Western U.S.; I. & S. M-5134, 
Elimination of New York Delivery Charges: 
I. & S. M-5201, Stop-Off Charge on Dressed 
Poultry. Effective date of recommended or- 
ders postponed to Mar. 22. 

ae * * 


MC-C-1426, H. J. Tobler Transfer, Inc. v. 
H. J. Jeffries Trucking Co. Order of Feb. 17, 
which by its terms stayed taking effect of 
recommended order, vacated. Recommended 
order made effective as of Mar. 8. 

* * * 


MC-FC-56481, Speed’s Trucking & Rigging, 
Transferee, and August Apel, Jr., Transferor. 
Order of Dec. 22, 1953, vacated. Transfer of 
certain operating rights approved subject to 
condition. 

2 7 eo 


Applicants having requested, the Commis- 
sion has issued orders dismissing the appli- 
cations in the following: 

MC-2510, Sub. 21, Ziffrin Truck Lines, Inc. 

MC-23939, Sub. 75, Asbury Transportation 


Co. 
MC-32562, Sub. 9, Point Pleasant Transpor- 
tation Co., Inc. 
MC-59117, Sub. 4, Elliott Truck Line. 
MC-60169, Sub. 22, Freedman Motor Serv- 
ice, Inc. 
MC-92976, Sub. 8, Nova’s Express, Inc. 
. MC-94265, Sub. 23, Bonney Motor Express, 
nc. 
MC-106959, Sub. 11, B & M Express, Inc. 
MC-107154, Sub. 3, J. W. Humbert, Inc. 
MC-107643, Sub. 32, St. Johns Motor Ex- 
press Co. 


. MC-109734, Sub. 54, System Tank Lines, 
ne. 


MC-110698, Sub. 31, Miller Motor Line of 
N.C., Inc. 

MC-111087, Sub. 3, Krug Bros., Inc. 

MC-113584, Sub. 9, Garrison Transport:- 
tion, Inc. 

MC-113995, Uinta Trucking. 

MC-114146, Intermountain Oil Distribute's. 

MC-114303, City Transfer & Storage. 

MC-114484, Shook’s Transfer. 


MC-22920, Reliable Motor Freight Line. ©r- 
der of Dec. 7, 1953, vacated because carrier 
has now filed annual reports for 1951 <nd 
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1952, and has petitioned for reinstatement 
of its authority. — 

MC-46281, Hall’s Motor Express Co., Inc. 
Proceeding reopened for further hearing at a 
time and place to be fixed. 

* 


MC-C-1287, Asbury Transportation Co., et 
al. v. D. M. Johnson and G. H. Johnson, et 
al. Parties notified and required to appear 
for hearing, at a time and place to be fixed, 
as to whether or not permit in MC-76689 
should be revoked for failure to comply with 
order of Sept. 8, 1953. | , 


MC-F-5256, Elmer C. Bruer—Control; Serv- 
ice Transport Co.—Purchase (Portion)—F. E. 
Kerr Co. Proceeding reopened for reconsid- 
eration on present record. 2 


Finance 18354, Pennsylvania Greyhound 
Lines, Inc. Stock. Application dismissed at 
applicant’s request. ce 

Applicants having requested, the Commis- 
sion has issued orders dismissing the appli- 
cations in the following: 

MC-1882, Sub. 12, Wells Truckways, Ltd. 

MC-2309, Sub. 35, Gillette Motor Trans- 
port, Inc. 

MC-12592, John Reams Folsom. 

MC-20356, Sub. 8, Badger Freightways, Inc. 

MC-31389, Sub. 31, McLean Trucking Co. 

MC-37578, Sub. 13, Joseph W. Treham, Inc. 

MC-48388, Sub. 37, J. E. Faltin Motor 
Transportation, Inc. 

MC-52110, Sub. 60, Brady Motorfrate, Inc. 

MC-52709, Sub. 55, Ringsby Truck Lines, 


nc. 

MC-55902, Sub. 7, Eagle Trucking Co. 
MC-61265, Sub. 36, Southeastern Motor 
Truck Lines, Inc. 

MC-76177, Sub. 255, Baggett Transportation 


Co. 
MC-78786, Sub. 190, Pacific Motor Truck- 
ing Co. 
MG-106451, Sub. 3, Cook Motor Lines. 
MC-106776, Sub. 3, Clarence A. Smith. 
MC-106959, Sub. 11, B & M Express, Inc. 
MG-107151, Sub. 4, H. F. Johnson, Inc. 
MC-107846, Subs. 3 and 4, International 
Truck Line. 
MC-109322, Sub. 2, Glenn Transport Serv- 


ice Co. 
“MC-110525, Sub. 217, Chemical Tank Lines, 


Inc. 
MC-110693, Sub. 1, Texas Great Lakes Motor 
Freight Corp. 
MC-111800, Sub. 4, David S. Beiler. 
MC-112162, Sub. 6, Harvey C. Estes. 
MC-113271, Sub. 7, Chemical Transport. 
MC-114009, C. R. Scott Oil Co. 
MC-114131, Morris H. Waddell. 
MC-114137, Petroleum Products Co. 
MC-114185, Z. R. Acerbo. 
MC-114228, Union Transfer & Storage, Inc. 
MC-114291, Smyth Trucking Co. 
MC-114450, Standard Trailer Co. 


I 


MC-25570, Myers Coal Co., Inc. Petition of 
applicant which as successor in interest 
seeks to enlarge scope of operating authority 
specified in certificate of Oct. 25, 1949, 
denied. te ie 


MC-34837, Sub. 4, Reliable Transport, Inc., 
Extension—Cheatham Annex, Va.; MC-114064, 
Albuquerque Ambulance Service Common 
Carrier Application; MC-114267, G & R Oil 
Co., Inc., Common Carrier Application; MC- 
114292, Oil Express, Inc., Common Carrier 
Application; MC-114294, Indiana Tank Line 
Common Carrier Application; MC-114335, 
Smith Ambulance Service Common Carrier 
Application. Effective date of recommended 
orders postponed to Mar. 22: 


MC-74549, Simowitz Bros. Trucking Co. 
Applicant notified that, under certificate, it 
may not lawfully transport iron and steel 
articles other than those which at time of 
transportation are, without further proc- 
essing or manufacture, in a form and con- 
dition to be used in construction or repair 
of a building and are at time of transpor- 
tation intended with reasonable certainty 
to be so used. Petition for modified rights 
denied. a hil oa 


MC-113362, Ellsworth Freight Lines, Inc., 
Modification of Certificate (Formerly MC- 
82757, Ellsworth Sales Co.). Applicant’s pe- 
tition to vacate order of Dec. 27, 1951, denied. 
Proceeding reopened for further hearing. 


MC-C-1115, Motor Carrier Rates New York 
City Area—New England. Date on or before 
which respondents are required to cancel 
rates and ratings which have been found un- 
lawful in report of Jan. 19 postponed to May 
10, on not less than 10 days’ notice. 


MC-F-5530, H. D. Winship and H. L. 
Spring—Control; Georgia Highway Express, 
Inc.—Purchase (Portion)—Beck Motor Lines, 
Inc.; MC-F-5538, J. A. Ryder, et al.—Control; 
Ryder Properties, Inc., et al——Control; Great 





Southern Trucking Co.—Purchase (Portion) 
—Same. Applicants’ petition for reconsid- 
eration of denials of temporary authority 
applications dismissed. 


ORDERS STAYED 


Notice of stay of the order in each of 
the proceedings shown below, in accord- 
ance with section 17(8) of the interstate 
commerce act, has been issued by the 
Secretary of the Commission. Section 


17(8) provides for stay of a decision or 


order of an individual commissioner, a 
division, or a board until action has been 
taken on petitions for rehearing, reargu- 
ment or reconsideration filed before the 
effective date of the order. The Com- 
mission’s Secretary issues such notice 
under a delegation of authority by the 
Commission. 


I. & S. 6122, Weighing Service at Tex. 
Points. Order of Jan. 7 stayed pending dis- 
position of respondents’ petition for recon- 
sideration, reopening and rehearing. 

oo * 


No. 31146, Ark-Mo Plant Food Co., Inc. v. 
St.L.-S.F., et al. Order of Dec. 30, 1953, 
stayed pending disposition of defendants’ 
petition for reconsideration. 

x * * 


I. & S. 6031, Inspection of Grain at Minot, 
N.Dak. Order of June 15, 1953, stayed pend- 
ing disposition of respondents’ petition for 
reconsideration, argument before Commis- 
sion, and postponement of effective date. 





Aap lications 
and Petitions 





Western Pacific Asks That 
Part of Debenture Offer 


Be Exempted From Bidding 


The Western Pacific Railroad Co., 
by a special application in Finance 
No. 18461, asks exemption from com- 
petitive bidding of such part of a 
proposed issue of not to exceed 
$22,500,000 of 30-year 5 per cent in- 
come debentures as is not used in an 
exchange for 225,000 shares of $100 
par preferred stock, series A. 


The Western Pacific said that, if less 
than 225,000 shares were exchanged, it 
proposed to sell any of the debentures 
not distributed to preferred stockholders 
to an underwriter or underwriters. The 
railroad added that the exemption 
sought was with respect to “a contingent 
sale of a presently unascertainable prin- 
cipal amount of said debentures.” 


The applicant said this was one step 
in a recapitalization which would result 
in retirement of all its outstanding pre- 
ferred stock by exchanging the aforesaid 
debentures, 45,000 additional shares of 
common stock, and a cash payment, “on 
the basis of $100 debenture and other 
considerations for each share.” To the 
extent that less than 225,000 shares of 
preferred were surrendered for exchange, 
the applicants said it proposed to sell 
the balance of the debentures and com- 
mon stock (not exceeding 45,000 shares) 
and use the proceeds of the sale, together 
with other available funds, to call all of 
the balance of the outstanding preferred 
stock for redemption. 


Western Pacific said that there would 


be no sale of any securities by it if 
holders of all of the 225,000 shares of 
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preferred accepted the exchange offer. 
However, it said, to insure a successful 
transaction and the accomplishment of 
its proposed recapitalization, it pro- 
posed to have the entire issue of deben- 
tures and common stock underwritten, 
the underwriter or underwriters to pur- 
chase on an agreed basis any of the de- 
bentures and common stock not ex- 
changed. 


In support of its request for exemp- 
tion for competitive bidding, the rail- 
road said that, on the basis of conver- 
sations with large holders of stock and 
others familiar with the investment 
business, the transaction was of such 
a nature that it must be underwritten 
in its entirety and that it could not be 
handled by competitive bidding. Also, 
it said, asking for competitive bids would 
“exposed to the market for serveral 
weeks” the terms of the exchange offer 
while a negotiated underwriting would 
permit fixing the terms of the exchange 
offer immediately prior to making it. 





Complainants Ask I.C.C. to 
Transfer Livestock Route 


Case to Oral Procedure 


The complainants and interveners 
in No. 30615, American National Live 
Stock Association et al. v. Atchison, 
Topeka & Santa Fe Railway Co., etal., 
have petitioned the Commission to 
transfer from modified procedure to 
oral procedure a further hearing 
authorized in this proceeding. 


They also asked the Commission to 
issue subpenas requiring the defend- 
ants, Santa Fe Railway and Southern 
Pacific Co., to furnish the Commission 
and the complainants’ representatives, 
for the record, at least 30 days before 
the further hearing, certain time tables, 
special instructions, and schedules. 


By complaint filed June 26, 1950, the 
petitioners said, the complainants al- 
leged, in substance, that the defendant 
railroads had failed and refused to es- 
tablish through routes and joint rates 
on edible livestock, in carloads, between 
certain points in Arizona and New 
Mexico, and also El Paso, Tex., on the 
Southern Pacific, on the one hand, and 
points in California north of Sanborn 
through Searles and west of Sanborn 
through Tehachapi, on lines of the de- 
fendants, on the other, via Phoenix, Ariz., 
and the Santa Fe Railway Co. They 
said the Commission was asked to re- 
quire the defendants to establish through 
routes and joint rates on this traffic via 
Phoenix and the Santa Fe, and its con- 
nections beyond Sanborn. 


On March 18, 1952, in a seven-to-one 
report, they said, the Commission dis- 
missed the complaint, 284 I.C.C. 531. 
Later, they said, the Commission grant- 
ed a petition by the complainants for 
reconsideration and reopened the case 
for further hearing at a time and place 
to be thereafter fixed. They said the 
Commission, in October, 1952, ordered 
the proceeding handled under modified 
procedure. They also said the present 
due date for the complainants’ state- 
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ment of facts and argument was March 
29, 1954. 

The petitioners asserted that the in- 
stant proceeding was not an ordinary 
railroad rate case and that modified pro- 
cedure was not suitable, under existing 
circumstances and conditions. If ad- 
hered to, they added, it would result in 
substantially increased costs to all con- 
cerned. 

The petitioners stated, among other 
things, that generally, the class and 
nature of the complainants’ evidence 
required to sustain the burden of proof 
in the proceeding was such that it 
could not be verified through tariffs 
or other documents on file with the 
Commission. 


“Consequently,” they continued, “it is 
patent that opportunity to cross-examine 
witnesses is essential, and will be re- 
quested. Therefore, modified procedure 
in this case will require each of com- 
plainants’ witnesses to make at least two 
trips to Phoenix, the headquarters of 
their traffic department, and return to 


their homes, or in the alternative for 
their traffic representatives and staff 
to make two such trips from Phoenix 
to the locations of such witnesses and 
return, either of which alternatives will 
require much time and expense.” | 

The complainants said that, in an 
effort to establish the “unadulterated 
facts” at the original hearing, they re- 
quested the defendants Santa Fe and 
Southern Pacific to furnish their then 
current employes’ time tables embracing 
the area concerned, for the record. They 
said counsel for the S.P. refused to do so 
and that the complainants, therefore, 
did not there further urge that the 
Santa Fe furnish its timetables. 


The complainants said they now re- 
quested that the Commission issue sub- 
penas requiring the Sante Fe and the 
S.P. to furnish the Commission and the 
complainants’ representatives for the 
record, at least 30 days before the further 
hearing in this proceeding, copies of 
specified books or documents. 

The name of the title complaint, Amer- 
ican National Live Stock Association, 
was changed to American National Cat- 
tlemen’s Association, after the complaint 
was filed, said the complainants. 





1.C.C. Accepts Petitions in ‘Interim’ Rate 
Cases; Railroads to Reply by March 25 


Complainants Assert That They Were Taken by Surprise Because of 
‘Reversal’ of Earlier Decisions Granting Reparation Where ‘Final 
Holddowns’ in Rates Made Lower Charges Than Under ‘Interim’ Boosts. 


The Commission has permitted a 
single complainant and a group of 
complainants to file petitions for 
further hearing in the proceedings 
decided with the so-called ‘“Con- 
solidated Rendering” cases, in which 
the complainants charge the Com- 
mission surprised them by reversing 
its decision in the earlier “Tennessee 
Chemicals” cases, and refusing com- 
plainants reparation where charges 
were higher under “interim” in- 
creases in Ex Parte 166 than under 
“holddowns” imposed in the final 
decision in that proceeding. 


The railroads objected to the filing 
of the petitions. The Commission gave 
them until March 25 to reply. 


Reopening and further hearing was 
asked by the complainant in No. 30465, 
Blockson Chemcial Co. v. Atlantic Coast 
Line Railroad Co., et al. The other 
complainants asking rehearing were in- 
volved in cases decided by the Commis- 
sion with the Blockson case. In the 
latter case, rates on phosphate rock were 
involved. In the other cases, the com- 
plainants said, they would deal with 
rates on phosphate rock, potash salts, 
cotton boll, burr and hull ashes, and 
ammoniates moving in Official Territory 
and to East Windsor, N.S. 

The complainants who joined in re- 
questing rehearing were those in No. 
30578 Consolidated Rendering Co., et al. 
v. Atchison, Topeka & Santa Fe Railway 
Co., et al.; No. 30579, International Min- 
erals & Chemicals Corporation, et al. v. 
Atlantic Coast Line Railroad Co., et al.; 


No. 30579, Sub. 1, Frederick Mehring 
Fertilizer Works, Inc., et al. v. Santa Fe, 
et al.; No. 30579, Sub. 2, Baugh & Sons 
Co., et al. v. Same; No. 30579, Sub. 3, 
Davison Chemical Corporation v. Penn- 
sylvania Railroad Co., et al. and No. 
30579, Sub. 4, American Agricultural 
Chemical Co. v. Pennsylvania, et al. 


Blockson Chemical Co., asked rehear- 
ing so that it might offer evidence it did 
not offer originally because, it said, it 
relied on the outstanding maximum rate 
order of the Commission as to the as- 
sailed rate, together with the final deci- 
sion of the Commission in Ex Parte 166, 
so that it had offered only such evidence 
“as was appropriate to bring the com- 
plaint within those decisions, and to 
prove damages.” 


Blockson said it had not lacked dili- 
gence in so limiting its evidence, because, 
it asserted, in Tennessee Products & 
Chemical Corp. v. A.G.S. R. Co., 283 I.C.C. 
377 (November 5, 1951), the Commission 
“in effect granted relief in all situations 
there before it where the basic rates 
were subject to maximum rate orders 
and the rates charged exceeded those 
maximum rates plus the increases finally 
authorized in Ex Parte 166.” 


Tennessee Case ‘Overruled’ 


Blockson asserted that the Tennessee 
Products case was expressly overruled by 
the Commission in the decision in the 
— case, with the following observa- 
ion: 

“*To the extent that any of our find- 
ings in Tennessee Products & Chemical 
Corp. v. Alabama G.S.R. Co., supra, may 
seem to be inconsistent, in principle, with 
this position, we do not deem such find- 
ings controlling in the disposition of the 
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instant proceedings and they should not 
be considered precedents in future pro- 
ceedings.” 

In so overruling the Tennessee Prod- 
ucts case, said Blockson, the Commission 
was not unanimous, and it observed that 
Commissioners Knudson, Splawn and 
Patterson had dissented. Blockson added: 

“In other words, had the Commission 
not changed its mind as to the law 
governing such cases, then this com- 
plainant would have been held to be en- 
titled to relief upon the showing actually 
made. In that situation, it would not 
only have been unnecessary for com- 
plainant to adduce the evidence now 
offered, to have done so would in fact 
have been an unwarranted burdening of 
the record. 

“Finally, the latest decision in this 
case (denying petition for reconsidera- 
tion of the disputed significance ef the 
present record) was by a vote of six to 
five. And three of the majority were 
commissioners who took office after the 
original decision, and after the oral 
argument (Elliott, Arpaia and Tuggle). 
Surely those commissioners would not 
deny a request now for opportunity to 
offer fundamental proof.” 


‘Refrains’ From Court Action 


Referring to earlier denial of a Block- 
son petition for reconsideration, it said 
that the decisions were “arbitrary and 
capricious, and erroneous in law; they 
can be rationalized only on the basis of 
a controlling policy to let the defendants 
keep the money.” As such, said Block- 
son, the orders should be set aside by 
any court to which proper application 
was made “for a decision in the prem- 
ises.” Blockson added : 

“Notwithstanding this opinion, and 
out of respect for and continuing con- 
fidence in the Commission’s expert judg- 
ment and fair processes, complainant 
refrains from making any legal assault 
upon the order for the purpose of seek- 
ing an opportunity to prove its case in 
the manner desired by the Commission. 
If that opportunity be afforded, then we 
anticipate that the Commission will 
readily perceive that complainant should 
have relief as a matter of reasonableness, 
with or without technical right under 
outstanding orders.” 


‘Rules Changed’ 


The group of complainants who joined 
in a second petition for rehearing, also 
made reference to possible court action, 
and said that the Commission had 
changed the rules “in the middle of the 
game” and, since they had relied on 
solemn decisions directly in point, they 
were “taken by surprise” when the Com- 
mission reversed the Tennessee Prod- 
ucts cases. 


Those complainants reviewed more in 
detail the situation with reference to 
Commission membership than had 
Blockson. They said that, in originally 
deciding the group of cases, Chairman 
Alldredge, with Commissioners Mahaffie, 
Johnson, Mitchell, Elliott, Arpaia and 
Cross had “voted to dismiss.” They 
said that Commissioner Knudson had 
written a strong dissent in which Com- 
missioners Splawn and Patterson joined. 
There were substantial changes in the 
Commission’s membership after the oral 
argument and before the decision, and 
also after the decision and before the 
majority had denied a petition of M«y 
1, 1953, for reopening, reargument, 1‘ - 
consideration or rehearing, they said. 

Commissioners Elliott and Arpaia hd 
become members after oral argumen’, 
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succeeding Commissioners Aitchison and 
Rogers, respectively, said the complain- 
ants, adding that in the interim between 
the decision and denial of the petition 
Commissioners Patterson, Lee and 
Splawn were succeeded by Commissioners 
Clarke, Freas and Tuggle. On the peti- 
tion, they said, Commissioners, Alldredge, 
Mahaffie, Mitchell, Elliott, Arpaia and 
Tuggle voted to deny, while Chairman 
Johnson, with Commissioners Cross, 
Knudson, Clarke and Freas, “voted to 
the contrary.” 


“The five new commissioners took office 
after the oral argument,” the complain- 
ants said. “Three of the five voted 
against complainants’ petition. We firmly 
believe that if complainants had been 
granted reargument as requested in the 
petition of May 1, we could have cleared 
up possible doubts and have been other- 
wise helpful to the Commission, par- 
ticularly to the new commissioners.” 


The group of complainants said they 
felt that in all fairness they were en- 
titled to an opportunity to meet the re- 
quirements of the decision which they 
asserted, “announced the requirement of 
a different character and quantum of 
proof after the hearing at which com- 
plainants had rested upon decisions 
affording complete assurance respecting 
the adequacy of the sort of evidence 
they offered.” 


They outlined the evidence they would 
present concerning the base rates, saying 
they would prove not only the base rates 
but the “interim” increases “were unrea- 
sonable by many standards, normally 
considered sufficient and accepted as 
such by the Commission, to establish 
the reasonableness of the rates assailed.” 
The evidence they detailed, they said, 
would be offered as to phosphate rock, 
potash salts, cotton boll, bur and hull 
ashes, and ammoniates. . 


Blockson, and the group of complain- 
ants, also submitted petitions for leave to 
file their main petitions. The defendant 
railroads replied to those petitions, and 
also filed a motion to reject the Blockson 
petition for reopening and further hear- 
ing. 

Railroad Reply 


In dealing with the petitions of the 
group of complainants, the railroad de- 
fendants said that if a change in the 
Commission’s membership were a valid 
reason for granting the petition, it would 
also be a valid reason for granting many 
others, “with the result that the Com- 
mission’s labors would be greatly in- 
creased and doubt and uncertainty would 
surround its decisions in numerous im- 
portant cases.” 


At another point the railroads said 
that “complainants’ attorneys had been 
examiners for many years,” and that 
they were, or should have been, familiar 
with the decisions of the Commission 
holding that, to recover reparation, com- 
plainants must prove that the total rates 
charged on their shipments were unrea- 
sonable. The railroads also said that, 
contrary to “their present assertions,” 
complainants did not rely solely on cer- 
ain Commission decisions, but had in- 
roduced evidence at the hearing in an 
ittempt to prove the assailed rates un- 
‘easonable. The fact that the evidence 
vas insufficient to show unreasonable- 
ness, said the railroads, did not justify 
a rehearing. 


In reply to the Blockson petition for 
leave to file a petition, the railroads as- 
serted that the complainant could not 
1ave been misled by the Tennessee Prod- 


ucts decision. They observed that that 
case was not finally decided “until some 
nine months after the hearing in the in- 
stant case” and that prior to hearing in 
the instant case, the Commission had 
reopened the decision of division 2 for 
reargument and reconsideration. Thus, 
said the railroads, “complainant was not 
justified in relying upon the decision of 
division 2 and could not have relied upon 
the decision of the entire Commission.” 
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The railroads said that the granting 
of a rehearing at this late date would 
not only unduly delay the final disposi- 
tion of the Blockson case, but would also 
“unsettle subsequent decisions which 
have followed it.” 





Motor Carriers Oppose Rail lron-Steel 
Rate Reductions in Official Territory 


Call on Commission to Institute a General Investigation of Motor 
And Rail Rates, Asserting Former Are in ‘Chaotic’ Condition, and 


Latter Full of ‘Inconsistencies.’ 


Motor carrier groups have asked 
the Commission to suspend tariffs 
filed by eastern railroads proposing 
an over-all decrease of 15 per cent 
in iron and steel rates to become ef- 
fective March 26 (T.W., Mar. 6, p. 15). 
They also ask a general investigation 
of the iron and steel rates of all types 
of carriers in Official Territory. 


The tariffs were protested by Middle 
Atlantic Conference; Motor Carriers 
Tariff Bureau, Inc., Cleveland, O., and 
by the following jointly: Official Terri- 
tory Motor Carrier Defense Committee, 
Middle Atlantic Conference, Inc., Cen- 
tral States Motor Freight Bureau, Inc., 
and Iron, Steel and Heavy Transports 
Association. 

The New England Motor Rate Bureau, 
Inc., asked suspension of reductions 
published in supplement No. 52 to tariff 
I.C.C. F-4105 and supplement No. 26 to 
tariff I.C.C.-FF-4170 published by the 
New York, New Haven & Hartford Rail- 
road, effective March 26, “particularly 
insofar as the rates applying from Wor- 
cester, Mass., to points in Connecticut 
and New York are concerned.” 

The Middle Atlantic Conference said 
its individual protest was supplemental 
to the protest in which it joined with 
the other motor carrier groups. The 
situation in Middle Atlantic Territory, 
said the conference, was slightly differ- 
ent from the situation in the remainder 
of Official Territory. 


In the joint protest, the motor carrier 
groups said that this was the second 
time in a period of less than four years 
that the railroads had “proposed drastic 
reductions in rates upon a selected list 
of iron and steel manufactures.” In 1950, 
the motor carriers said, the railroads 
reduced rates on “this selected list” by 
about 30 per cent, the rates having been 
allowed to go into effect over motor car- 
rier protests. Those reduced rates were 
increased 15 per cent by the Commis- 
sion’s decision in Ex Parte 175, of May 
2, 1952, the motor protestants said. 


Effect of Proposals 


As to the effect of the railroad pro- 
posals, the motor carrier groups said: 

“The effect of these proposals will be 
to reduce the rates upon the restricted 
list when shipped in loads of 40,000 
pounds by from 20 per cent to 40 per cent 
with a weighted average exceeding 30 
per cent, and to reduce the present rates 


Great Lakes Carriers Protest. 


upon the restricted list when moving in 
loads of 80,000 pounds by approximately 
17 per cent, without taking into consid- 
eration reductions effected by extension 
of the fabrication in transit privilege 


A table in the protest showed the mo- 
tor carriers’ estimate of the proposed 
reductions weighted by movement as, 
under the 80,000-pound minimum, 173 
per cent under the present rail rates, 
and 19.2 per cent under the present mo- 
tor carrier rates. It also showed those 
reductions estimated under “normal 
docket 17000-Part 6 rates” as 43 per cent 
below present rail and truck rates, re- 
stricted list; as 34.5 per cent under the 
rates in effect on April 30, 1950, all ar- 
ticles, and as an increase of 5 per cent 
above the rail rates in effect March 18, 
1942. 


“If the proposed rates are allowed to 
go into effect,” said the motor carriers, 
“the Commission will have permitted 
over 94 per cent of the general rate in- 
creases which were authorized after 
March 18, 1942, and which generally are 
in effect on most other traffic, to be com- 
pletely eliminated on this relatively 
high-class traffic.” 


Figures Compared 


The second major point raised by the 
joint protest of the motor carriers was 
that “the rail claim that motor carriers 
handle a majority of the traffic is dem- 
onstrably false.” The motor carriers 
criticized the railroads’ “receivers’ sur- 
vey” and they asserted that the volume 
of rail traffic carried could be ascer- 
tained with reasonable accuracy from 
the one per cent carload waybill statis- 
tics for 1952. Expanding the one per 
cent sample to 100 per cent, the motor 
carriers asserted that the minimum ton- 
nage handled between points in Official 
Territory amounted to more than 24 
million tons, and the revenue more than 
$204,000,000. The motor carriers said 
that expanding the sample tended to 
understate the revenue and tonnage by 
at least 10 per cent. They said that 
motor carriers were shown by the re- 
ceivers’ survey as carrying tonnage at 
the rate of 17,760,000 a year. Motor car- 
riers in Central and Middle Atlantic 
regions who were required to show in 
their annual reports the steel tonnage 
and revenue, had reported an aggregate 
of 12,325,095 tons and $81,097,307 in rev- 
enue, said the motor carrier group. 


That group also asserted that the rate 
comparisons of the railroads were in- 
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accurate, incomplete and misleading, 
giving the results of a motor carrier 
traffic study which they asserted showed 
that “the claim made by the railroads 
that the proposed rates are required to 
meet motor carrier competition is with- 
out substance or merit.” 


After also asserting that the railroad 
“claim for a differential on account of 
inferior service” was invalid, and that 
the “rail claim that the proposed rates 
will preserve present iron and steel rev- 
enues and result in increased net earn- 
ings is fatuous, the motor carrier prot- 
estants said that a general investiga- 
tion of rail and motor carrier rates on 
steel in Official Territory “is urgently 
required.” In this connection they said 
there could be no just and reasonable 
structure of motor carrier rates in the 
territory until the commission prescribed 
such a structure, which was described as 
chaotic, and they also said, among other 
things, that the present rail rates had 
“an utter lack of consistency and orderly 
arrangement.” The motor carrier group, 
in its formal prayer, asked for suspen- 
sion of the protested rates, and for a 
general investigation of iron and steel 
rates in Official Territory “of all carriers, 
rail, common and contract motor car- 
riers, water carriers and freight for- 
warders.” 

Fabrication Provision 


In its separate protest, the Middle At- 
lantic Conference said that there was a 
provision for fabrication in transit in 
connection with the restricted list, when 
the commodities moved on the 40,000- 
pound minimum. They asserted that the 
true effect of the transit arrangement on 
the competitive situation was known. 


In this protest, as in the group protest, 
lengthy discussion was given to the com- 
petitive situation, and the need for the 
Commission to use its authority to re- 
duce the chaos in the rate structures and 
to end the reductions brought about by 
competition, and by the pressure of ship- 
pers. Referring to partial completion of 
a new plant by United States Steel Co. 
on the Delaware River, the conference 
said that the effect of the efforts of man- 
ufacturers to meet this competition had 
already been felt. In an appendix to its 
protest the conference listed 38 suspen- 
sion and investigation cases involving 
iron and steel rates in Middle Atlantic 
Territory in the last year, as evidence 
of the effect of competitive pressure. 


The Motor Carriers Tariff Bureau, 
Inc., said there was now under investi- 
gation in MC-C-1510, rates on iron and 
steel articles within certain territories. 
It asked the Commission to suspend the 
Official Territory railroads’ proposals 
and to consolidate the matter for hearing 
with Ex Parte MC-C-1510. 


The Eastern Central Motor Carriers 
Association, Inc., was also critical of the 
study made by the railroads “based on 
revelations made to them by certain re- 
ceivers of iron and steel in Official Terri- 
tory.” It added: 


“It, of course, follows that any collab- 
oration of the shippers with railroads 
must be predicated on the assumption 
that such collaboration can only result in 
benefit to the collaborator—hence we 
must assume that these shippers only 
revealed such information as they felt 
would indicate to the rails the absolute 
necessity of a reduction in freight rates. 


Just who the collaborators were, no one 
knows.” 

The association also asked that the 
protested rates be included in the inves- 
tigation in MC-C-1510 and expressed 
the hope that the Commission would sus- 
pend the instant proposals and enter an 
investigation “designed to prevent a 
repetition of what happened in Official 
Territory following the rails ill-advised 
action in May, 1950.” 


Great Lakes Carriers 


The Great Lakes Ship Owners Asso- 
ciation, asking suspension of the railroad 
proposals, said that although the rail 
lines said that the reductions were not 
designed to meet their competition, “the 
factual situation must be dealt with, 
which is that the reductions do meet the 
rates of water carriers transporting these 
commodities on the Great Lakes and 
have a most serious impact thereon.” 

The Great Lakes group asserted that 
the railroads’ statement that the reduced 
rail rates would be substantially higher 
than the over-all cost of shipment by 
water “is not true and correct.” Refer- 
ring to appendices in the statement filed 
in justification of the rail rates, the 
Great Lakes carriers asserted that, in 
some instances, the reduced rail rate 
would be lower than the water port-to- 
port costs or the water port-to-port costs 
plus the truck or rail rate beyond. Among 
other things, the Lake carriers said: 

“It appears, therefore, that if this re- 
duction by rails is permitted, there are 
but two recourses left to the water lines. 
In the first instance, they can accept 
the inevitable and retire their ships im- 
mediately rather than risk incurring 
financial ruin in the future. That is, 
they can take the few dollars remaining 
in their accounts and retire from the 
business. In the alternative, they can 
meet or attempt to meet the reductions 
here proposed in the hope that someone, 
perhaps the Interstate Commerce Com- 
mission, will prevent further reductions 
by the rail lines in the iron and steel 
rates and in the point-to-point rates on 
other commodities mentioned above. 
Obviously, a reduction by the water lines 
will invite a rate war and eventually the 
entire national transportation system 
will be imperiled.” 


Forwarder Rights Transfer 


Planned by Arrow Marine 


By an application in FF-236, Marshall 
E. Green and Joseph Henry Wolf, doing 
business as Arrow Marine Forwarders, 
and Arrow Marine Forwarders, Inc., a 
corporation, ask authority to transfer 
the freight forwarder rights of the form- 
er to the latter. 

Officers of the corporation were listed 
as F. H. Mackensen, Los Angeles, Calif., 
president, identified for 20 years with 
freight transportation, including motor 
carrier and forwarder operations; V. A. 
Kathan, Los Angeles, vice-president, who 
has been general manager of the sell- 
ing company, and Donald Murchison, 
Beverly Hills, Calif., attorney, specializ- 
ing in transportation. 


The rights to be transferred are for 
the forwarding of commodities generally 
between points in Arizona, California, 
Nevada, Oregon, and Washington, on the 
one hand, and, on the other, points in 
Maine, New Hampshire, Massachusetts, 
Rhode Island, Connecticut, New York, 
New Jersey, Pennsylvania, Delaware, 


TRAFFIC WORLD 


Maryland, Virginia, West Virginia, Ohio, 
Kentucky, Tennessee, North Carolina, 
South Carolina, Georgia, Florida, Ala- 
bama, Mississippi, Louisiana, and Texas. 

Among other things, the applicants 
said that Mr. Mackensen’s broad trans- 
portation experience, together with “an 
opportunity better to finance the opera- 
tion conducted by the transferor, should 
overcome many of the problems hamper- 
ing the present owners.” 


Rails Ask Investigation of 
North Carolina State Rates 


Railroads operating in North Carolina 
have petitioned the Commission to in- 
stitute an investigation of intrastate rail- 
road freight rates in North Carolina. The 
railroads asked the Commission to pre- 
scribe rates and charges for such intra- 
state traffic carrying increases in the 
same measure and to the same degree as 
authorized by the Commission. in Ex 
Parte 175, Increased Freight Rates, 1951, 
dated April 11, 1952 (284 I.C.C. 589), and 
August 10, 1953 (289 I.C.C. 395), and now 
in effect on interstate traffic moving to, 
sg or between points in North Caro- 
ina. 

The petitioners said that effective 
March 1, 1954, none of the increases au- 
thorized by the Commission in Ex Parte 
175 applied, or now applied, on any traffic 
moving between points within North 
Carolina over intrastate routes. 

As a result, the railroads said, they 
had been and were continuing to lose 
large amounts of revenue to which they 
were entitled and of which they were 
urgently in need. The railroads said 
they estimated that such continuing loss 
of revenue at present was running at a 
rate of more than $1,500,000 a year. 


N.Y.C. Seeks Wider Probe 
Of C. & O.-Alleghany Acts 


The New York Central Railroad has 
filed a supplement to the petition in 
which it asked the Commission to in- 
stitute an investigation into the prac- 
tices and transactions of Alleghany Cor- 
poration and the Chesapeake & Ohio 
Railway in connection with Alleghany’s 
sale of its holding in the C. & O., and 
the C. & O.’s sale of 800,000 shares of 
Central stock to two Texas “Big Dealers” 
(T.W., March 6, p. 42). 

In its supplemental petition, Central 
asked the Commission to make “such 
further investigation, if any” as might 
be necessary to determine whether there 
was reason to believe that section 7 of 
the Clayton anti-trust act had been and 
was being violated by the C. & O. “by 
C. & O.’s acquisition of the previously 
trusteed 800,000 shares of Central stock.” 
If the Commission had reason to believe 
that that section of the act had been 
violated, Central asked that it take ac- 
tion as provided in section 11 of the 
Clayton act. 

Central said the trusteed stock “pur- 
ported to be sold to Clint W. Murchison 
and Sid W. Richardson” for $20,000,000, 
had been delivered February 23 by the 
trustee to C. & O. and one of its sub- 
sidiaries. 

Central offered “upon information and 
belief,” statements which had been 
posed as questions in its original supp!e- 
ment—that the “purported sale” was 
not made for cash; and that a substan- 
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tial part of the purchase price was un- 
paid. It also said it believed the stock 
had not been delivered to Messrs. Mur- 
chison and Richardson and that they 
were held in escrow to be delivered on 
receipt of the remainder of the purchase 
price. It also said Central and C. & O. 
were each engaged in interstate com- 
merce, and that there was “extensive 
competition” between them, as it said 
had been found by the Commission in 
1948 in Finance No. 14692, Chesapeake 
& O. Ry. Co. Purchase, 271 I.C.C. 5, 38. 


FINANCE APPLICATIONS 


Finance No. 18460, Illinois Central Railroad 
Co., asks authority to purchase all properties 
of the Southern Illinois and Kentucky Rail- 
road Co., a wholly owned subsidiary of the 
I.C., under an arrangement providing for 
liquidation of the subsidiary and a change 
from direct control of the subsidiary by the 
applicant through stock ownership to direct 
ownership of the subsidiary’s properties. 

a 





Finance No. 18462, Texas & Pacific Rail- 
way Co. asks authority to issue $1,240,000 of 
equipment trust certificates, Series O, to be 
dated April 15 to mature in 10 annual 
payments. The proceeds will meet part of 
the $1,700,000 cost of 250 all-steel box cars. 
Competitive bids will be asked. 


Finance No. 18464, Durham & Southern 
Railway Co. asks authority to issue a note 
to cover a loan of $300,000 to pay the re- 
mainder of the purchase price on three 
diesel locomotives. 

* a * 

Finance No. 14892, supplemental. Chicago 
& Eastern Illinois Railroad Co. asks author- 
ity to pledge and repledge from time to time 
$1,244,000 of its first mortgage 334 per cent 
bonds, Series B, as collateral security for 
any note or notes issued. 

+ * 

MC-F-5656, Jones Motor Co., Inc., Spring 
City, Pa., asks authority to acquire control 
of Hartman’s Transportation Co., Spring 
City, through purchase of capital stock, and 
to merge the latter into the former. 

+ * a 


MC-F-5657, The Mickow Corporation, Ham- 
mond, Ind., asks authority to purchase cer- 


tain operating rights of P & W Truck Line, 
Albia, Ia. 


os aa 7 
MC-F-5658, W. E. Pittman Trucking Co., 
Midland, Tex., asks authority to purchase 
certain operating rights of Gulf Southwest- 
ern Transportation Co. 
* * ca 
MC-F-5659, Schuster’s Express, Inc., Col- 
chester, Conn., and McLain Motor Line, Inc., 
Trenton, N.J., ask authority to merge, 
through exchange of capital stock, and 
Schuster’s asks authority temporarily to op- 
erate McLain’s properties. 
ae sg * 


MC-F-5660, Federal Truck Lines, Inc., Chi- 
cago, Ill., asks authority to purchase the 
operating rights of Lawrenceburg Freight 
Way, Inc., Lawrenceburg, | Ind. 

* 


MC-F-5661, Allied Pittsburgh Warehouse & 
Van Co., Inc., New York, N.Y. asks authority 
to purchase the stock and merge the prop- 
erties of National Movers, Inc., West New 
York, N.J. 

* x * 

MC-F-5662, C. F. Corbett, dba Service Auto 
Freight Co., Portland, Ore., asks authority 
to lease and temporarily to operate the 
rights of North Shore, Inc., Kelso, Wash. 

oe * * 


MC-F-5663, Greyhound Corporation, Chi- 
cago, Ill., asks authority to acquire control 
of Penn Bus Co., Hagerstown, Md. 

a 


MC-F-5664, Greyhound Corporation, Chi- 
cago, Ill., asks authority to purchase the op- 
crating rights and properties of Blue Ridge 
Transportation Co., and White Star Lines, 
Inc., both of Hagerstown, Md. 





PETITIONS FOR REHEARING, ETC. 


MC-108398, Sub. 22, Fortier Transportation 


Co., Extension—Ariz. and Nev. Applicant 
«Sks reopening, further hearing and recon- 
tideration. 
. o * 
MC-C-1115, Motor Carrier Rates New York 
City Area—New England. Bakelite Co., Divi- 


sion of Union Carbide & Carbon Corp., asks 
exemption of plastic materials and products, 
or in alternative, postponement of effective 
date of order pending further hearing. 

* 


No. 31109, Food Machinery and Chemical 
Corp., Niagara Chemical Division v. N.Y.C., 
et al. Complainant asks reconsideration. 

* * 


No. 31163, Louisiana Intrastate Freight 
Rates and Charges. New Orleans Traffic 
and Transportation Bureau asks reopening 
and reconsideration with respect to tarwood. 

* a x 


No. 31376, Transfer Handling Charge at 


Fla. Ports. Respondents asks discontinuance 
of investigation. a 
ak 
MC-106379, Sub. 4, Gulf Southwestern 


Transportation Co. 


Applicant asks interpre- 
tation of certificate. 
a 


* * 


MC-C-1115, Motor Carrier Rates New York 
City Area—New England. H. T. Smith Ex- 
press Co. asks modification of order, or post- 
ponement of effective date of order, affect- 
ing strip steel, pending further hearing. 


co + O* 

No. 30279, American Iron & Machine Works 
Co., et al. v. A.C. & Y., et al.; No. 30279, 
Sub. 1, Fort Smith Traffic Bureau v. Same; 
No. 30279, Sub. 2, Sheffield Steel Corp. v. 
Same; No. 30279, Sub. 3, Tulsa Chamber of 
Commerce v. Same; No. 30279, Sub. 4, 
Granite City Steel Co., et al. v. A. & S., et al.; 
No. 30279, Sub. 5, Maxwell Steel Co. v. A.C. 
& Y., et al. Defendants ask modification of 
order of May 19, 1953. | M 


No. 31163, Louisiana Intrastate Freight 
Rates and Charges. Celotex Corp. asks fur- 
ther hearing on changed conditions of 
bagasse shipments and reopening and re- 
consideration. 

” * * 

MC-45338, Sub. 3, Chester Sayre Exten- 
sion—Fla. Ralph G. Smith, Jr., et al., ask 
rehearing, reopening and reconsideration. 


MC-C-1115, Motor Carrier Rates New York 
City Area—New England. Hershey Choco- 
late Corp. asks modification of effective date 
of order of Jan. 19, in part, and further 
hearing. Trudon’s Overland Motor Express 
Co., Inc., asks modification of findings and 
order to permit continuance of rates on 
locks, screws, watches, groceries, radio cabi- 
nets and TV cabinets. | 


MC-C-1354, Motor-Ways Tariff Bureau v. 
Steel Transportation, Inc. Defendant asks 
reconsideration by entire Commission, ar- 
gument, and postponement of effective date 


of order pending such argument and recon- 
sideration. a * * 


I. & S. M-5674, Small Shipments Reduc- 
tions South and East. Ratliff & Ratliff, Inc., 
asks vacation of order, of suspension. 

ca 


No. 31163, Louisiana Intrastate Freight 
Rates and Charges. Newport Industries, 
Inc., asks reopening and reconsideration of 
record as made and modification of findings 
in respect to carload rates on tarwood, com- 
monly referred to as “wastewood”. 


MC-F-5404, J. L. Keeshin—Control; C. A. 
Conklin Truck Line, Inc.—Purchase—Wil- 
helm Transport Co. Express Freight Lines, 
Inc., et al., ask reconsideration. 

* * * 


MC-FC-56554, Yeagle Bros., Transferee, and 
Benjamin E. Grove, Transferor. Applicants 
ask amendment of application and recon- 
sideration. 

” . * 

FF-220, River Forwarders, Inc. Gordons 
Transports, Inc., et al., ask reconsideration 
and stay of effective date of permit. 


No. 31146, Ark-Mo Plant Food Co., Inc. v. 
St. L.-S.F., et al. Complainant asks denial 
of defendants’ petition for reopening and re- 
consideration. 

a co es 

No. 31237, Valcar Enterprises, Inc. v. C.B. 
& Q., et al. Complainant asks reopening, 
reconsideration by entire Commission on 
present record, and modification. 

* * 


Ex Parte 104, Practices of Carriers Affect- 
ing Operating Revenues or Expenses, Part 
II, Terminal Services, American Smelting 
and Refining Co. Respondent asks recon- 
sideration and modification of order of Nov. 
24, 1953, and argument. Industry asks recon- 
sideration of report, findings and order, and 
argument before entire Commission. 


MC-C-1115. Motor Carrier Rates New York 
City Area—New England. American Sugar 
Refining Co. asks modification, further hear- 
ing and reconsideration of order of Jan. 19 
only as it applies to rates on sugar. Arrow 
Transportation Co., Inc., asks modification to 
permit continuance of certain less-than- 
truckload commodity rates applicable on 
packing house and dairy products and oh 
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certain other commodities. Hartford Trans- 
portation Co., Inc., asks exemption of plastic 
materials and products, or in alternative, 
postponement of effective date pending fur- 
ther hearing. United States Rubber Co. asks 
modification or rehearing. 

* * 


MC-C-1337, Ford Motor Co. v. Standard 
Transportation Co., Inc., et al.; MC-C-1337, 
Sub. 1, Same v. Shirks Motor Express Corp., 
et al. Defendants asks reconsideration, re- 
opening, dismissal, and/or rehearing. 

ok an 


I. & S. M-5674, Small Shipments Reduc- 
tions—South and East. Southern Motor Ex- 
press, Inc., and Southern Traffic League ask 
vacation of order of suspension. 





C omyalaints 





No. 31468, Elcon Products, Inc., Minne- 
apolis, Minn., v. Burlington et. al. 

Alleges in violation of section 1 rates 
on numerous shipments of iron and steel 
furniture in cartons, since May 19, 1951, 
from Geneva, IIll., to Minneapolis, Minn. 
Asks cease and desist order, rates, and 
reparation. (L. V. Brandt, 1240 W. Law- 
rence Ave., Chicago 40, Ill.) 

. 1 cd * 


No. 31469, Chaffee Brothers Co., Oxford, 
Mass., v. Maine Central et al. 

Alleges in violation of section 1 rates 
on numerous carloads of wooden boxes 
or ammunition shipping boxes, from 
Fryeburg, Me., to Kingsbury, Ind. Asks 
cease and desist order, rates, and rep- 
aration of $30,000. (Justus H. Sturtevant, 
262 Washington St., Boston 6, Mass.) 

* ok oe 


No. 31470, Louisiana Agricultural Supply 
Co., Inc., Baton Rouge, La., v. A.G.S. 
et al. 

Alleges in violation of sections 1, 4, 
and 6, rates on ground phosphate rock, 
from points in -Florida to Baton Rouge, 
La., in 1952 and 1953. Asks cease and 
desist order, rates, and reparation. (Doss 
H. Berry, P. O. Box 2190, Baton Rouge, 
La.) 

* ae * 

No. 31471, Howes Leather Co., Inc., Bos- 

ton, Mass., v. A. & S. et al. 

Alleges rates on numerous carloads of 
green salted hides, pelts and _ skins, 
straight or mixed, from points in various 
states to tanneries in Ohio, Indiana, 
Michigan, Pennsylvania, and West Vir- 
ginia, in statutory period, in violation of 
section 1. Asks cease and desist order, 
rates, and reparation. (Justin H. Sturte- 
vant, 262 Washington St., Boston, 8, 
Mass.) 


* * * 


No. 31472, Lehigh Portland Cement Co., 
Allentown, Pa., v. A.G.S. et al. 

Alleges rates on numerous carloads of 
gypsum rock, crude or crushed (not 
ground), in open top cars not covered by 
tarpaulin or other covering, from Plas- 
terco, Va., to Birmingham and North 
Birmingham, Ala., in violation of sec- 
tion 1. Asks cease and desist order, rates, 
and reparation. (John J. Clous, traffic 


manager, Young Building, Allentown, 
Pa.) 

= * ” 
No. 31474, New Jersey Commutation 


Fares. 


Investigation instituted by the Com- 
mission, division 1, into intrastate com- 
mutation passenger fares made or im- 
posed by the state of New Jersey (T.W., 
Feb. 13, p. 31). 
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MC-C-1623, Hove Truck Line, Stanhope, 
Ia., v. Eldon Miller, Inc., Iowa City, 
Ta. 

Alleges defendant operates outside its 
authority in transporting agricultural 
implements. Asks cease and desist order. 
(William A. Landua, Des Moines, Ia.) 

a ca a 
MC-C-1624, Iron or Steel Rope—Kansas 
City to Philadelphia. 

Investigation instituted by the Com- 
mission, division 2, on its own motion, 
into rates on iron or steel wire, rope or 
strand, and related articles, in supple- 
ment No. 9 to MF-I.C.C. No. 246 of 
Middlewest Motor Freight Bureau, agent, 
and MF-I.C.C. No. A-94 of Eastern Cen- 
tral Motor Carriers Association, agent. 

a % ae 
MC-C-1625, Raymond N. B. Converse, 
dba Converse Trucking Service— 
Revocation of Certificates. 

Investigation instituted by the Com- 
mission, division 5, into whether or not 
respondent is operating to points not 
authorized in certificates in MC-41801 
and Sub. 28. 





Proposed Reports 





Examiner Holds Lifschultz 
Entitled to Added Rights; 
Cites Unlawful Operation 


A Commission examiner has rec- 
ommended a grant of added author- 
ity to the applicant in FF-95, Sub. 3, 
Lifschultz Fast Freight, Extension— 
Wisconsin, although he said it had 
conducted operations outside the 
scope of its authority. 


In his proposed report in that proceed- 
ing, Examiner Oren G. Barber said the 
Commission had been reluctant in the 
past to refuse to grant rights because of 
unlawful operations, and that the cir- 
cumstances presented in the instant case 
did not warrant a different view at this 
time. 

He said that in a previous report, 
Lifschultz Fast Freight Ext—Eastbound 
to New England, 260 I.C.C. 569, where 
shipments were handled in a manner 
similar to that described in the instant 
report, the Commission’s condemnation 
of the practice “here declared unlawful” 
perhaps had not been as clearly stated 
as it should have been. 

“In the future,” said Examiner Barber, 
“the applicant should clearly understand 
that evidence of operations herein found 
unlawful will not be entertained in sup- 
port of an application to extend its 
operating authority. Applicant should 
closely scrutinize its present practice so 
that such unlawful operations may be 
eliminated.” 

Examiner Barber also recommended 
that a fifth amended permit and order 
incorporating the authority sought and 
deleting that which was to be canceled, 
be withheld until the applicant asked, 
within 30 days of March 16, cancellation 
of authority granted in FF-95, Sub. 2. 
Those rights were to forward commodi- 
ties generally between points in a mid- 


western territory on the one hand, and 
points in Minnesota, Texas, and Califor- 
nia, on the other. Those rights were 
dormant, the applicant never having 
exercised the authority granted because 
it said it would not be good business 
to serve the three states from the mid- 
western territory without authority to 
serve those states from the east, the ex- 
examiner said. 


Rights Opposed 


The rights recommended by Examiner 
Barber were the forwarding of commodi- 
ties generally between points in, north, 
and east of Maryland and Pennsylvania, 
on the one hand, and, on the other, 
points in Iowa, Michigan, and Wisconsin 
not presently included in its operating 
authority. 

In a footnote to the report were listed 
the points in Iowa and Wisconsin which 
the applicant was authorized to serve, 
and by the instant application, Lifschultz 
sought to extend its operations to serve, 
on the one hand, the eastern destina- 
tions presently authorized, and, on the 
other, all points in Wisconsin, Michigan 
and Iowa. 


Motor carriers serving Iowa, Wisconsin 
and Michigan opposed the authority and 
Examiner Barber said that their service 
at many of those points were at most 
not too strongly supported because of 
the sparsity of population and the rela- 
tively small shipping concerns there 
located. He said the motor carriers were 
apprehensive that granting the applica- 
tion would cause them to restrict or re- 
duce their present service, thus lessening 
their service to the shipping public. He 
said the applicant had indicated the 
compensation the underlying motor car- 
riers would receive would be no less than 
that presently received for such service 
performed for competing forwarders. He 
said the record did not afford a basis for 
determination of the extent that the 
proposed service would impair their 
present motor carrier service, and that 
“the Commission would not be warranted 
in denying the application solely to pro- 
tect the business of protestant motor 
carriers.” 


Examiner Barber said that Acme 
Fast Freight, Inc., and Universal Car- 
loading & Distributing Co., forwarders 
authorized to serve all points and places 
in the United States, asked that the ap- 
plication be denied and requested find- 
ings “(1) that applicant is not properly 
qualified to receive additional authority 
because it has failed to provide in rea- 
sonable measure the service authorized 
under its present permit, and because of 
the present and past unlawful opera- 
tions as disclosed on this record; and 
(2) that the evidence adduced by appli- 
cant in support of this application, 
based on such unlawful operations, 
should not be considered.” 


Service Performed 


The examiner observed that shipments 
from the territory involved had been 
handled at combinations of the motor 
carrier rate to Chicago or Milwaukee 
and applicant’s published rates beyond, 
applicant assuming responsibility for 
the shipments only after receiving them 
at Chicago or Milwaukee, where a bill 
of lading covering the forwarder move- 
ment was issued by Lifschultz. He said 
that section 402(a)(5) of the interstate 
commerce act provided, among other 
things, that a forwarder was one who 
assumed responsibility for the trans- 
portation of such property from point 
of receipt to point of destination. He 
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also cited section 20(11) of the act pro- 
viding that any common carrier, rail- 
road or transportation company in in- 
terstate commerce should issue a receipt 
or bill of lading therefor and that, under 
that section, a through bill of lading or 
receipt must be issued by the receiving 
agency, citing Bills of Lading of Freight 
Forwarders, 259 I.C.C. 277, 281, and 
Supreme Court cases there cited. Section 
413 of the act, he said, subjected a for- 
warder to the same requirements under 
section 20(11) as a common carrier. 


He said it was clear that a forwarder 
must issue a through bill of lading or 
receipt for property received by it for 
transportation in forwarder _ service. 
Once the property was in the forwarder’s 
possession, said Examiner Barber, the 
property must stay in its possession or 
control whether final delivery is made 
by the forwarder or by a motor carrier 
acting as the forwarder’s agent. Con- 
sequently, he said, the forwarder could 
not relinquish responsibility for a ship- 
ment short of the ultimate destination. 


The examiner said that the applicant 
was a party in Brown F. F. Application 
—Extension of Operations, 265 I.C.C. 41 
(1946) where it was said that Brown 
should have confined arrangements to 
shipments destined to points within the 
scope of his authorized territory. The 
applicant in the instant case, he said, 
should have been fully aware of the 
Commission’s views with respect to the 
legality of such operations. 





Examiner Proposes Kansas 
Rate Rise to Interstate 


Level on Some Commodities 


Examiner Burton Fuller, by a pro- 
posed report in No. 31274, Kansas 
Intrastate Freight Rates and 
Charges, has recommended that the 
Commission prescribe intrastate rail- 
road rates within Kansas on specified 
commodities and traffic. He said the 
rates prescribed should contain the 
same respective increases as were 
and for the future might be main- 
tained by railroads operating in that 
state on like interstate traffic be- 
tween points in Kansas and points in 
adjoining states. 

The interstate level to be prescribed, 
he said, would be that authorized by the 
Commission in Ex Parte 175, Increased 
Freight Rates, 1951, 284 I.C.C. 589, 289 
I.C.C. 395, “provided that where to 4 
given destination there are interstate 
and intrastate rates on the same com- 
modity, the intrastate rate shall not be 
on a higher basis than the interstate 
rate.” 

Affected commodities, said the exam- 
iner, were agricultural limestone, bitu- 
minous coal, cement, hay, petroleum and 
petroleum products, sugar beets, and 
clay drain tile and sewer pipe in car- 
loads, and commodities taking cl2ss 


rates, in carloads, and less-than-car- 
loads. 


Examiner Fuller said prescription of 
the interstate level would remove unde, 
unreasonable, and unjust discrimination, 
and undue and unreasonable advanta:e, 
preference, and prejudice found to ex st. 

The railroads and the State Corpo'3- 
tion Commission of Kansas, he s°'d, 
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should be given a reasonable time in 
which to adjust to such intrastate rates 
and charges as proposed, “failing which 
an appropriate order should be entered.” 

The examiner said the railroads’ traf- 
fic officers testified that in their opinion 
the increases sought on the intrastate 
traffic under consideration would result 
in a substantial increase in revenue and 
that “this appears to be confirmed by 
their experience with prior general in- 
creases.” 

“Intrastate traffic and interstate traf- 
fic,’ continued the examiner, “are han- 
dled in the same trains in Kansas, and 
there is no distinction between the two 
classes of traffic insofar as operating 
practices are concerned. There is an 
unusually high proportion in Kansas of 
branch line operations which consist- 
ently are more expensive than main 
line operation by reason of greater rul- 
ing grades, more numerous terminal and 
interchange handling, and lighter traf- 
fic density. The weight of such costs 
falls with greater severity on intrastate 
traffic because of the shorter average 
haul.” 

He said the record contained substan- 
tial evidence of the burden imposed on 
interstate shippers utilizing class rates 
carrying the full 15 per cent increase on 
shipments to Kansas destinations, as 
compared with intrastate shippers who 
were charged the intrastate increase of 
only 6 per cent. 





Examiner Approves Pacific 
Coast Rail Rate Cuts to 
Meet Motor Competition 


A Commission examiner has 
recommended that the Commission 
find not shown unreasonable or 
otherwise unlawful, reduced rail- 
road rates on freight, all kinds, 
minimum 30,000 pounds, in a west 
coast area. He described the rates as 
being intended mainly to meet com- 
petition of motor carriers operat- 
ing under their contracts as under- 
lying carriers for freight for- 
warders. 


Examiner Marion L. Boat, by his pro- 
posed report in No. 31280, All Commodity 
Rates—Between California and Oregon, 
Washington, also recommended that the 
proceeding be discontinued. 

He said the reduced rail rates were 
proposed by schedules published April 
29, 1953, to become effective June 5, 
1953, between points in the Los Angeles 
and San Francisco and Port Chicago, 
Calif., groups, on the one hand, and, 
those in the Portland, Ore., and Seattle, 
Wash., groups, on the other. 

Protesting the schedules, the Pacific 
Inland Tariff Bureau, Inc., according to 
the examiner, asserted that the rates 
were “unnecessary as a competitive 
measure.” The Commission declined to 
suspend the schedules and they became 
effective on June 6, 1953. The examiner 
added, however, that the Commission 
nevertheless instituted the instant in- 
vestigation of the lawfulness of the re- 
duced rates. 


“The reduced all-freight rates under 
investigation were established primarily 
to meet competition of motor carriers 
who by contract, provide low ‘less-than- 
truckload’ rates to forwarders,” said the 





examiner. “That competition is par- 
ticularly intense from the Los Angeles 
area with its many industries. These 
all-freight rates are used chieily by and 
are intended to hold or attract traffic 
of forwarders which use the respondent 
railroads as underlying carriers. 

“Protestant bureau, representing motor 
common carriers who fear diversion of 
their traffic, and commercial interests 
in the San Francisco Bay area claim 
that the rates are unlawful. The evi- 
dence, however, does not substantiate 
those claims. The lawfulness of all- 
freight rates as such has been recognized 
by the Commission and their place in 
railroad rate structures is well estab- 
lished. All Freight to Pacific Coast, 
238 I.C.C. 327, 248 I.C.C. 73. 

“The rates considered in that pro- 
ceeding were found not shown to be 
unlawful despite the fact that any gain 
in traffic volume realized would result 
in corresponding loss for the competing 
motor carriers. The record in the in- 
stant proceeding supports a similar con- 
clusion, although it is not clear that 
the protesting motor carriers would be 
likewise affected.” 


Examiner Boat said that several cate- 
gories of shippers favored continuance 
of the proposed rates. They included, 
he said, the forwarders; the shippers of 
mixed cars of numerous commodities, 
such as the mail-order houses and air- 
plane manufacturers; individual ship- 
pers through their associations, who em- 
ployed a consolidator to pool their ship- 
ments; and small shippers who used 
forwarder service extensively where it 
was available or was made so as a result 
of the reductions in the all-freight rates. 





Examiner Says Drop Plea in 
Dining Car Employes’ Case 


Examiner William J. Kane has recom- 
mended dismissal by the Commission of 
a petition filed October 1, 1953, by 
Stephen H. Frierson and 34 other individ- 
uals, former dining car employes of the 
Nashville, Chattanooga & St. Louis 
Railway. 

In his proposed report in No. 31381, Pe- 
tition of Dining Car Employes of the 
Nashville, Chattanooga & St. Louis Rail- 
way, Examiner Kane said the complain- 
ants alleged, among other things that 
a written joint agreement between the 
N.C. & St. L. and the Louisville & 
Nashville Railroad Co., executed on 
October 1, 1949, relating to joint opera- 
tion of their dining car service on two 
trains operating between Evansville, 
Ind., and Atlanta, Ga., was in fact a 
pooling, consolidation and merger pro- 
hibited unless approved by the Com- 
mission under section 5(1) and (2) of 
the interstate commerce act. 

“There is no merit to the claim of 
petitioners,” said the examiner, “that 
the N.C. & St. L. was under an obli- 
gation to file with the Commission a 
petition for authority to enter into the 
contract of October 1, 1949, since the 
action complained of was not a pool- 
ing arrangement under section 5(1); nor 
is there merit to the contentions that 
the effect of this contract was a con- 
solidation or merger of carriers under 
section 5(2), or a transaction under 
section 5(2)(a)(c) requiring the Com- 
mission to give weight to the interest 
of the carrier employes affected thereby, 
or section 5(2) (a)(f) requiring the Com- 
mission to impose a fair and equitable 
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arrangement to protect the interests of 
the petitioners as railroad employes. 

“The petition should be dismissed.” 

The examiner said the petitioners 
claimed that as a result of the agree- 
ment they were relieved of their employ- 
ment by the N.C. & St. L., as dining car 
employes, and were replaced by em- 
ployes of the L. & N. 





Examiner Would Couple 
Lackawanna, Nickel Plate, 
N. Y. Central in Probe 


Examiner Jerome K. Lyle, in a pro- 
posed report in Finance No. 17883, 
New York, Chicago & St. Louis Rail- 
road Co. Control, reeommends that 
the Commission forthwith assign the 
case for hearing on whether or not 
the Delaware, Lackawanna & West- 
ern may acquire control of the Nickel 
Plate by electing two directors to the 
latter’s board. 


The examiner also recommended 
overruling of a Lackawanna motion for 
dismissal of the matter as beyond the 
jurisdiction of the Commission, and 
that it couple with its investigation of 
the Lackawanna-Nickel Plate situation, 
an investigation to determine whether 
the New York Central controls the 
Lackawanna contrary to the provisions 
of section 5(4) of the interstate com- 
merce act or of section 7 of the Clayton 
anti-trust act. 

Examiner Lyle held that the intention 
expressed, when the first Nickel Plate 
stock was bought by Lackawanna, to ef- 
fect a merger of the two companies, had 
not changed. Among other things, the 
examiner found that there was little 
doubt that the applicant would “be 
working to effectuate control of the 
Nickel Plate and the record does not 
show that it will be unable to find the 
means.” He said the Lackawanna’s 
ownership of the Nickel Plate stock to- 
gether with its election of two directors 
in that company, or possibly more, 
would place Lackawanna “in a potential 
position to effectuate control and raise 
the imminent threat that such control 
may be obtained and exercised without 
the approval of this Commission.” In 
another of his preliminary findings, Ex- 
aminer Lyle held: 

“That the Commission would not be 
warranted in disclaiming jurisdiction 
and finding that control could not be 
effectuated by the proposal herein when 
it is conceded by the applicant that the 
only difference between the presence 
or absence of the power to control or to 
effectuate control is in a state of the 
mind, or the existence or nonexistence 
of a ‘psychology of power’ in the proposed 
directors.” 

The examiner expressed the view that 
the perscns to be elected by Lackawanna 
to the Nickel Plate board would be affil- 
iated with the former and might be ex- 
pected to give “sympathetic considera- 
tion” to its best interest even should 
that interest conflict with the interest 
of the Nickel Plate as an independent 
carrier. He said that men of the type 
applicant proposed to elect to the Nickel 
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Plate board “no doubt will have person- 
ality and persuasive influence appropri- 
ate to the purpose of their selection.” 
The Lackawanna had argued that its 
_lines and those of the Nickel Plate were 
not competitive, but complementary. The 
examiner said that the interference by 
one railroad with the independence of 
another, and disturbance of competitive 
relations, might well be evidence of the 
exercise of control. He said the record 
showed that the Nickel Plate had main- 
tained a neutral position among its con- 
nections in the interest of more effective- 
ly meeting the competition of other rail- 
roads, and that mere representation of 
the Lackawanna on the Nickel Plate’s 
board would destroy the latter’s neutral- 
ity as between the applicant and the Le- 
high Valley, at present on equally friend- 
ly terms with the Nickel Plate, with a 
consequent lessening of competition. 


Central’s Holdings 


Examiner Lyle said that the New York 
Central owned 7.86 per cent of the appli- 
cant’s stock and that intervening rail- 
roads sought to show that a violation of 
the Clayton act and of section 5(4) of 
the interstate commerce act was involved 
in applicant’s relationship with Central. 
After tracing various relationships be- 
tween officers of Central and Lacka- 
wanna, and the First National Bank 
of the City of New York and the two 
railroads, Examiner Lyle said that “as- 
suming that such control exists, which 
the applicant denies, the record thus far 
raises the inference that it may have 
been effectuated prior” to the enactment 
of the section 20a(12) of the interstate 
commerce act. 


Examiner Lyle said that William 
White, now president of New York Cen- 
tral, when he was president of the 
Lackawanna, had stated to a meeting of 
the Lackawanna’s board of managers in 
1947 that it had been concluded that the 
most desirable thing to be accomplished 
for the benefit of Lackawanna was a 
merger with the Nickel Plate, and that 
the first step was the acquisition of 
a substantial block of Nickel Plate 
stock. Mr. White became president of 
Central shortly after the application in 
the instant proceeding was filed. 


Rental Charges for Grain 
Doors Held Unreasonable 


Examiner John Davey, by a proposed 
report in No. 31305, Cooperative Grange 
League Federation Exchange, Inc. v. 
Baltimore & Ohio Railroad Co., et al., 
and an embraced case, has recom- 
mended that the Commission find not 
unreasonable or otherwise unlawful, on 
past shipments, the charges for furnish- 
ing grain doors for box cars in cross- 
town switching movements of bulk grain 
under transit within the Buffalo, N.Y., 
switching district. The embraced pro- 
ceeding is No. 31305, Sub. 1, Corn Ex- 
change of Buffalo v. Same. 

The Commission, said the 
should also find that the 
movement of bulk grain in box cars, 
from origin elevators across town for 
transit at other elevators or mills within 
the Buffalo switching district, thence a 
line haul to points beyond, of the tran- 


examiner, 
switching 


sited products, was the initial link in the 
line-haul service. 

He stated that the Commission should 
further find that the furnishing of 
grain doors for box cars in cross-town 
switching under transit at Buffalo was 
a necessary facility for the transporta- 
tion of bulk grain and its products, and 
that the practice of imposing a rental 
charge for such grain doors when such 
switching was followed by a line-haul 
service of the transited products, was 
ap unreasonable practice in violation of 
section 1(6) of the interstate commerce 
act. 

The examiner said an order should 
be entered directing removal of the 
unreasonable practice. 





Illegal Demurrage Charges 


Found Collected on Cement 


A track assigned to a consignee for its 
use is other than a public delivery track, 
and, in accordance with a tariff rule, de- 
livery of cars on that track constituted 
notification to consignee, says Examiner 
Raymond C. Smith, in a proposed report 
in No. 31347, Fielding & Shepley, Inc. v. 
Chicago, Burlington & Quincy Railroad 
Co., et al. 

He recommended an award of repara- 
tion on finding inapplicable certain de- 
murrage charges collected on numerous 
cars of cement detained at New Prague, 
Minn., in August, September, October, 
and November, 1950. Complainant was 
operating as a contractor in the con- 
struction of highways and defendant ad- 
mitted that the track, a part of its team 
track facilities, was assigned to com- 
plainant for unloading cement from 
covered hopper cars. 

As to other cars held “in transit” 
awaiting opportunity to effect actual 
placement, the examiner said that the 
notice to the carrier in a situation where 
adverse weather conditions interrupted 
the unloading operation did not meet 
the provisions of the rule setting up 
allowances of free time because it had 
not stated the conditions which pre- 
vented unloading. 


The examiner said that the cause of 
the accumulation of demurrage charges 
on cars attually placed in the instant 
proceeding was due to the failure of 
complainant to unload its cars promptly, 
as it preferred to let the cement remain 
in the cars until it was actually needed. 


Motor Finance Proposals 


By a proposed report in MC-F-5367, 
Harold J. Secoy—Control; Federal Ex- 
press, Inc.—Purchase—S..& V. Co., Ex- 
aminer M. L. Winson recommended that 
purchase by Federal Express, Inc., In- 
dianapolis, Ind., of the operating rights 
of S. & V. Co., Olney, Ill., and acquisition 
by Harold J. Secoy of control of the op- 
erating rights through the purchase, be 
approved and authorized. 


Examiner Robert H. Murphy, by a pro- 
posed report in MC-F-5506, Bill Watkins 
—Control—Arctic Express, Inc., has rec- 
ommended that the Commission deny 
an application of Bill Watkins, of 
Thomasville, Ga., for authority to ac- 
quire control of Arctic Express, Inc., 
Tampa, Fla., through purchase of its 
outstanding capital stock. The examiner 
said, among other things, that under 
the proposal, Arctic would be a third 
carrier under common control by Wat- 
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kins, engaged in the transportation of 
similar commodities, within the same 
general territory, using for the most part 
separate personnel and facilities al- 
though in some respects they would share 
the same personnel and facilities. 





Wrought Iron Pipe 


No. 31217, Kansas-Nebraska Natural 
Gas Co., et al. v. Alton & Southern 
Railroad, et al. By Examiner L. J. P 
Fichthorn. Recommends finding ap- 
plicable rates on wrought iron pipe, 
carloads, from origins in Pennsylvania 
and Ohio to various destinations in Kan- 
sas, not unreasonable in the past, but 
unreasonable for the future. The rates 
charged reflected 32.5 per cent of the 
corresponding first-class rates on ship- 
ments of wrought iron pipe since Decem- 
ber 28, 1949, which basis the examiner 
said long had approval of the Commission 
for application on the traffic within and 
to the same general territory. The ex- 
aminer said the Commission should find 
that the rates assailed were and for the 
future would be unreasonable to the ex- 
tent they exceeded or might exceed 30 
per cent of the corresponding first-class 
rates established by defendants pursuant 
to the decision in the class rate investi- 
gation, minimum 40,000 pounds, plus 
the general increases authorized for the 
commodity in Ex Parte 175. 


Cotton Burr Ashes 


No. 31356, Wm. Ott Elliott, dba Sid- 
dons & Elliott, v. Atchison, Topeka & 
Santa Fe Railway Co., et al. By Ex- 
aminer Paul J. Clerman. Recommends 
award of reparation on finding to have 
been unreasonable rates on cotton burr 
ashes, carloads, from points in Texas 
and Oklahoma to specified points in 
Connecticut and Massachusetts. The 
shipments moved from June 25, 1952, 
to February 23, 1953, and complainant, 
in computing sale price, relied on the 
then-applicable charges based on class 
17%, while charges were based on the 
applicable class 20 rating which became 
effective May 30, 1953. The examiner 
said that the defendants, under modified 
procedure, had not filed a statement 
of facts and argument. He said the 
Commission should find the charges 
assailed were unreasonable to the extent 
they exceeded those which would have 
accrued on class 16 of the scale pre- 
scribed by the Commission in the 
twenty-first supplemental report in 
Consolidated Southwestern Cases, 205 
I.C.C. 601, as requested by complainant. 


Water Carrier Rates 


I. and S. No. 6142, New Bedford, Eitc., 
S. S. Auth’y Class and Commodity Rates. 
By Examiner Otto A. Hanson. Recom- 
mends vacation of order of suspension 
and discontinuance of proceeding on 
finding just and reasonable insofar as 
they apply on interstate or foreign com- 
merce proposed changes in water car- 
rier class and commodity rates published 
by New Bedford, Wood Hole, Martha’s 
Vineyard, and Nantucket Steamship Au- 
thority to become effective September 
10, 1953. The schedules were suspenced 
until April 9 on protest by the city of 
New Bedford, New Bedford Shippers’ 
Association, and a resort hotel at “ak 
Bluffs, Mass. The examiner said 10 
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and controlled by Massachusetts, and 
that the issue was one that properly 
should be handled by the state authori- 
ties. 


Pulpboard and Fibreboard 


No. 31331, G & A Truck Line, Inc. v. 
Delaware, Lackawanna & Western Rail- 
road Co., et al. By Examiner Raymond 
C. Smith. Recommends finding rate of 
64.4 cents a 100 pounds, minimum 45,000 
pounds, on pulpboard or fibreboard, from 
East Stroudsburg and Stroudsburg, Pa., 
to South Bend, Ind., was unreasonably 
low, and that a reasonable minimum 
rate was not less than 60 cents, to which 
must be added the Ex Parte 175 increase. 
The examiner said that the assailed rate 
was 11.6 cents lower than the present 
truck rate and 12.3 cents lower than the 
class 25-J exception rate average of 76.7 
cents on pulpboard, between Eastern and 
Central territories for an average haul 
of 729.2 miles. 


MOTOR RECOMMENDED REPORTS 


Recommended orders in these reports 


become effective at expiration of 20 days 
from date of service of reports (25 days 
if general office of a party to a proceed- 
ing, or the office of the petitioner repre- 
senting him, is located at or west of El 
Paso, Tex., Salt Lake City, Utah. or 
Helena, Mont.) unless exceptions have 
been filed within the 20-day period, or 
the order has been stayed or postponed 
by the Commission. 

State in which applicant for certificate 
license or permit has home office is shown 
below in “black face” type, with name 
of town or city following. 





Shelves and Carriers 


I. and S. M-5053, Shelves and Carriers 
—Wilkes-Barre, Pa., to New York, N.Y. 
By Examiner James H. Gaffney. Recom- 
mends order requiring cancellation of 
proposed schedules and discontinuing 
proceeding, on finding not shown just 
and reasonable, proposed rates on shelves, 
baking oven, steel, and on carriers, bottle, 
shipping, steel wire, set up, from Wilkes- 
Barre to New York. The examiner said 
the considered schedules were filed to 
become effective June 15, 1953, by Daley’s 
Blue Line Transfer Co., Wilkes-Barre, 
and proposed to establish reduced com- 
modity rates of 48 cents a 100 pounds, 
minimum 23,000 pounds, on the shelves, 
and 75 cents, minimum 13,000 pounds, 
on the carriers. On protest of Middle 
Atlantic Conference, the schedules were 
suspended to January 14, 1954, the re- 
spondent having postponed the effective 
date to April 14. There was no conten- 
tion, the examiner said, that the proposed 
reduced rates were necessary or desirable 
to meet the competition of any other 
carrier. He said that even the respond- 
ent’s present rates were below the rail 
rates. 


Iron and Steel Articles 


I. and S. M-4977, Iron and Steel in 
Special Equipment in the South. By 
Examiner Robert .A. Berrien. Recom- 
mends order requiring cancellation of 
proposed schedules to extent found 
unlawful, and discontinuing proceed- 
ing, on finding proposed rates unjust 
end unreasonable, to the extent that 
they are lower than rates maintained 
by competitive motor carriers. The 
examiner said that by schedules filed 
to become effective May 22, 1953, Rowe 


Transfer and Storage Co., proposed to 
establish distance commodity rates 
on commodities requiring special equip- 
ment or special handling because of 
size or weight, namely: iron or steel 
plates, beams, channels, sheets, pipe, 
tanks, or girders, from Atlanta, Ga., 
and Birmingham, Ala. and points 
within 20 miles of Atlanta and Birm- 
ingham, to points in Alabama, Georgia, 
Florida, Kentucky, Mississippi, North 
Carolina, South Carolina, and Ten- 
nessee within 700 miles of the points 
of origin. On protest of railroads in 
Southern Territory, the schedules were 
suspended to December 22, 1953, when 
they became effective. The examiner 
said the cost data of record was not 
sufficient for a determination of the 
compensatory character of the rates 
in effect since December 22, 1953. He 
said members of the Southern Motor 
Carriers Rate Conference participated 
in the traffic at rates that were higher 
in instances than those proposed in 
the instant case. He said the respond- 
ent carrier should be permitted to meet 
the rates maintained by competitive 
common carriers, but that it had not 
shown that a lower level of rates was 
just and reasonable. 


Paper Wrappers 


I. and S. M-5056, Paper Wrappers—St. 
Louis, Md., to Louisville, Ky. By Exam- 
iner William E. Huffman. Recommends 
discounting proceeding on finding that 
the considered rates appear to be reason- 
ably compensatory and do not appear 
to be lower than necessary to meet com- 
petition. The examiner said that by 
schedules filed to become effective June 
15, 1953, common carriers parties to a 
tariff of Central States Motor Freight 
Bureau, Inc., proposed a commodity rate 
on paper wrappers, other than govern- 
ment stamped, minimum 30,000 pounds, 
from St. Louis, Mo., to Louisville, Ky. On 
protest of Central Territory railroads, 
the schedules were suspended to January 
15, 1954, and the respondents voluntarily 
postponed the effective date to March 15. 
The examiner said the respondents pro- 
posed a commodity rate of 40 cents a 
100 pounds, minimum 30,000 pounds, on 
the aforementioned commodities, plain or 
printed, not corrugated, lithographed, nor 
embossed, in packages or securely fas- 
tened on skids or platforms. He said 
the present sixth-class (about 27.5 per 
cent of first class) rate was 45 cents, 
minima 20,000 or 22,000 pounds, depend- 
ing on the respondent carrier. The rail 
commodity rate, he said, was 40 cents, 
minimum 45,000 pounds. He said the re- 
spondents were seeking to meet a lower 
competitive rail rate. 


Malt Beverages 


I. and S. M-5289, Balt Beverages— 
Newark, N.J., to Pipersville, Pa. By 
Examiner Robert A. Berrien. Recom- 
mends order requiring cancellation of 
proposed schedules and discontinuing 
proceeding, on finding not shown just 
and reasonable, proposed new com- 
modity rates on malt beverages, from 
Newark to Pipersville, including return 
of empty containers, Pipersville to New- 
ark. The rate schedules, he said, were 
filed to become effective September 16, 
1953 by Oscar B. Geddes, a common 
carrier. On protest of Middle Atlantic 
Conference, and railroads in Trunkline 
Territory, except the Chesapeake & 
Ohio, the schedules were suspended to 
April 16, 1954. The examiner said the 
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compensatory character of the proposed 
rate (30 cents a 100 pounds, minimum 
20,000 pounds), was not determinable and 
that the traffic now moved by carrier 
other than the respondent. 


Certificates—Licenses—Permits 


Alabama (Birmingham) — MC-11207, 
Sub. 175, Deaton Truck Line, Inc., Ex- 
tension—Machinery to Arkansas. Cer- 
tificate proposed. Specified commodities, 
from certain points in Alabama to all 
points in Arkansas, over irregular routes. 

Arkansas (Springdale) — MC-111231, 
Sub. 21, Jones Truck Lines, Inc., Ex- 
tension—Alternate Route. Certificate 
proposed. General commodities, with 
exceptions, serving junction U.S. high- 
ways 266 and 69, at or near Checotah, 
Okla., for joinder only, of authorized 
regular route operations between Hen- 
ryetta and Warner, Okla., and between 
Muskogee and Atoka, Okla. 

Colorado (Denver)—MC-29988, Sub. 49, 
Denver-Chicago Trucking Co., Inc., Ex- 
tension—Ohio Highway 10. Certificate 
proposed. General commodities, with ex- 
ceptions, over a regular route, between 
the junction of U.S. 20 and Ohio high- 
way 10, near Elyria, O., and Cleveland, 
O., over Ohio highway 10, as an alter- 
nate route, with no service at interme- 
diate points. 

Georgia (Savannah)—MC-105632, Sub. 
5, Central of Georgia Motor Transport 
Co., Extension—Butler and Reynolds, Ga. 
Amended certificate proposed. General 
commodities, moving in express service, 
between Columbus and Fort Valley, Ga., 
and return, over a described regular 
route, serving specified intermediate 
points, with .conditions, including one 
that the service would be limited to serv- 
ice auxiliary to, or supplemental of, rail 
service now provided by Central of 
Georgia Railroad Co., and its subsidiaries, 
and conditioned on request for cancella- 
tion of present authority between Colum- 
bus and Fort Valley. 


Kentucky (Somerset) — MC-108589, 
Sub. 5, Eagle Express Co., Extension— 
Campbellsville, Ky. Certificate proposed. 
Textiles, and textile products, and mate- 
rials, supplies and equipment used in the 
manufacture thereof, over a regular route 
between Russell Springs, and Camphbells- 
ville, Ky., serving no intermediate points, 
with conditions. 

Michigan (Grand Rapids)—MC-69833, 
Sub. 31, Associated Truck Lines, Inc., 
Extension—Alternate Routes. Certificate 
proposed. General commodities, with 
exceptions, between certain points in 
Michigan, over specified routes, as alter- 
nate routes, with no service at inter- 
mediate points. 


Missouri (Kansas City) — MC-111231, 
Sub. 20, Jones Truck Lines, Inc., Alter- 
nate Routes—Little Rock, Ark. Certifi- 
cate proposed. General commodities, with 
exceptions, over described alternate 
routes, for operating convenience only, 
serving no intermediate points, in Tex., 
and Ark. 


Missouri (St. Louis)—MC-35484, Sub. 
28, Viking Freight Co., Extension—Con- 
necting Route Between Dallas, Tex., and 
Fort Worth, Tex. Corrected. Certificate 
proposed. General commodities, with ex- 
ceptions, between Dallas and Fort Worth, 
over Tex. 183, serving ne intermediate 
points, as connecting route with service 
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at termini for joinder only in connec- 
tion with authorized operations to and 
from Dallas and Fort Worth. 

Missouri (St. Louis)—-MC-30378, Sub. 
39, Associated Transports, Inc., Exten- 
sion—Benton and Washington Counties, 
Ark. Certificate proposed. (1) New auto- 
mobiles, new trucks, and new chassis, 
in initial movements, truckaway, or 
driveaway, and (2) automobile and truck 
bodies, and cabs, from Kansas City, Mo., 
to points in Benton and Washington 
counties, Ark., over irregular routes. 

New Jersey (Bergenfield)—MC-35124, 
Sub. 8, Hill Bus Co., Extension—New 
Milford, N.J. Certificate proposed. Pas- 
sengers and their baggage, over regular 
routes, between specified points in New 
Jersey. 

New York (Hudson Falls)—-MC-113156, 
Sub. 3, William H. Bromley & Son, Ex- 
tension—Concrete Pipe. Certificate pro- 
posed. Over irregular routes, concrete 
pipe, from Town of Moreau, Saratoga 
county, N.Y., to points in Mass. and Vt., 
within 150 miles of Town of Moreau. 

New York (Jamestown)—MC-37327, 
Sub. 2, Penn Empire Transport, Inc., 
Extension—Damaged and Defective New 
Furniture. Certificate proposed. Dam- 
aged and defective new furniture, from 
New York, N.Y., Camden, N.J., points 
in Essex, Hudson, and Passaic counties, 
N.J., and points in Pennsylvania, to 


points in Cattaraugus and Chautauqua: 


counties, N.Y., over irregular routes. 


New York (New York) —MC-66562, Sub. 
1187, Railway Express Agency, Inc., Ex- 
tension—Louisville to Bardstown, Ky. 
Certificate proposed. General commodi- 
ties, moving in express service, between 
Louisville and Bardstown, Ky., over US. 
highway 150, serving no intermediate 
points, with conditions, including that 
the service would be limited to service 
auxiliary to, or supplemental of, air-ex- 
press or railway express service. 

New York (New York)—MC-114323, 
Paul Marckesano & Sons Co., Common 
Carrier. Certificate proposed. Over ir- 
regular routes, (a) face brick, lime, 
cement, plasterboard, window frames, 
rock wool, wire lath, rock lath, sheet 
rock, sewer pipe, glazed tile, and glass 
brick, (1) from Brooklyn, N.Y., to points 
in Nassau, Suffolk, and Westchester 
counties, N.Y., (2) between points in 
Westchester county, and (3) between 
points in Nassau and Suffolk counties, 
and (b) returned commodities from 
points in Nassau, Suffolk and Westches- 
ter counties to Brooklyn. 


New York (New York)—MC-114300, 
Joseph W. Taylor, Contract Carrier. 
Permit proposed. Parts for electric 
clocks, electric typewriters, and account- 
ing and calculating machines, over irreg- 
ular routes, between New York, N-Y., 
on the one hand, and, on the other, 
points in N.J. within 30 miles of New 
York City. 

North Carolina (Charlotte)—-MC-61599, 
Sub. 116, Queen City Coach Co., Exten- 
sion—U.S. Highway 1. Certificate pro- 
posed. Passengers and their baggage, 
and express, mail, and newspapers, in 
same vehicle with passengers, between 
junction old U.S. highway 1 and new 
US. highway 1, near Warrensville, S.C., 
and junction same highways, near North 
Augusta, S.C., over new U.S. highway 1, 
serving all intermediate points. 

Ohio (Akran)—MC-13145, Sub. 8, S. 
W. Hixson, dba Hixson Truck Line, Ex- 


tension—Ashtabula, O. Permit proposed. 
Merchandise dealt in by brush manu- 
facturers, from Hartford, Conn. and 
Albany, N.Y., to Ashtabula, over irreg- 
ular routes, applicant to ask cancellation 
of permit in MC-13145, Sub. 4. 


Ohio (Toledo) —MC-30727, Sub. 14, the 
Billy Baker Co., Extension—International 
Boundary, Port Huron, Mich. Certificate 
proposed. Spent catalyst (clay), in bulk, 
in tank vehicles, from points in Lucas 
county, O., to the international boundary 
between the U.S. and Canada, at Port 
Huron, Mich., over irregular routes. 


Ohio (Versailles) —-MC-109385, Sub. 10, 
Subler Transfer, Inc., Extension—Kanka- 
kee. Permit proposed. Over irregular 
routes, canned or preserved foods, from 
Mendota, Rochelle, and DeKalb, Ill., and 
points within three miles of those points, 
to Benwood, New Cumberland, and 
Wheeling, W.Va., and points within three 
miles of those destinations. 


Ohio (Versailles)—-MC-109385, Sub. 11, 
Subler Transfer, Inc., Extension—Perish- 
ables, Troy to Virginia (corrected report). 
Permit proposed. Over irregular routes, 
(1) dressed poultry, from Eaton, O., to 
Philadelphia and Pittsburgh, Pa., and 
(2) meats, meat products, and meat by- 
products, from Troy, O., and points 
within three miles of Troy, to specified 
points in Ill., Ind., W.Va., Pa., N.Y., Mass., 
Conn., R.I., N.J., Md., Del., and Va. 

Oklahoma (Oklahoma City) —MC- 
109596, Sub. 6, Harrington Transports 
Co., Extension—Alternate Route. Cer- 
tificate proposed. General commodities, 
with exceptions, between Sayre, Okla., 
and Amarillo, Tex., over U.S. highway 
66, serving no intermediate points, as al- 
ternate route. 

Oregon (Portland)—MC-109734, Sub. 
49, System Tank Lines, Inc., Extension— 
Tallow, in Tank Vehicles. Certificate 
proposed. Over irregular routes, tallow, 
bulk, in tank vehicles, from specified 
points in Idaho, Mont., and Ore., to Seat- 
tle, Tacoma, and Vancouver, Wash., and 
Portland, Ore. 


Pennsylvania (Downington) — MC- 
110525, Sub. 222, Chemical Tank Lines, 
Inc., Extension—Erie, Pa. Certificate 
proposed. Specified liquid commodities, 
in bulk, in tank vehicles, from Erie, Pa., 
to Lakewood and Jamestown, N.Y., over 
irregular routes. 


Pennsylvania (Franklin) — MC-35757, 
Sub. 36, Daniels Transfer Co., Extension 
—Pennsylvania. Denial of certificate 
proposed. Machinery and parts thereof, 
iron and steel, between specified points 
in Pennsylvania. 


Pennsylvania (Lancaster)—-MC-107460, 
Sub. 9, William Z. Getz, Extension—- 
Metal Roofing. Permit proposed. Metal 
roofing and siding and fabricated metal 
products, from Quaker State Metals Co.’s 
plant in Manheim Township, Lancaster 
county, Pa., to points in N.Y., N.J., Del., 
Md., Va., W.Va., N.C., O., Mich., Ind., 
Ky., Me., Conn., Mass., Vt., N.H., and 
R.1., and to Chicago, Ill, Memphis, Tenn., 
and Atlanta, Ga., over irregular routes, 
and skids, on return. 


Pennsylvania (Philadelphia) — MC- 
107403, Sub. 133, E. Brooke Matlack, Inc., 
Extension—Ohio and West Virginia, em- 
bracing MC-107403, Sub. 151, Same, 
Extension—Pennsylvania Counties. Cer- 
tificates proposed. In title proceeding, 
specified liquid commodities, in bulk, in 
tank vehicles, to, from, and between 
points and territories in O., W.Va., and 
Pa., over irregular routes. In the em- 
braced proceeding, liquid asphalt, in tank 
vehicles, in bulk, from Cleveland, O., and 
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liquefied petroleum gas, from Canton 
O., to points specified counties in Penn- 
sylvania, over irregular routes. 

Pennsylvania (Telford) — MC-70121, 
Sub. 1, George F. Hammerschmidt, Com- 
mon Carrier. Certificate proposed. Over 
irregular routes, paper, from Lansdale 
Pa., to points in Pa., within 35 miles of 
Lansdale, except Philadelphia and 
Chester, restricted to traffic having prior 
movement by railroad, and paper cores, 
on return. 


South Dakota (Aberdeen) —MC-106486, 
Sub. 1, Raymond McNeil, dba McNeil 
Truck Line, Extension—Britton, S.D. 
Certificate proposed. General commodi- 
ties, with exceptions, between Aberdeen 
and Britton, S.D., over a described reg- 
ular route, serving specified intermediate 
points. 


Wisconsin (Arena)—MC-68105, Sub. 3, 
Alfred E. Anding, Extension of Opera- 
tions—Spring Green, Wis. Permit pro- 
posed. (1) Agricultural insecticides, 
herbicides, and fungicides, in bags and 
in containers, from Spring Green, Wis., 
to points in Ml, Ind., Ia., O., Mich., 
Minn., N.D., S.D., and Mo., with excep- 
tions, and (2) empty containers on re- 
turn, over irregular routes. 


Wisconsin (Wauwatosa) — MC-113592, 
Harvey Service, Inc., Contract Carrier. 
Permit proposed. (1) Plumbing, heat- 
ing, air-conditioning, and _ ventilating 
equipment and materials, (2) building 
materials, and (3) equipment, supplies, 
and materials incidental to installation 
of plumbing, heating, air-conditioning, 
and ventilating equipment, from Mil- 
waukee, Wis., to points in a described 
Til. area. 


Hearings 


1.C.C. Changes Hearing 


Schedule on Class Rates 


The Commission, division 2, has issued 
a notice of change of hearing times in 
No. 30416, Class Rates, Mountain Pacific 
Territory, and No. 30660, Class Rates, 
Transcontinental Rail, 1950. 


Text of the notice follows: 


“The above-entitled cases are now 
set for further hearing before Examiner 
Witters and one or more members of 
division 2, according to the following 
schedule: (See notice of January 6, 
1954). April 19, 1954, at Salt Lake City, 
Utah, U.S. Court Room; April 22, 1954, 
at Los Angeles, Calif., Federal Building; 
April 28, 1954, at San Francisco, Calif, 
Federal Office Building, Civic Center; 
May 6, 1954, at Seattle, Wash., US. 
Court House, Room 414, 5th and Madison 
Sts. 


“In order to give more time at Salt 
Lake City, the hearing at Los Angeles 
will be postponed from April 22 to April 
26, 1954, and the hearing at San Fran- 
cisco will be postponed from April 28 
to April 29. The schedule of hearings 
as herein revised will be as follows: 
April 19, 1954, at Salt Lake City, Utzh, 
U.S. Court Room; April 26, 1954, at 10s 
Angeles, Calif., Federal Building; April 
29, 1954, at San Francisco, Calif., Federal 
Office Building, Civic Center; May 6, 
1954, at Seattle, Wash., U.S. Court Hose 
Room 414, 5th and Madison Sts.” 











March 20, 1954 


1.C.C. CASES ASSIGNED 
FOR HEARING 


1.C.C. cases assigned for hearing or oral 


argument appear below. “he assignments are 
grouped under separate .zadings as to rail, 
water, motor, etc. They will be published only 
once. Changes in assignments will be published 
as announced by the I.C.C. 


RAIL 


Changes in Assignments 


Hearing in 31433, C. H. Sprague & Son 
Co. v. P. R.R. Co., 31433, Sub. 1, Seneca Ex- 
port Corp. v. Same, 31433, Sub. 2, Maritime 
Coal & Coke Corp. v. Same, and 31433, Sub. 
3, Seneca Coal & Iron Corp. v. Same, assigned 
April 21, at New York, N.Y., canceled and 
reassigned April 30, at Hotel New Yorker, 
New York, N.Y., before Examiner Bennett. 


New Assignments 


April 2—Washington, D.C.—Examiner 
Palmer: 


I, & S. 6189—Coal—Western Ky. Mines to 


Ga. 

F.S.A. 28891—Bituminous Fine Coal to 
Krannert and Yates, Ga. 

April 2—Washington, D.C.—Examiner Palmer: 

F.S.A. 28961—Bituminous Fine Coal to 
Krannert and Yates, Ga. 

April 8—Washington, D.C.—Oral Argument 
before Division 4: 

Finance 18103—Western Maryland Ry. Co. 
Securities Modification. 

April 12—New York, N.Y.—45 Broadway—Ev- 
aminer Albus: 

Finance 18418—Pennsylvania R.R. Co. 
Abandonment of line (Car-Float) be- 
tween Jersey City, N.J. and Brooklyn, 
N.Y., including its Brooklyn North 
Fourth Street Station facilities. 

April 14—New York, N.Y.—45 Broadway—Ex- 
aminer Albus: 

Finance 12745—New York Central R.R. Co., 
et al. Operation. 

April 14—St. Louis, Mo.—Mark Twain Hotel 
—Examiner Morgan: 
I, e S. 6185—Salt, from La. to Houston, 
ex. 
April 15—Washington, D.C.—Examiner Can- 


trell: 
28810—Roofing Materials—Cincin- 
nati, Ohio, to Houston, Tex. 
April 19—Chicago, Ill.—Hotel Morrison—Ex- 
aminer Morgan: 
F.S.A, 28741—Methanol from W.Va. and 
South Point, Ohio to Chicago, Ill. 
April 22—Chicago, Ill.—Morrison Hotel—Ex- 
aminer Morgan: 
I. & S. 6186—Concrete Slabs, Between 
Duluth, Minn. & Minn. 
April 29—Trenton, N.J.—U.S. Ct. Rms.—Ex- 
aminer Bennett: 
ar yaaa Inc., et al. v. A. C. & Y., 
et al. 
May 4—New York, N.Y.—Hotel New Yorker— 
Examiner Bennett: 
31471—Howes Leather Co., Inc. v. A. & S., 


et al. 
May 5—Fort Worth, Tex.—Hotel Texas—Ex- 
aminers Hall and Boisseree: 
17000—Rate Structure Investigation, Part 
7, Grain and Grain Products Within 
Western District and for Export. 
es | 8—Washington, D.C.—Examiner Bar- 
er: 
31437—Eastern Bituminous Coal Associa- 
tion, et al. v. B. & O., et al. 
NOvember 29—Washington, D.C.—Examiner 
Barber: 
31437—Eastern Bituminous Coal Associa- 
tion, et al. v. B. & O., et al. 


WATER 


New Assignments 


April 13—New York, N.Y.—45 Broadway—Ex- 
aminer Albus: 

Finance 18242—Application of McAllister 
Lighterage Line, Inc., for authority to 
Purchase water carrier operating rights 
of John J. Mulqueen under W-763 and 
for William H. and James P. McAllister 
to acquire control thereof. 

April 14—Washington, D.C.—Examiner Can- 


trell: 
FF-227—Your Freight 


Forwarder, Inc., 


Freight Forwarder Application. 
April 15—Chicago, Ill.—Morrison Hotel—Ex- 
aminer Morgan: 
W-630, Sub. 2—A. L. Mechling Barge Lines, 
Inc. Extension—Fla. 


MOTOR 


Late Assignments 


The following assignments were announced too 
late for timely publication in the Traffic World: 


March 19—Denver, Colo.—New Custom Hse. 
—Jt. Bd. 50: 
MC-5452, Sub. 3—Otis E. Woodrum, Berth- 
oud, Colo., common carrier application. 


MOTOR 


Changes in Assignments 


Hearing in MC-29130, Sub. 79, Rock Island 
Motor Transit Co., Chicago, Ill., common 
carrier application, assigned March 15, at 
P.O. Bidg., Denver, Colo., transferred to 
March 25, at New Custom Hse., Denver, Colo., 
before Jt. Bd. 43. 

Hearing in MC-1051, Sub. 1, Sam Bass 
Trucking, Flemington, N.J., contract carrier 
application, assigued March 15, at Philadel- 
phia, Pa., canceled and reassigned April 1, 
at Penn Sherwood Hotel, Philadelphia, Pa., 
before Examiner Rannells. 

Hearing in I, & S. M-5266, Various Com- 
modities—Nigro Freight Lines, Inc., assigned 
March 16, at Washington, D.C., canceled. 

Hearing in MC-60012, Sub. 34, Rio Grande 
Motor Way, Inc., Denver, Colo., common 
carrier application, assigned March 17, at 
P.O. Bidg., Denver, Colo., transferred to 
March 17, at New Custom Hse., Denver, Colo., 
before Jt. Bd. 126. 

Hearing in MC-98606, Sub. 1, Middle Park 
Express, Denver, Colo., common carrier ap- 
plication, assigned March 18, at P.O. Bldg., 
Denver, Colo., transferred to March 18, at 
a Hse., Denver, Colo., before Jt. 
Bd. a 

Hearing in MC-70662, Sub. 80, Cantlay & 
Tanzola, Inc., Los Angeles, Calif., common 
carrier application, assigned March 19, at 
Billings, Mont., postponed to a time and 
Place to be fixed. 

Hearings in MC-100684, Sub. 2, Mangus Co., 
Lusk, Wyo., contract carrier application, and 
MC-107369, Sub. 8, Vernon L. Miller Truck- 
ing, Cheyenne, Wyo., common carrier appli- 
cation, assigned March 19, at P.O. Bldg., 
Denver, Colo., transferred to March 19, at 
New Custom Hse., Denver, Colo., before Jt. 
Bds. 374 and 280, respectively. 

Hearing in MC-104340, Sub. 117, Leaman 
Transportation Co., Inc., Downingtown, Pa., 
common carrier application, assigned April 7, 
at New York, N.Y., canceled and reassigned 
April 30, at 346 Broadway, New York, N.Y., 
before Examiner Waters. 

Hearing in MC-41601, Sub. 29, Converse 
Trucking Service, Berkeley, Calif.. common 
carrier application, assigned April 19, at 
aes Oreg., postponed to a date to be 
fixed. 

Hearing in MC-8744, Sub. 1, Consolidated 
Motor Express., Inc., Bluefield, W.Va., as- 
signed April 20, at Roanoke, Va., canceled 
and reassigned May 4, at Hotel Patrick Henry, 
Roanoke, Va., before Examiner Jackson. 

Hearing in MC-41601, Sub. 30, Converse 
Trucking Service, Berkeley, Calif., common 
carrier application, assigned May 10, at San 
— Calif., postponed to a date to be 

xed. 

Hearing in MC-52709, Sub. 58, Ringsby 
Truck Lines, Inc., Denver, Colo., comnion 
carrier application, assigned March 17, at 
P.O. Bidg., Denver, Colo., transferred to 
March 17, at New Custom Hse., Denver, Colo., 
before Jt. Bd. 126. 

Hearing “in MC-101791, Sub. 3, James V. 
Vozzolo, Washington, D.C., contract carrier 
application, assigned March 22, at Washing- 
ton, D.C., canceled and reassigned April 8, 
at Washington, D.C., before Examiner Boss. 

Hearing in MC-50404, Sub. 21, Maxwell 
Co., Cincinnati, Ohio, contract carrier appli- 
cation, assigned March 24, at Washington, 
D.C., canceled and reassigned March 23, at 
Washington, D.C., before Examiner Saltz- 
man. 

Hearing in MC-114524, Kramer Bros. Trans. 
Co., Inc., Boston, Mass., contract carrier ap- 
plication, assigned March 24, at Boston, 
Mass., canceled and reassigned April 21, at 
New P. O. & Ct. Hse. Bldg., Boston, Mass., 
before Jt. Bd. 189. 


Hearing in MC-28439, Sub. 57, Daily Motor 
Express, Inc., Carlisle, Pa., common carrier 
application, assigned March 25, at Washing- 
ton, D. C., canceled and reassigned April 
6, at Washington, D. C., before Examiner 
Van Dyke. 

Hearings in MC-730, Sub. 40, Pacific In- 
termountain Express Co., Oakland, Calif., 
common carrier application, MC-3005, Sub. 
6, Chicago-Kansas City Freight Line, Kan- 
sas City, Mo., common carrier application 
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MC-29566, Sub. 38, Southwest Freight Lines, 
Inc., Kansas City, Kans., common carrier 
application, MC-52110, Sub. 59, Brady Motor- 
frate, Inc., Ft. Dodge, Ia., common carrier 
application, and MC-76266, Sub. 80, Mer- 
chants Motor Freight, Inc., St. Paul, Minn., 
common carrier application, assigned March 
29, at Kansas City, Mo., canceled and reas- 
signed June 15, at Hotel Pickwick, Kansas 
City, Mo., before Jt. Bd. 179. 

Hearings in MC-105636, Subs. 14 and 15, 
Holland Highway Express, Inc., Delray Beach, 
Fla., common carrier applications, assigned 
March 29, at U.S. P. O. & Fed. Bldg., Miami, 
Fla., transferred to March 29, at Alcazar 
——_ Miami, Fla., before Examiner Han- 

ack. 

Hearing in MC-105217, Sub. 25, Rice Truck 
Lines, Great Falls, Mont., common carrier 
application, assigned April 1, at Billings, 
Mont., postponed to a date to be fixed. 

Hearing in MC-92983, Sub. 75, Eldon Miller, 
Inc., Iowa City, Ia., common carrier applica- 
tion, assigned April 6, at Kansas City, Mo., 
canceled and reassigned April 12, at Hotel 
— Kansas City, Mo., before Jt. Bd. 


Hearing in MC-92983, Sub. 76, Eldon Mil- 
ler, Inc., Iowa City, Ia., common carrier ap- 
plication, assigned April 6, at Madison, Wis., 
canceled and reassigned April 14, at State 
Comm., Madison, Wis., before Jt. Bd. 96. 

Hearing in MC-59266, Sub. 1, John H. 
Yourga Trucking, Sharon, Pa., common car- 
rier application, assigned April 8, at Cleve- 
land, Ohio, canceled. 

Hearing in MC-110325, Sub. 3, Transcon 
Lines, Los Angeles, Calif., common carrier 
application, assigned May 6, at Los Angeles, 
Calif., canceled and reassigned April 7, at 
Fed. Bldg., Los Angeles, Calif., before Ex- 
aminer Cunningham. 


Hearing in MC-114244, Sub. 1, ——— 
Truck Lines, Greenville, S.C., contract carrier 
application, assigned March 18, at Columbia, 
S.C., canceled. 


Hearing in MC-106456, Sub. 19, Super Serv- 
ice Motor Freight Co., Inc., Nashville, Tenn., 
common carrier application, assigned March 
19, at Washington, D.C., canceled and reas- 
signed June 9, at Washington, D.C., before 
Examiner Boss. 


Hearing in MC-C-1587, Heuer Truck Lines, 
Inc.—Revocation of Certificate, assigned 
March 22, at Des Moines, Ia., canceled and 
reassigned April 23, at U.S. Ct. Hse., Des 
Moines, Ia., before Examiner Morgan. 


Hearing in MC-77135, Sub. 6, Pacific Truck 
Service, Inc., San Jose, Calif.. common car- 
rier application, assigned March 24, at San 
Francisco, Calif., canceled and reassigned 
May 26, at Flood Bldg., San Francisco, Calif., 
before Examiner Linn. 


Hearing in MC-15155, Sub. 3, H & W Motor 
Lines, Inc., Holyoke, Mass., common carrier 
application, assigned March 25, at Boston, 
Mass., canceled and reassigned May 11, at 
New P.O. & Ct. Hse. Bldg., Boston, Mass., be- 
fore Jt. Bd. 231. 


Hearing in MC-101932, Sub. 1, Hub Express, 
Trenton, N.J., contract carrier application, 
—_ April 1, at Philadelphia, Pa., can- 
celed. 


Hearing in MC-114166, S & R Trucking, 
Santa Rosa, Calif., contract carrier applica- 
tion, assigned March 18, at San Francisco, 
Calif., canceled. 


Hearings in MC-263, Subs. 63, 64 and 65, 
Garrett Freightlines. Inc., Pocatello, Idaho, 
common carrier applications, assigned April 
5, at Billings, Mont., canceled and reassigned 
—-_ * 2 City Hall, Billings, Mont., before 

t. Bd. 82. 


Hearing in MC-114325, North Jersey Transit, 
Newark, N.J., common carrier application, as- 
signed April 5, at Newark, N.J., canceled 
and reassigned September 13, at Industrial 
Bldg., Newark, N.J., before Jt. Bd. 3. 


Hearing in MC-30378, Sub. 41, Associated 
Transports, Inc., St. Louis, Mo., common 
carrier application, assigned April 7, at 
Washington, D.C., canceled and reassigned 
April 8, at Washington, D.C., before Exam- 
iner Brooks. 


Hearing in MC-114496, B. & B. Trucking 
Co., Alton, Ill., contract carrier application, 
— April 26, at Topeka, Kans., can- 
celed. 


New Assignments 


March 24—Columbus, Ohio—New Fed. Bidg. 
Examiner Hagerty: 
MC-114053—H. R. Miller, Columbus, Ohio, 
contract carrier application. 
March 29—Detroit, Mich.—Sheraton-Cadillac 
Hotel—Examiner Lee: 
MC-110158, Sub. 3—B. A. Peters Co., Benton 
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Harbor, Mich., common carrier appli- 
cation. 

March 30—Detroit, Mich.—Sheraton-Cadillac 
Hotel—Examiner Lee: 

MC-113303, Sub. 2—Tacey Bros. Produce, 
Essexville, Mich., contract carrier appli- 
cation. 

MC-114428—Delmer Warner, Jr., Belding, 
Mich., common carrier application. 

March 31—Detroit, Mich.—Sheraton-Cadillac 
Hotel—Examiner Lee: 

MC-29886, Sub. 69—Dallas & Mavis For- 
warding Co., Inc., South Bend, Ind., com- 
mon carrier’ application. 

April 1—Detroit, Mich.—Sheraton - Cadillac 
Hotel—Examiner Lee: 

MC-43038, Sub. 387—Commercial Carriers, 
Inc., Detroit, Mich., common carrier ap- 
plication. 

MC-50069, Sub. 151—Refiners Transport & 
Terminal Corp., Detroit, Mich., common 
carrier application. 

April 1—Jackson, Miss—U.S. Ct. Rms.—2Jt. 
Bd. 229: 

MC-111159, Sub. 11—Miller Petroleum 
Transporters Ltd., Jackson, Miss., com- 
mon carrier application. 

April 2—Detroit, Mich.—Sheraton - Cadillac 
Hotel—Examiner Lee: 

MC-64932, Sub. 144—Rogers Cartage Co., 

Chicago, Ill., common carrier application. 
April 5—Chicago, Ill—U.S. Custom Hse.— 
Examiner Lee: 

MC-66539, Sub. 6—I. L. & C. Co., Chicago, 
Ill., contract carrier application. 

MC-114503—Herbert Whitlock, Paris, IIl., 
contract carrier application. 

April 6—Chicago, Ill.—U.S. Custom Hse.— 
Examiner Lee: 

MC-95084, Sub. 21—Hove Truck Line, Stan- 
hope, Ia., common carrier application. 
April 7—Chicago, Ill—U.S. Custom Hse.— 

Examiner Lee: 

MC-106603, Sub. 38—Direct Transit Lines, 
Inc., Grand Rapids, Mich., common car- 
rier application. 

April 7—New York, N.Y.—346 Broadway—Ex- 
aminer Harrison: 

MC-113852, Sub. 1—Steady Trucking Service 
Co., Brooklyn, N.Y., contract carrier ap- 
Plication. 

April 7—Washington, D.C.—Examiner Dahan: 

I. & S. M-5252 and ist Sup.—Newspaper 
Supplements, Hoboken, N.J., to Cleve- 
land, Ohio. 

April 8—Chicago, Ill.—U.S. Custom Hse.— 
Examiner Lee: 

MC-69116, Subs. 19 and 23—Spector Motor 
Service, Inc., Chicago, Ill., common car- 
rier applications. 

April 8—Cleveland, Ohio—Old P.O. Bidg.— 
Jt. Bd. 117 or Examiner Hagerty: 

MC-11710, Sub. 13—Valley Freight Lines, 
Inc., New Castle, Pa., common carrier 
application. 

April 8—Cleveland, Ohio—Old P.O. Bidg.— 
Examiner Hagerty: 

MC-114506—Carl L. Letizia, Mansfield, Ohio, 
contract carrier application. 

April 8—Los Angeles, Calif.—Fed. Bldg.—Ex- 
aminer Cunningham: 

MC-114341, Sub. 1—California Auto Trans- 
port, Burbank, Calif., common carrier 
application. 


— - lame D.C.—Examiner Clif- 
ord: 

MC-F-5617—Vitus Hartley, Sr., et al— 
Control: Point Pleasant Transportation 
Co.—Control and Merger—Grubb Motor 
Freight, Inc. 


April 12—Reno, Nev.—Chamber of Commerce 
—Examiner Raley: 
MC-F-5573—Southern Pacific Co.—Control; 
Pacific Motor Trucking Co.—Purchase— 
Lowinel Trucking Co. 


April 12—Springfield, Ill.—vU.S. Ct. Rms. & 
Fed. Bldg.—Examiner Lee: 
MC-114494—Jones Bros., Beardstown, Ill., 
contract carrier application. 
MC-114564—Harrisburg Transfer Co., Inc., 
ens, Ill., contract carrier appli- 
cation. 


— em, D.C.—Examiner Ches- 
eldine: 
MC-108006, Sub. 8—Maislin Bros., Mont- 
real, Quebec, Canada, common carrier 
application. 


April 13—Omaha, Nebr.—Hotel Fontenelle— 
Examiner Hanson: 

MC-C-1603—Watson Bros. Transportation 
Co., Inc.—Revocation or Suspension of 
Certificates. 

MC-70451, Sub. 112—Watson Bros. Trans- 
portation Co., Inc., Omaha, Nebr., com- 
mon carrier application. 

April 13—San Francisco, Calif.—Flood Bldg. 
—Jt. Bd. 75 or Examiner Raley: 

MC-1511, Sub. 103—Pacific Greyhound 
Lines, San Francisco, Calif., common 
carrier application. 

April 13—San Francisco, Calif.—Flood Bldg. 
—Examiner Raley: 

MC-F-5643 — Greyhound Corp. — Control; 
Pacific Greyhound Lines—Control; 
Golden Gate Transit Lines—Purchase 
(Portion)—Pacific Greyhound Lines. 





April 13—Springfield, Il—U.S. Ct. Rms. & 
Fed. Bldg.—kxaminer Lee: 

MC-42537, Sub. 14—Cassens Transport Co., 
Edwardsville, Ill., common carrier appli- 
cation. 

April 14—Springfield, Ill—U.S. Ct. Rms. & 
Fed. Bldg.—Examiner Lee: 

MC-114511—Westerfield Transfer, 

Ill., common carrier application. 
April 15—Los Angeles, Catif.—red. Bldg.— 
Examiner Raley: 

MC-F-5608—A 1 f oy E. Dean—Purchase— 

Knowles Vans, In 
April 15—Springfield, “Tu. —U.S. Ct. Rms. & 
Fed. Blag.—Examiner Lee: 

MC-32588, Sub. 2—Sanford Transfer, Rob- 

inson, Ill., common carrier application. 
April 19—Chicago, Ill.—U.S. Custom Hse.— 
Jt. Bd. 149: 

MC-36436, Sub. 23—Moland Bros. Trucking 
Co., Duluth, Minn., common carrier ap- 
plication. 

April 19—Los Angeles, Calif—Fed. Bldg.— 
Jt. Bd. 75 or Examiner Raley: 

MC-89037, Sub. 4—Continental Pacific 
Trailways, Los Angeles, Calif., common 
carrier application. 

April 19—Los Angeles, Calif.—Fed. Bldg.— 
Hxaminer Raley: 

MC-F-5588—Transcontinental Bus System, 
Inc.—Control; Continental Pacific Lines, 
Inc.—Purchase (Portion)—Transconti- 
nental Bus System, Inc. 

MC-F-5589—Atchison, Topeka & Santa Fe 
Ry. Co.—Control; Santa Fe Transporta- 
tion Co.—Purchase (portion )—Same. 

April 20—Chicago, Il1l.—U.S. Custom Hse.— 
Jt. Bd. 149: 

MC-35334, Sub. 35—Cooper-Jarrett, Inc., 

Chicago, Ill., common carrier application. 
April 20—Chicago, Ill.—Hotel Morrison—Ex- 
aminer Morgan: 

MC-C-1610—Andrew G. Nelson, Inc.—In- 
vestigation of Operations. 

April 21—Chicago, Ill.—U.S. Custom Hse.— 
Jt. Bd. 21: 

MC-67111, Sub. 5—Kain’s Motor Service, 
Logansport, Ind., common carrier ap- 
plication. 

April 22—Chicago, 11.—U.S. Custom Hse.— 
Jt. Bd. 73: 

MC-103880, Sub. 120—Producers Transport, 
Inc., Benton Harbor, Mich., common 
carrier application. 

April 22—Chicago, Ill—U.S. Custom Hse.— 
Jt. Bd. 13: 

MC-114410—John Simpson, Earlville, Ill1., 

contract carrier application. 
ax hs > ta Ill.—U.S. Custom Hse.— 

MC-114426—Nielsen & Son, Waukegan, IIl., 

contract carrier application. 


tt “ieee Mich.—Olds Hotel—Jt. Bd. 


MC-10761, Sub. 39—Transamerican Freight 
Lines, inc., Detroit, Mich., common car- 
rier application. 


s-- \ sents Mich.—Olds Hotel—Jt. Bd. 


Mc. 114173—Wayne L. Gillett, Brooklyn, 
Mich., common carrier application. 

MC-114402—Reed-Knight Trucking Co., De- 
troit, Mich., common carrier application. 


a | tenes Mich.—Olds Hotel—Jt. Bd. 


Mc. 106953, Sub, 3—Seegert Truck Line, 
Blissfield, Mich., common carrier appli- 
cation. 

MC-108001, Sub. 2—Ohio_ Tri-County 
Trucking Co., Toledo, Ohio, common 
carrier application. 

April 29—Birmingham, Ala.—Thomas Jeffer- 
son Hotel—Examiner Yardley: 

MC-112497, Sub. 20—Hearin Tank Lines, 
Inc., Baton Rouge, La., common carrier 
application. 


April 29—Lansing, Mich.—Olds Hotel—Jt. Bd. 


23: 

MC-103880, Sub. 119—Producers ‘Transport, 
Inc., Benton Harbor, Mich., common 
carrier application. 


aes 29—Lansing, Mich.—Old Hotel.—Jt. Bd. 


3: 

MC-106603, Sub. 36—Direct Transit Lines, 
Inc., Grand Rapids, Mich., common car- 
rier application. 

April 29—New York, N.Y.-—346 Broadway— 
Examiner Waters: 

MC-111015, Sub. 4—L. P. M. Corp., Chanpa- 

qua, N.Y., contract carrier application. 


suey SO -taning, Mich.—Olds Hotel—Jt. Bd. 


MC-46280, Sub. 26—Darling Freight, Inc., 
Grand Rapids, Mich., common car- 
rier application. 

May ~<a Ind.—U.S. Ct. Rms.— 

MC-114463—Stevenson’s Refrigerated Truck 
Service, Muncie, Ind., common carrier 
application. 

saad" S-setienraetin, Ind.—U.S. Ct. Rms.— 

MC-109451, Sub. 21—Ecoff Trucking, Inc., 
— Ind., contract carrier appli- 
cation 


McLean, 
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they S-—seteengetn, Ind.—U.S. Ct. Rms.— 
MC-114479—Haviland-Callan, Inc., Michi- 
gan City, Ind., contract carrier appli- 
cation. 

May 4—Washington, D.C.—Examiner Pettis: 
MC-F-5647—Malcom P. McLean—Control; 
McLean Trucking Co—Control and 
Merger—S. C. Loveland Co., Inc. 

yw, ‘5—Indianapolis, Ind.—U.S. Ct. Rms.— 


Bd. 72: 

Mc. 47389, Sub. 11—Federal Truck Lines, 
Inc., Chicago, Ill., common carrier ap- 
plication. 

May 6—Indianapolis, Ind.—U.S. Ct. Rms.— 
Jt. Bd. 72: 

MC-57293, Sub. 2—R D Motor Express, Inc., 

Muncie, Ind., common carrier applica- 
on 

May nN, D.C.—Examiner Dris- 
col 

Ex Parte MC-47—Transportation of US. 
Government Freight by Contract Carriers 
by Motor Vehicle. 


STATE 
COMMISSION NEWS 





Nebraska Commission Will 


Hear Cement Rate Evidence 


The Nebraska State Railway Com- 
mission has issued a notice of further 
hearing in its formal complaints 892, 
and 892, Sub. 1, involving complaints 
of cement companies against railroads 
operating in that state. The Nebraska 
commission said it acted to clarify a 
situation arising from a plea by the 
railroads that the federal Commission 
hold a hearing to receive evidence con- 
cerning cement rates in Nebraska (T.W., 
Feb. 6, p. 52). 

The Nebraska regulatory body gave 
the historical data which, it said, “set 
the stage” for further hearing before it. 
It said that the allegation of the rail- 
roads, that the rates set by the Nebraska 
body aggravated undue prejudice against 
interstate cement shippers and unjust 
discrimination against interstate com- 
merce found by the federal body to ex- 
ist, “seemingly carries the thought of 
contravening,” by it, the finding of the 
federal Commission in a 13th section 
proceeding in which it the latter made 
the finding of prejudice and discrimina- 
tion. 

Therefore, said the Nebraska commis- 
sion, it had set a hearing for March 29, 
in Lincoln, Neb., solely to consider, after 
receiving additional evidence on cement 
rates, whether the undue and unreason- 
able advantage and preference to inter- 
state shippers existed. 

During the pendency of the further 
investigation, the Nebraska commission 
said, the presently effective rates on 
cement would remain in effect. 


DEFENSE 
TRANSPORTATION 





N.D.T.A. Group Asks Funds 


For Boston Army Base Pier 


The text of a resolution adopted | 
the directors of the New England cha 
ter of the National Defense Transpori 
tion Association, requesting action 
Congress to allocate funds for mai 
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tenance and rehabilitation of the “water- 
front terminal section” of the Boston 
(Mass.) Army Base has been inserted in 
the Congressional Record by Senator 
Saltonstall, of Massachusetts, on behalf 
of himself and Senator Kennedy, of 
Massachusetts. 

The N.D.T.A. chapter directors de- 
clared in the resolution that “the pro- 
posed action of the Department of the 
Army to lease,- sell, or declare excess the 
waterfront terminal section of the Bos- 
ton Army Base is contrary to the inter- 
est of national defense and prepared- 
ness. Preambles of the resolution. in- 
cluded assertions that the Boston Army 
Base was the only terminal in New 
England with “the necessary supporting 
facilities vital to the requirements of the 
military in times of national emer- 
gency;” that other pier facilities in 
Boston and/or New England were not 
sufficient in number or adequate in type, 
and that it was the N.D.T.A. chapter’s 
understanding that the proposal to lease, 
sell, or declare excess the waterfront 
terminal in question was necessitated by 
“the failure of allocate funds in the 


budget for needed repairs and rehabili- 
tation.” 





Murray Discusses Defense 
Transportation Readiness, 
Toll Roads and ‘Time Lag’ 


Speaking at a meeting of the 
Washington chapter of the National 
Defense Transportation Association 
at the National Press Club in Wash- 
ington, D.C., March 16, Robert B. 
Murray, Jr., Under Secretary of Com- 
merce for Transportation, discussed 
the relationship between the gov- 
ernment and common carriers in re- 
gard to maintaining an adequate 
transportation system for defense. 


Asserting that the defense capacity of 
the railroads and other common carriers 
must be preserved for use in the event 
of another emergency, the Under Secre- 
tary said that he believed that the eco- 
nomic health of for-hire carriers could 
be maintained best through the efforts 
of private management. 

Discussing the subject of highway 
financing, Mr. Murray said that the toll 
road principle promised greater im- 
provements in the interstate highway 
system in the near future. 

Mr. Murray outlined a number of toll 
road projects he said were now under- 
way in a number of states and said that 
he had been told that about 30 states had 
enabling legislation for toll roads. 

“The importance of this idea to defense 
transportation through the relief from 
urban congestion to through traffic is 
obvious,” he said. “The toll gate princi- 
ple provides additional financing for 
facilities that otherwise might not have 
been possible.” 

Turning to the field of aviation, the 
Under Secretary said that through the 
Defense Air Transport Administration, a 
large potential of four-engine transports 
from the airlines in case of war were im- 
mediately available. 


An example of the close association 
between the federal government and the 
field of aviation in the administration 
and financing of defense facilities, Mr. 
Murray said, was the 70,000 mile net- 
work of federal civil airways. 


The Civil Aeronautics Administration, 
using its airway communications net- 
work, provided the Air Defense Com- 
mand with data on all flights operating 
within air defense identification zones 
in the continental U.S., Hawaii, Alaska, 
and Guam, he said. 


Carriers and Regulation 

“In discussing highways, airways and 
airports, we are dealing with vital gov- 
ernmental services, necessary in the op- 
eration of motor vehicles and aircraft,” 
he said. “The fact remains, however, 
that the whole structure of the defense 
transportation effort would be impos- 
sible without the availability of a pri- 
vately-owned and operated for hire car- 
rier service, which constituted the 
backbone otf our peace time transpor- 
tation.” 


Mr. Murray said that to maintain this 
strong transportation network and sup- 
port our production in peace and permit 
rapid expansion to meet emergencies, 
private initiative in the transportation 
field must not be hampered by needless- 
ly burdensome and complex regulation. 


“Regulation must not stifle initiative 
and freedom to move forward,” he said. 
“These carriers require earnings during 
peacetime adequate to keep their plant, 
equipment and working organizations in 
sound condition.” 


Railroads and other common carriers 
should be permitted earnings sufficient 
for continuing development of more 
economical and efficient service, he said, 
adding that the importance of the rail- 
roads to national defense required the 
government to do what it could to as- 
sure a continuing program of capital 
outlay to maintain railroad plant and 
equipment at required levels. 


Railroads and ‘Time Lag’ 


One of the major problems confronting 
common carriers today, Mr. Murray said, 
was their inability to obtain prompt 
regulatory approval of general revenue 
increases essential to cover rising ex- 
penses. The resulting financial burden 
had been particularly heavy on the rail- 
road industry, he said. 


Although the Commission had im- 
proved substantially its procedural tech- 
niques in recent general rate increase 
proceedings, there still appeared to be a 
need for establishing by law an adminis- 
trative standard in order to assure that 
the issues involved in these cases would 
be dealt with promptly, Mr. Murray said. 


A better balance in the railroad cor- 
porate and operating structure might 
further warrant giving private manage- 
ment greater initiative in the matter of 
general rate policies, he said, adding that 
the lack of balance had resulted in sub- 
stantial variation in the earning power of 
individual roads and constituted one of 
the arguments for continuing the Com- 
mission’s present authority over the gen- 
eral level of rates. 


“Attainment of maximum railroad sys- 
tem economy and efficiency and solution 
of the weak-and-strong-road problem,” 
he said, “may require recasting of cor- 
porate and operating structures through 
systematic consolidation. 


“The federal government for more than 
thirty years has attempted to deal with 
the problem of railroad consolidation. 
Initiative in this regard is now in the 
hands of railroad management. The 
railroads themselves are best qualified 
to determine the most efficient method of 
realigning operating patterns through 
consolidation, and should retain the ini- 
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tiative for proposing unifications. The 
government should render all necessary 
assistance in this direction.” 


CIVIL AERONAUTICS 
BOARD NEWS 







C.A.B. Complaint Alleges 
Act Violations by National 


Airlines, President Baker 


In a complaint filed with the 
Civil Aeronautics Board, Robert L. 
Griffith, chief of the board’s Office 
of Compliance, has accused National 
Airlines, Inc., and G. T. Baker, presi- 
dent and chairman of the board of 
that airline, of violations of the civil 
aeronautics act in connection with 
the operations of Aerovias Inter- 
nacionales, S.A. 


The complaint was docketed at the 
C.A.B. as No. 5688, National Airlines, 
Inc., and G. T. Baker, Enforcement 
Proceeding. 

The C.A.B. staff member alleged in 
his complaint that Mr. Baker had 
owned all of the outstanding shares 
of stock of Aerovias, since on or about 
October 3, 1946, but had not disclosed 
such ownership to the board, and that 
National had not at any time reported 
to the board the holding by it, or for its 
account, of any shares of stock, or other 
interest, in Aerovias. 

The complaint stated that Aerovias 
Internacionales, S.A. was a corporation 
existing under the laws of the Republic 
of Cuba and had its principal office and 
place of business at Havana, Cuba. 

It said that -Aerovias had been since 
on or about December 15, 1946, and was 
now engaged in maintaining and operat- 
ing National’s sales offices in Havana; 
selling transportation on National; per- 
forming for National all government 
clearing services and ground services, 
including the handling aiid processing of 
passengers, cargo, express and mail, and 
the receiving and dispatching of aircraft 
in Havana; and performing accounting, 
financial and other special services in 
connection with National’s air transpor- 
tation operations to and from Havana. 


The complaint stated that Aerovias’ 
operation should have been carried on 
National’s books as direct station opera- 
tions of National, but was not. 


The complaint stated that since on or 
about December 15, 1946, National had 
exercised both financial and operational 
control over Aerovias by various methods 
and means. 


It said that by “refusing duly ac- 
credited special agents and auditors of 
the board access to Aerovias’ books and 
records,” National had violated the act 
and the board’s economic regulations. 


“It is alleged that National and Baker 
will continue to violate the act and the 
economic regulations as described in this 
complaint unless and until they are re- 
quired by the board to cease and desist 
from such violations,” it stated. 

On the basis of the violations alleged 
in the complaint, Mr. Griffith asked the 
board to enter an order requiring Na- 
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tional and Baker to cease and desist from 
such violations, and that the board grant 
such other or further relief as the board 
might deem necessary or appropriate. 


Mohawk Mail Rates 


The Civil Aeronautics Board has issued 
a statement of provisional findings and 
conclusions in No. 6255, Mohawk Airlines, 
Inc., Mail Rates, directing the carrier 
to “show cause” why the board should 
not adopt the findings and conclusions 
specified in the statement, and fix, de- 
termine, and publish the rate for the 
transportation of mails specified in the 
statement. 


U.S.-Alaska Air Rates 


The Civil Aeronautics Board has de- 
nied petitions filed by various civic bodies 
representing Seattle, Wash., seeking re- 
consideration of the board’s opinion and 
order in No. 5067, et al., Pacific North- 
west-Alaska Tariff Investigation. 

In the proceeding, the board approved 
existing freight rates of certificated and 
irregular air carriers for service between 
Seattle and Fairbanks/Anchorage, Alaska, 
and also approved common freight rates 
between Portland, Ore., and Seattle, and 
Alaskan points and common freight rates 
for Fairbanks and Anchorage (T.W., Oct. 
3, 1953, p. 63). 


FEDERAL MARITIME 
BOARD NEWS 





Ocean Transport Complaint 


Examiner Robert Furness, of the Fed- 
eral Maritime Board, by a report in S-38, 
Isbrandtsen Co., Inc. v. American Export 
Lines, Inc., has recommended that the 
board find that American Export’s par- 
ticipation in agreements with other car- 
riers for exclusive transportation of cot- 
ton from Alexandria, Egypt, to ports in 
India and Pakistan is not unjustly dis- 
criminatory and unfair to complainant, 
and not a violation of respondent’s sub- 
sidy contract. 


COURT NEWS 





Rail Union Controversies 


The Supreme Court of the United 
States on March 15 ordered denial of 
petitions for review of three lower court 
decisions adverse to the United Railroad 
Operating Crafts in controversies be- 
tween that labor organization, on the 
one hand, and certain railroads and rail 
employe brotherhoods, on the other, over 
the right of the U.R.O.C. to represent 
crafts or classes of rail workers pursuant 
to the “union shop” amendment to the 
railway labor act. 


Brought into issue in these cases was 
the question whether the U.R.O.C. was 


“national in scope” and thus qualified to 
represent employes covered by “union 
shop” agreements. In denying the cer- 
tiorari petitions, the Supreme Court 
noted that Justices Reed and Jackson 
were of the opinion that the petitions 
should be granted. The orders were 
entered in cases docketed in the Supreme 
Court as follows: No. 472, United Rail- 
road Operating Crafts et al. v. William 
Wyer et al., a case involving employes 
on the Long Island and the New Haven; 
No. 513, U.R.O.C. et al. v. Northern 
Pacific Railway, and No. 548, U.R.O.C. et 
al. v. Pennsylvania Railroad et al. 


MOTOR ACT PROSECUTIONS 


Digests of statements issued by the 
Secretary of the Commission concerning 
prosecutions, in federal courts, for vio- 
lations of motor carrier provisions of the 
interstate commerce act or of Commission 
— and regulations thereunder, appear 

elow. 





New Jersey District, at Newark. Oneida 
Motor Freight, Inc., New York, N.Y., on 
March 5, was fined $1,000 following its 
plea of guilty to an information charg- 
ing it with violations of the regulations 
governing the transportation of explo- 
sives and other dangerous articles. The 
fine was required to be paid. The de- 
fendant, a common carrier, was charged 
with transporting compressed gas and 
flammable solids without the vehicles 
used by it in such transportation being 
marked and placarded to show that they 
contained such dangerous articles. 

* ” * 


Supreme Court of Utah 


Original proceeding to review order of 
public service commission suspending 
tariffs filed by petitioner, a trucker. The 
Supreme Court, Crockett, J., held that 
public service commission does not have 
authority to nullify rights possessed un- 
der certificate of convenience and neces- 
sity by arbitrarily refusing to approve 
tariff for trucking rates. 

Reversed and remanded. 

Ordinarily, operating rights are not 
expanded upon transfer or consolida- 
tion of truckers’ franchises. 


Expansion of operating rights under 
truckers’ franchises may not be properly 
made without notice to competing car- 
riers and to public. 


Certificate of convenience and neceés- 
sity authorizing petitioner to operate 
as motor common carrier “between” Salt 
Lake City and Provo did not exclude 
those cities. 

Public service commission’s decision 
that certificate of convenience and 
necessity which provided that petitioner 
should be allowed to operate as motor 
carrier between Salt Lake City and Pro- 
vo did not authorize through carriage 
from one city to the other was not a 
“finding” within rule that Supreme 
Court will not disturb findings made by 
commission on competent’ evidence. 
U.C.A. 1953, 54-6-4, 11, 20. 


Motor carrier’s certificate of conven- 
ience and necessity was not subject to 
interpretation or clarification, absent 
uncertainty or ambiguity in the instru- 
ment. 

Public service commission does not 
have authority to nullify rights possessed 
under certificate of convenience and 
necessity by arbitrarily refusing to ap- 
prove tariff for trucking rates. U.C.A. 
1953, 54-6-4, 54-7-16. (Peterson v. Pub- 
liv Service Commission, 266 P.2d 497). 






SHIPPING DECISIONS 


Cases Recently Decided by State and 
Federal Courts 


Digests taken from Reporters and Digests of 


National Reporter System, published by West 
Publishing Company, St. Paul, Minn. Copy- 
right, 1947, by West Publishing Company. | 





United States District Court, D. Hawaii 


In suit against carrier wherein libel- 
lants alleged that flour shipped had been 
spoiled, contaminated, and made unfit 
for human consumption as result of neg- 
ligent and careless handling of shipment 
by carrier. Respondent filed exception: 
upon ground that libellants’ allegations 
were mere conclusions and that suit was 
barred because libellants had failed to 
give written notice of claim for loss or 
damage within three days after delivery 
as required by bill of lading as condi- 
tion precedent to carrier’s liability. The 
District Court, Wiig, J., held, inter alia, 
that provision of bill of lading requiring 
written notice of claim for loss was void, 
in view of provision of Carrier of Goods 
by Sea Act invalidating any clause in 
bill of lading which relieves carrier from 
liability for loss or damage arising from 
negligence. 

Order in accordance with opinion. 

Although it is customary in cargo loss 
and damage cases to plead on theory of 
tort merely alleging that cargo was deliv- 
ered to carrier in good condition and re- 
delivered by carrier in damaged condi- 
tion, where carrier excepts to use of such 
general terms, exception may be treated 
as motion to make a more definite state- 
ment. 

In action against carrier for negligent 
cargo loss and damage, libellant should 
state facts showing particular acts of 
negligence which produced injury, when 
known to libellant, and if such facts are 
not known, libellant should so state. 

In suit against carrier wherein libel- 
lants alleged that flour shipped had been 
spoiled, contaminated, and made unfit 
for human consumption as result of neg- 
ligent and careless handling of shipment 
by carrier, and wherein carrier filed ex- 
ceptions upon ground that libellants’ al- 
legations were mere conclusions, court 
would direct libellants to amend libel by 
adding allegations to how and when 
damage to flour occurred and nature of 
alleged spoilage, contamination, and un- 
fitness for human consumption. 

Provision of bill of lading requiring, 
as condition precedent to shipowner’s li- 
ability for damage to cargo, that written 
notice of claim for loss or damage be 
given shipowner within three days after 
delivery of the cargo by shipowner was 
void, in view of provision of Carriage of 
Goods by Sea Act invalidating any clause 
in bill of lading which relieves carrier 
from liability for loss or damage arising 
from negligence. Carriage of Goods by 
Sea Act, Secs. 1 et seq., 3, 46 U.S.C.A. 
Secs. 1303(6, 8). (Nashiwa v. Matson 
Nav. Co., 116 F.Supp. 897). 


* 7 * 


City Court of City of New York, Special 
Term, New York County, Part I. 
Action by consignee against carrier for 

loss of market value in goods occasioned 

by delay in making delivery. On defen‘- 
ant’s motion to dismiss complaint, t1¢ 

City Court of the City of New York, 

County of New York, Special Ter’ 

Schimmel, J., held, inter alia, that pro.l- 

sion in bill of lading that carrier shoi:id 

be discharged from all liability in resp:° 
of loss or damage unless suit wr 
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brought within one year after delivery of 
goods or date when goods should have 
been delivered applied only to physical 
loss or damage and not to loss of market 
value, and did not bar action commenced 
against carrier more than year after 
delivery of the goods for loss of market 
value occasioned by delay in delivery. 

Motion denied. 

Within provision of United States Car- 
riage of Goods by Sea Act discharging 
carrier from all liability in respect of 
“loss or damage” unless suit is brought 
within one year after delivery of goods 
or date when goods should have been 
delivered, the quoted phrase relates to 
physical loss or damage and not to loss 
of market value caused by delay in mak- 
ing delivery, and, therefore, such provi- 
sion did not bar action by consignee 
against carrier for loss in market value 
resulting from delay in making delivery. 
Carriage of Goods by Sea Act, Sec. 3(6), 
46 U.S.C.A. Sec. 1303(6). 

A carrier may by contract limit time 
within which suit may be brought for 
failure to make timely delivery, provided 
limitation period is reasonable. Carriage 
of Goods by Sea Act, Sec. 3, and (8), 
46 U.S.C.A. Sec. 1303, and (8); Rules of 
Civil Practice, rule 107, subd. 5. 

The words “time limited by law” 
within Rules of Civil Practice authoriz- 
ing motion for judgment because cause 
of action did not accrue within time 
limited by law for commencement of the 
action apply as well to limitation of time 
for the bringing of an action prescribed 
by agreement of the parties as to a statu- 
tory period of limitation. Rules of Civil 
Practice, rule 107, subd. 5. 


Provision in bill of lading that carrier 
should be discharged from all liability 
in respect of loss or damage unless suit 
were brought within one year after de- 
livery of goods or date when goods should 
have been delivered applied only to 
physical loss or damage and not to loss 
of market value, and did not bar action 
commenced by consignee against carrier 
more than year after delivery of the 
goods for loss of market value occasioned 
by delay in making delivery. Carriage 
of Goods by Sea Act, Sec. 3(6), 46 
U.S.C.A. Sec. 1303(6). (United Mer- 
chants & Mfrs. v. United States Lines 
Co., 126 N.Y.S. 2d 560). 

. ~ * 
Court of Civil Appeals of Texas. San 

Antonio. 


Suits by consignee against delivering 
carrier for damage to seed potatoes 
allegedly incurred in transit under 
through bills of lading from Nebraska 
to Texas. The 107th District Court, 
Cameron County, Arthur A. Klein, J., 
rendered judgments for plaintiff, and 
defendant appealed and the appeals were 
consolidated. The Court of Civil Appeals, 
W. O. Murrary, C. J., held that since 
the evidence showed and the court found 
that potatoes were in good condition 
when delivered to carrier in Nebraska 
and were damaged when they arrived 
at destination and that they were not 
damaged by dipping them in formalde- 
hyde solution or by reloading them in 
cars, delivering carrier was liable to con- 
signee for such damage under Interstate 
Commerce Act Sec. 20 (11), 49 U.S.C.A. 
Sec. 20(11). 

Judgments affirmed. 


In suit by consignee against delivering 
varrier for damage to seed potatoes al- 
‘egedly incurred in transit, under through 
ill of lading from Nebraska to Texas, 
evidence supported finding that damage 
was caused, in whole or in part, by car- 


riers’ failure to comply with shipper’s 
instructions to accord potatoes carriers’ 
protective service as provided in carriers’ 
applicable protective perishable tariffs. 

Where the evidence showed and trial 
court found that seed potatoes were in 
good condition when delivered to carrier 
in Nebraska for shipment to Texas on 
through bill of lading and that potatoes 
were damaged when they arrived at 
destination, and further that such dam- 
age was not caused by dipping potatoes 
in formaldehyde solution or by thereafter 
reloading them in cars, delivering carrier 
was liable to consignee for such damage 
under provision of Interstate Commerce 
Act fixing carriers’ contractual liability. 
Interstate Commerce Act Sec. 20(11), 49 
U.S.C.A. Sec. 20(11). 

In suit by consignee against delivering 
carrier for damage to seed potatoes al- 
legedly incurred in transit under through 
bill of lading from Nebraska to Texas, 
evidence supported finding that damage 
was not caused by natural shrinkage or 
inherent vice in potatoes, though certifi- 
cate of inspection made at point of origin 
showed a percentage of damage which 
necessarily should result in wastage at 
destination. (Thompson v. W. E. Collins 
& Son., 263 S. W. 2d 186). 


United States District Court, E.D. Loui- 
siana, New Orleans Division. 


Charterer of barge brought action 
against owner of barge to recover for 
damage to cargo when barge made water 
through a hole in her after rake and was 
beached to prevent loss. The District 
Court, Wright, J., held that provision in 
charter party that it was understood that 
charterer had had barge inspected and 
found barge to be in first class condition, 
was not so clear and unequivocal as 
would amount to a waiver of warranty 
of seaworthiness. 

Judgment for charterer. 

Federal District Court in Louisiana 
had jurisdiction of action by Louisiana 
partnership against Delaware corpora- 
tion, which had its principal office in 
Louisiana, to recover for damage to 
cargo when barge chartered by partner- 
ship from corporation made water 
through a hole in her after rake and 
was beached to prevent total loss, since 
the action involved a charter party, 
which is a maritime contract. 28 
U.S.C.A. Sec. 1333. 

Charter of barge by partnership from 
corporation carried with it an implied 
warranty of seaworthiness, and such im- 
plied warranty could be displaced only 
by clear, unequivocal language, plainly 
and unambiguously negativing its ex- 
istence. 

Where charter party was executed on 
printed form furnished by owner of 
barge, and language on which owner of 
barge relied to relieve it from implied 
warranty of seaworthiness, was included 
in printed part of the form, the charter 
party would be construed narrowly 
against the owner. 

Provision in charter party that it was 
understood that charterer had had barge 
inspected and found barge to be in first 
class condition, was not so clear and un- 
equivocal as would amount to a waiver 
of warranty of seaworthiness. 


Fact that chartered vessel is in ap- 
parent first class condition does not dis- 
charge charterer from obligation to fur- 
nish a seaworthy vessel, since warranty 
against unseaworthiness covers latent 
defects not discoverable by inspection. 

In libel against owner of barge by 
charterer of barge for damage to cargo 


61 


| COURT NEWS 


when chartered barge made water 
through a hole in her after rake and 
was beached to prevent total loss, evi- 
dence was insufficient to establish own- 
er’s defenses that charterer improperly 
loaded pallets over hatch covers, so as to 
prevent pumping of water, and unneces- 
sarily and imprudently jettisoned the 
cargo. (Mayronne Drilling M. C. & E. 
Serv. v. Thomas Jordan, Inc., 117 F.Supp. 
86). eae . 
United States District Court, S.D. New 
York. 


Suit by public leaders in New York 
Harbor attacking constitutionality of the 
Waterfront Commission Compact, 
adopted by legislatures of New York and 
New Jersey and embracing a comprehen- 
sive plan to regulate New York water- 
front, one provision of which prohib- 
ited public loaders from operating on 
New York piers, and seeking injunction 
against the act. A temporary restrain- 
ing order was granted. The District 
Court, Augustus N. Hand, Circuit Judge, 
held that in view of proof that the 
operations of public loaders, under the 
public loading system peculiar to New 
York Harbor, had been accompanied 
by such flagrant abuses, inherent in the 
system itself, that it would be against 
the public interest to allow them to con- 
tinue;. prohibition of public loading was 
within police power of state and was 
not subject to attack as an unreason- 
able, arbitrary, or capricious exercise of 
legislative power. 

Restraining order vacated and com- 
plaint dismissed. 

In view of proof that operations of 
public loaders, under the public loading 
system peculiar to New York Harbor, had 
been accompanied by such flagrant 
abuses, inherent in the system itself, that 
it would be against the public interest 
to allow them to continue, prohibition 
of public loading was within police power 
of state and was not subject to attack as 
an unreasonable, arbitrary, or capricious 
exercise of legislative power. Water- 
front Commission Compact, arts. 1 et 
seq., 7, U.S. Code Congressional and 
Administrative News 1953, p. 605; NJ. 
S. A. 32:23-1 et seq.; McK. Unconsol. 
Laws N.Y. Sec. 6700-aa et seq. 

It is not for the judiciary to decide 
whether the Legislature has chosen the 
best remedy to meet an evil, but court 
decides only whether the means chosen 
are constitutional and related to the evil 
sought to be abolished and that the leg- 
islature has made reasonable and con- 
scious choice. 


In absence of any showing that regu- 
lation of the public loading system pecu- 
liar to New York waterfront would dis- 
pose of the evils inherent in such system, 
Legislature, in choosing to prohibit the 
practice rather than to adopt alternative 
course of regulation, did not act unrea- 
sonably. Waterfront Commission Com- 
pact, arts. 1 et seq., 7, US. Code Congres- 
sional and Administrative News 1953, p. 
605; N-P.S.A. 32:23-1 et seq.; McK. Un- 
consol. Laws N.Y. Sec. 6700-aa et seq. 

Constitution does not guarantee the 
unrestricted privilege to engage in a 
business or to conduct it as one pleases, 
and certain kinds of business may be 
prohibited, and right to conduct a busi- 
ness, or pursue a calling may be con- 
ditioned. 

A statute may be sustained though 
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some of the objects affected by it may 
be wholly innocent. 

State, in prohibiting public loading 
within Port of New York district, was 
legislating not only against the specific 
abuses perpetuated by public loaders in 
the past but also against the public 
loading system itself, and fact that cer- 
tain public loaders may not have been 
guilty of such abuses did not render the 
statute unconstitutional. Waterfront 
Commission Compact, arts. 1 et seq., 7, 
U.S. Code Congressional and Adminis- 
trative News 1953, p. 605; N.JS.A. 
32:23-1 et seq.; McK. Unconsol. Laws 
N.Y. Sec. 6700-aa et seq. 


A state may legislate on matters af- 
fecting interstate commerce and the 
maritime industry which are purely local 
in nature. 


A state may exercise its police power 
in the maritime field to protect the pub- 
lic health and safety. 


Waterfront Commission Compact, em- 
bracing a comprehensive plan to regu- 
late New York waterfront, concerned 
public interest, and its requirements and 
prohibitions were matters of local con- 
cern in which need for uniformity 
throughout United States did not ex- 
ist, and hence such legislation did not 
constitute an encroachment on the ex- 
clusive jurisdiction of Congress over 
maritime matters. Waterfront Commis- 
sion, Compact, arts. 1 et seq., 7, US. 
Code Congressional and Administrative 
News 1953, p. 605; N.J.S.A. 32:23-1 et 
seq.; McK. Unconsol. Laws N.Y. Sec. 
6700-aa et seq. (Staten Island Loaders 
v. Waterfront Commission, 117 F.Supp. 
308). 


MISCELLANEOUS DECISIONS 
Regulation of Common Carriers 


Cases Recently Decided by 
State and Federal Courts 


Digests taken from Reporters and Digests of 
National Reporter Systems published by West 
Publishing Company, St. Paul, Minn. Copy- 
right, 1947, by West Publishing Company. 





United States District Court, E.D. Mis- 
souri, E.D. 


Suit arising out of dispute between 
carriers over division of revenue arising 
out of transportation of 7,131 tank cars 
of crude petroleum oil transported from 
Oklahoma to Illinois and routed by three 
carriers over route to which joint through 
rate was applicable. The District Court, 
Harper, J., held that in absence of any 
matter in supplements to applicable di- 
vision sheets to indicate that applicable 
division point as provided in division 
sheets was not to be used in computing 
division of freight rates between trans- 
porting carriers, revenue for transporta- 
tion of 7,131 cars of crude petroleum oil 
would be made in accordance with broad 
plan as provided in division sheet where 
interchange between territories and be- 
tween carriers was made at point set 
out in applicable division point in ap- 
plicable division sheet. 

Order in accordance with opinion. 


In absence of any matter in supple- 
ments to applicable division sheets to in- 
dicate that applicable division point as 
provided in division sheets was not to 


be used in computing division of freight 
rates between transporting carriers, reve- 
nue for transportation of 7,131 cars of 
crude petroleum oil would be made in 
accordance with broad plan as provided 
in division sheet where interchange be- 
tween territories and between carriers 
was made at point set out as applicable 
division point in applicable division 
sheet. Interstate Commerce Act, 49 
U.S.C.A. Sec. 1 et seq. (St. Louis-S.F. Ry. 
Co. v. Thompson et al, 117 F.Supp 57). 


* » * 


United States District Court, D. Montana, 
Helena Division. 


Action to enjoin enforcement of In- 
terstate Commerce Commission’s order 
authorizing railroads to raise intrastate 
rates 8 per cent above those avproved 
by Montana Board of Railroad Commis- 
sioners. The District Court held that 
commission’s findings that transporta- 
tion conditions incidental to intrastate 
commerce were not more favorable than 
those of interstate commerce, that inter- 
state commerce rates in state were just 
and reasonable, that commission’s intra- 
state rates would not exceed just and 
reasonable level, that previous intrastate 
rates were not contributing fair share to 
railroad’s revenue but produced unjust 
discrimination against interstate com- 
merce were sufficient to sustain commis- 
sion’s order. 

Injunction denied. 


In action by Montana and its Board of 
Railroad Commissioners against United 
States to enjoin enforcement of Inter- 
state Commerce Commission’s order au- 
thorizing railroads to raise intrastate 
rates 8 per cent above those approved by 
board, Commission’s findings that trans- 
portation conditions incidental to intra- 
state commerce were not more favorable 
than those of interstate commerce, that 
interstate commerce rates in state were 
just and reasonable, that Commission’s 
intrastate rates would not exceed just 
and reasonable level, that previous in- 
trastate rates were not contributing fair 
share to railroad’s revenue but produced 
unjust discrimination against interstate 
commerce were sufficient to sustain Com- 
mission’s order. (State of Montana v. 
United States, 117 F. Supp. 174). 

* * * 


Supreme Court of Illinois. 


Declaratory judgment action involving 
constitutionality of Motor Carrier of 
Property Act. The Circuit Court, Kane 
County, Harry C. Daniels, J., entered 
judgment upholding the constitutional- 
ity of the statute, and plaintiff appealed 
directly to Supreme Court. The Supreme 
Court, Daily, J., held that provision of 
the Act exempting from the Act motor 
vehicles while being used for transpor- 
tation of agricultural supplies, livestock, 
agricultural products or commodities is 
not unconstitutional upon ground of im- 
proper classification resulting in discrim- 
ination or upon ground of vagueness. 


Affirmed. 


The basic scheme of the Motor Carrier 
of Property Act is the granting of limited 
monopoly privileges to motor carriers of 
property for hire by certificates, permits 
and registrations, with the concurrent 
imposition of regulation of service and 
rates, and the purpose of the act is not 
the regulation of motor vehicles as such, 
but the regulation of the business of 
transportation. S.H.A. ch, 95%, Secs. 
282.1 to 282.30. 


Provisions of Motor Carrier of Prop- 
erty Act exempting certain classes from 
operation of such Act must be read with 
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expressed legislative purpose of regulat- 
ing business of transportation in mind. 
S.H.A. ch. £515, Sec. 282.3(g). 

Provision of Motor Carrier of Property 
Act exempting from the Act motor ve- 
hicles while being used for transportation 
of agricultural supplies, livestock, agri- 
cultural products or commodities was not 
intended to permit any carrier otherwise 
subject to the Act to avoid regulation 
thereunder merely by transporting some 
of the specified agricultural commodi- 
ties, but was intended to do no more than 
to emphasize the exemption of those who 
are not engaged in the business of motor 
transportation for hire but who haui 
their own argicultural supplies and com- 
modities. S.HA. ch. 95%4, Sec. 282.3(g) 

Provision of Motor Carrier of Prop- 
erty Act exempting from the Act motor 
vehicles while being used for transpor- 
tation of agricultural supplies, livestock, 
agricultural products or commodities is 
not unconstitutional upon ground of im- 
proper classification resulting in dis- 
crimination or upon ground of vagueness. 
S.H.A. ch. $514, Sec. 282.3(2). (Elgin Stor- 
age & Transfer Co. v. Perrine, 116 N.E. 2d 
868). 

x > . 
United States District Court, W.D. Mis- 

souri, W.D. 


Proceeding by motor carrier against 
United States and against Interstate 
Commerce Commission, in which certain 
railroads intervened, for review of order 
of commission, entered in proceeding 
instituted by the railroads, requiring that 
the carrier cease and desist from operat- 
ing beyond territorial limits of its temvo- 
rary permit to transport explosives. The 
District Court held, inter alia, that the 
carrier failed to sustain its burden of 
overthrowing the orders. 


Complaint dismissed. 


Interstate Commerce Commission has 
power to interpret meaning of a motor 
carrier certificate issued by it, and Com- 
mission can exercise this power even 
though it does so in a proceeding which 
seeks only a declaratory order constru- 
ing a certificate. Interstate Commerce 
Act, Sec. 204(a)(6), 49 U.S.C.A. Sec. 
304(a) (6). 

Where interpretation of meaning of 
motor carrier’s certificate issued by In- 
terstate Commerce Commission is an in- 
tegral part of a pleading before the Com- 
mission which prays positive action 
therein by the Commission based upon 
such interpretation, the pleading should 
be treated as a unit, in respect to ques- 
tion of power of Commission to consider 
and act upon it. Interstate Commerce 
Act, Sec. 204(a)(6), 49 US.C.A. Sec. 
304(a) (6). 


Petition of railroads, filed with Inter- 
state Commerce Commission, seeking to 
secure relief from alleged injury resulting 
from operation by motor carrier beyond 
scope of its temporary certificate to 
transport dangerous explosives, by cease 
and desist order requiring motor carrier 
to confine its operations under the tem- 
porary certificate to the routes and points 
authorized in certificate defining grand- 
father rights of motor carrier as to 
general commodities, constituted a “com- 
plaint” within section of Interstute 
Commerce Act setting forth the oily 
method by which Commission can, DY 
its own action, compel compliance w:th 
provisions of act or requirements of 
Commission thereunder, without resort 
to courts. Interstate Commerce Act, 
Sec. 204(c), 49 U.S.C.A. Sec. 304({c). 


Rule of practice before Inters’ ite 
Commerce Commission providing a rn- 
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edy where no other rule does so had no 
application to a complaint, for govern- 
ment of which other rules existed. Gen- 
eral Rules of Practice before the Com- 
mission in Proceedings Under the Inter- 
state Commerce Act, rule 102, 49 U.S.C.A. 
Appendix; Interstate Commerce Act, 
Sec. 204(c), 49 U.S.C.A. Sec. 304(c). 

Orders of Interstate Commerce Com- 
mission are not subject to collateral at- 
tack in judicial proceedings, but must 
be tested judicially in direct review of 
such orders. Interstate Commerce Act, 
Sec. 204(c), 49 U.S.C.A. Sec. 304(c). 

Where copy of railroads’ petition to 
Interstate Commerce Commission, seek- 
ing cease and desist order directed 
against motor carrier, was served upon 
the motor carrier on February 26, 1952, 
and the motor carrier sought and ob- 
tained extension of time until April 1 to 
answer, on which date the motor carrier 
filed answer and motion to dismiss, the 
motor carrier had proper and sufficient 
notice, within statutory requirement 
that complaints before Commission be 
considered and determined upon due 
notice. Interstate Commerce Act, Sec. 
204(c), 49 U.S.C.A. Sec. 304(c). 

In proceeding before Interstate Com- 
merce Commission on petition of rail- 
roads for order directing motor carrier 
to cease and desist from transportation 
of explosives beyond territorial limita- 
tions of motor carrier’s temporary per- 
mit to do so, what motor carrier was 
actually doing as to such transporta- 
tion was a question of fact, but state- 
ments in carrier’s answer, to effect that 
railroads were for the first time question- 
ing the propriety of operations which 
had gone on for almost six years, con- 
stituted direct admission that actual 
operations of the carrier were those 
which raiiroads declared were beyond the 
limits of the temporary permit, and re- 
moved the matter of fact as an issue be- 
fore the Commission. 

In proceeding before Interstate Com- 
merce Commission on petition of rail- 
roads for order directing motor carrier 
to cease and desist from operating be- 
yond territorial limitations of its tempo- 
rary permit to transport explosives, 
whether territorial limits of the tempo- 
rary permit were the same as defined 
in permanent certificate granted to motor 
carrier for transportation of other com- 
modities was an issue of law. 


Interstate Commerce Commission, at 


least to some extent, has power to take 
official notice of its own records, pro- 
ceedings and orders, and such power 
would seemingly extend, at least to notice 
of such orders and applications therefor 
as have been directly drawn to its atten- 
tion in pleadings before it, which are 
parts of the historical development of 
the immediate issues before it, and 
which relate directly to rights of a party 
to such issue, particularly where issue 
is one purely of law and where reference 
to earlier acts of Commission is solely to 
aid in resolving such issue. 


In proceeding before Interstate Com- 
merce Commission on petition of rail- 
roads for order directing motor carrier 
“o cease and desist from operating be- 
yond territorial limitations of its tempo- 
rary permit to transport explosives, 
where not only did parties direct atten- 
‘ion of Commission to particular prior 
vroceedings pertinent to the interpreta- 
tion of the temporary certificate but 
each side, in its pleadings, presented 
its views and written arguments for the 
interpretation it deemed correct, and the 
only thing lacking was oral argument, as 
to which no specific request was ever 


made, requirment of an adequate hearing 
before Commission was met. Interstate 
Commerce Act, Sec. 204(c), 49 U.S.C.A. 
Sec. 304(c). 


In proceeding before Interstate Com- 
merce Commission on petition of rail- 
roads for order directing motor carrier 
to cease and desist from operating be- 
yond territorial limits of its temporary 
permit to transport explosives, whether 
it might have been advisable for the 
Commission to decline determination of 
the matter until it had acted upon motor 
carrier’s application for a permanent 
certificate covering such temporary cer- 
tificate, in a proceeding then pending, 
was matter of discretion on part of Com- 
mission, and not a question of power un- 
der section of Administrative Procedure 
Act dealing with determination of appli- 
cation for licenses, and with suspension, 
revocation and expiration of licenses. 
Administrative Procedure Act, Sec. 9(b), 
5 U.S.C.A. Sec. 1008(b). 


In proceeding by motor carrier for 
review of orders of Interstate Commerce 
Commission requiring that carrier cease 
and desist from operating beyond terri- 
torial limits of its temporary permit to 
transport explosives, evidence on part 
of motor carrier failed to establish any 
violation or departure from requirements 
of section of Administrative Procedure 
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Act dealing with determination of appli- 
cation for licenses, and with suspension, 
revocation and expiration of licenses. 
Administrative Procedure Act, Sec. 9(b), 
5 U.S.C.A. Sec. 1008(b). 

In proceeding by motor carrier for 
review of order of Interstate Commerce 
Commission requiring that carrier cease 
and desist from operating beyond the 
territorial limits of its temporary permit 
to transport explosives, District Court 
could not take judicial notice of appli- 
cations and orders of which the com- 
mission took official notice, but such 
matters could be brought before the Dis- 
trict Court, as being record before Com- 
mission, only by being introduced as 
evidence, when properly identified as 
being the matters officially noticed by 
the Commission. 


Orders of Interstate Commerce Com- 
mission are presumed to be valid, and 
burden of overthrowing them is upon 
the attacker. 


In proceeding by motor carrier for re- 
view of orders of Interstate Commerce 
Commission requiring that carrier cease 
and desist from operating beyond terri- 
torial limits of its temporary permit to 
transport explosives, carrier failed to sus- 
tain its burden of overthrowing the 
orders. (Riss & Co. v. United States, 117 
F. Supp. 296). 


TRANSPORTATION 
LEGISLATION 





Query on ‘Unauthorized’ Use of Funds 
By 1.C.C. Answered in House Hearing 


Chairman Johnson Tells Appropriations Group Why, With Its Budget 
Estimates Cut, Commission Could Not Give Motor Complaints Section 
Full Amounts ‘Earmarked’ for That Unit. Wolf Report Is Discussed. 


With the issuance by the House 
appropriations committee, on March 
15, of the printed hearings on the 
independent offices budget estimates 
for fiscal year 1955 it was disclosed 
that the independent offices subcom- 
mittee had criticized the I.C.C. for 
not having increased the personnel 
in the section of complaints in the 
Bureau of Motor Carriers to the ex- 
tent expected by the subcommittee, 
and that Chairman Johnson, of the 
I.C.C., had written an explanatory 
letter on that subject. 

The printed hearings included testi- 
mony in justification of an appropria- 
tion estimate of $11,500,000 for the Com- 
mission for the fiscal year ending June 
30, 1955. That amount, if approved by 
Congress, would represent an increase of 


$216,000 over the total actually appro- 
priated for the current (1954) fiscal year. 


Representative Thomas, of Texas, for- 
mer chairman of the subcommittee, 
noted that a statistical statement sub- 
mitted by the Commission showed that 
the backlog of cases—“total matters 
pending”—awaiting action by the Bu- 


reau of Motor Carriers’ section of com- 
plaints at the end of fiscal year 1953 
consisted of 3,528 proceedings, as against 
3,372 a year earlier and 3,292 at the end 
of fiscal year 1951. He observed that 
the House appropriations committee, in 
its reports on the independent offices 
appropriations bills for 1952, 1953 and 
1954, had earmarked “extra money” for 
the section of complaints. He wanted 
to know why it was that, although the 
amount earmarked for use by the sec- 
tion of complaints had been increased 
by about $100,000 for fiscal year 1952, by 
$400,000 for fiscal year 1953, and by 
$159,000 for fiscal year 1954, there was 


still a large backlog of cases in that sec- 
tion. 


Staffing of Motor Section 


Asked by subcommittee members how 
many additional employes had been “put 
on” the staff of the section of com- 
plaints, as a result of the allocation of 
larger amounts to that section (set forth 
in the committee reports on independent 
offices appropriations, but not in the 
language of the appropriation bills 
themselves), Commissioner Mahaffie 
said: 

“T have the figures for average em- 
ployment ... In 1949, we had in the 
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section of complaints, Bureau of Motor 
Carriers, 104.2 employes. In 1950, 131. 
In 1951, 137.2. In 1952, 118.6. We have 
presently 123 as of December 31 (1953).” 
“The facts are,” said Representative 
Phillips, of California, the subcommit- 
tee chairman, “that we gave, over and 
above the budget request, which is an 
unusual thing to do .. . the amount of 
$659,000 to clean up the situation (in 
the section of complaints), and the I.C.C. 
has obviously used that money for some- 
thing unauthorized by the committee.” 


Appropriation Cuts Noted 


Chairman Johnson, of the I.C.C., said 
that the Commission would supply a 
memorandum on that subject for the 
hearing record. E. F. Hamm, Jr., man- 
aging director of the Commission, stated 
that the appropriations the Commission 
had received totaled $11,264,035 in fiscal 
year 1952 and $11,003,500 in fiscal year 
1953. The latter figure, he pointed out, 
was $260,535 less than that for 1952. 

In the course of further discussion of 
staffing of the section of complaints, 
presently 123 as of December 31 (1953).” 

“No wonder your backlog is not drying 
up. You have not spent the money. You 
cannot get rid of an increase in workload 
with a decrease in the amount of per- 
sonnel . . . This work is far too impor- 
tant to be dragging from a year to 18 
months. These commissioners have 


enough intelligence and are just as 
patriotic as anybody else in this country 
and they certainly ought to get together 
and work out this backlog. And if you 


will lay your cards on the table to the 
committee, we will help you; if you need 
extra money we will give it to you. But, 
for goodness sake, this thing hurts every- 
body; it hurts the Commission and 
everybody in the government—a man 
waiting 18 months for a piece of paper so 
he can go out and drive 10 miles extra, 
and if you tell him ‘No,’ that maybe will 
satisfy him. But you do not tell him 
anything.” 


I.C.C. Chairman’s Letter 


In his letter to Chairman Phillips, of 
the subcommittee, the I.C.C. chairman 
showed that the amounts appropriated 
by Congress for “general expenses” of the 
Commission (that being the category 
including the funds for the Bureau of 
Motor Carriers) had been substantially 
smaller than those recommended by the 


Bureau of the Budget for fiscal years. 


1952, 1953 and 1954. He explained that if 
the Commission had allocated to the 
section of complaints the larger amounts 
specified by the House appropriations 
committee in its reports, the Commission 
would have had to curtail sharply the 
funds needed for other activities of the 
Commission. 

“Following the enactment of the ap- 
propriation for 1952,” wrote Chairman 
Johnson, “the Commission considered 
the question as to the manner in which 
it would spend the money appropriated. 
Former Commissioner Rogers, who was 
reporting commissioner for the Bureau 
of Motor Carriers, asked for an opinion 
from Chief Attorney Murray as to the 
effect which the statements in the re- 
ports of the House and Senate commit- 
tees and the action on the floor of the 
House should have on the Commission’s 
expenditure of the appropriation for 
general purposes. Mr. Murray’s opinion 
stated that the Commission is legally 


bound only by the restrictions that were 
incorporated in the statute (which made 
no reference to the decreases for high- 
way safety or the increases for the sec- 
tion of complaints), but that the Com- 
mission has placed upon it the positive 
statutory duty to administer the inter- 
state commerce act according to its 
terms and to accomplish its purposes, 
if possible, but may consider the com- 
mittee reports and give them some 
weight which will be consistent with the 
general duties to the public under the 
interstate commerce act. The chairman 
of the Commission discussed the ques- 
tion orally with the Bureau of the 
Budget and the office of the Comp- 
troller General. He was given the same 
opinion by them. 


Policy Decision 


“After considerable discussion, the 
Commission, by a majority vote, decided 
to defer the closing of any offices of 
any involuntary reduction in force until 
it could be determined whether the nor- 
mal reduction by attrition would be suf- 
ficient to permit the Commission to 
stay within the amount of the appro- 
priation. The Commission directed that 
no vacancies should be filled and no 
appointments made until this could be 
determined. Because of this policy de- 
cision, the staff of the section of com- 
plaints was not increased. 

“For the fiscal year 1953 the Bureau 
of the Budget recommended an appro- 
priation for the Commission of $9,975,000 
for general expenses. Your committee 
reported an appropriation for this pur- 
pose of $8,935,000, which was $544,935 
less than the total appropriation of 
$9,479,935 for the previous year which 
includes $695,000 provided in the third 
supplemental appropriation act, 1953, to 
pay the cost of salary increases author- 
ized in Public Law 201, Eighty-second 
Congress. Your committee recommended 
an expenditure of $400,000 more than 
that recommended by the Bureau of the 
Budget for the section of complaints. 
Your action thus reduced the money 
available for other activities of the Com- 
mission by $544,935 plus the $400,000 
which it specified for the section of com- 
plaints and which could have been ob- 
tained for that purpose only by further 
reducing the other activities of the Com- 
mission. The amount finally appropri- 
ated by the Congress for general ex- 
penses was $9,319,500. 


Nature of ‘Increase’ 


“For the fiscal year 1954 the Bureau 
of the Budget originally recommended 
an appropriation for general expenses 
of $10,400,000. Your committee reported 
an appropriation of $9,466,176. The 
budget recommendation contained an 
item for the section of complaints which 
was $159,326 greater than the amount 
allocated by the Commission for that 
section out of the previous year’s ap- 
propriation. It should be noted, however, 
that this increase was not in addition 
to the amounts recommended by your 
committee in previous years. Your com- 
mittee specifically approved this recom- 
mendation. ‘The amount finally ap- 
propriated by the Congress for general 
expenses was $9,600,000. The allocation 
of funds to the section of complaints 
was accordingly increased for the current 
year. 

“The recommendations of the appro- 
priations committees of the House and 
Senate as to the amounts which should 
be spent for specific purposes are given 
great weight by the Commission, but 
where they are not accompanied by addi- 
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tional appropriation to carry out the 
recommendations the Commission must 
also give weight to the effect upon its 
other activities which would result from 
a further reduction in such activities.” 


Single-Item Appropriation 


Chairman Johnson, of the Commis- 
sion, called attention, in his testimony 
to the fact that the budget estimate for 
this Commission for 1955 was “a single- 
item appropriation” in the amount of 
$11,500,000. In previous years, the esti- 
mates for the I.C.C. have been in three 
categories: (1) General expenses; (2) 
locomotive inspection, and (3) railroad 
safety. 

The single-item appropriation idea, 
Chairman Johnson said, was “in line 
with the Wolf report and ideas we have 
long had in the Commission.” 

“For 10 years,” he continued, “we 
thought it was not economical to have 
two bureaus—Safety and Locomotive In- 
spection—which could not be combined 
and have employes who could be used 
for many similar services. (The Bureaus 
of) Safety and Locomotive Inspection 
do, under different duties, the same in- 
spections ... 

“The Wolf report which you have 
heard so much about, and which is a 
good report—I am not detracting one 
iota from it—didn’t originate in the 
Senate or the House or from the Wolf 
Management Engineering Co. We have 
discussed it and endeavored to begin 
reorganization of the Commission a 
good many years. We had it under way 
once or twice. 


Effectuation of Wolf Report 


“Economy came along and we have 
never been able to get forward with it. 
A good report was written. We adopted 
it in principle. We finally got Mr. 
Hamm, with whom we are well pleased. 
The matter is going forward carefully 
and effectively. We have taken a good 
many steps. Others are in immediate 
contemplation, but we are adjusting, 
remodeling, and renovating a machine 
which you cannot leave in a garage and 
leave until it is fixed. It is working un- 
der high gear and has far-reaching 
causes and decisions. Mr. Hamm has 
a difficult job to repair that machine 
while it is working without diminishing 
its output at the cost of quality. If it 
is done rapidly it is fraught with many 
dangers. 

“In discussions here . . . it was stated 
that the Wolf report would make this 
Commission an efficient rather than 
an inefficient Commission. That state- 
ment hurt our feelings very severely. ... 
I have had efficiency comparisons made 
between this Commission and other 
Commissions and reports in other agen- 
cies in this government. If you would 
go into it you would find .. . that on 
comparison apparently we are as efficient 
as any other department in this United 
States government, not excluding the 
Congress, the White House, the Budget, 
or anybody else... .” 

“Mr. Chairman,” said Representative 
Thomas, “any organization that makes 
a customer wait 18 months to get his 
certificate, I wonder about. I don’t know 
but one agency in government that 
makes them wait as long as you do.’ 

“Who is that?” Chairman Johnson 
asked. 

“Federal Communications Commis:i0n 
on. some of these contested hearings for 
the TV and radio licenses,” replied Mr. 
Thomas. 

“We were hoping you would get 1 ore 
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efficient than the average government 
agency,” remarked Representative Phil- 
lips. 

“TI think we are,” said Chairman 
Johnson. “I am not belittling the Wolf 
report. We will be even more efficient. 
When you take 11 commissioners, busy 
as they are—naturally lawyers and peo- 
ple in different walks of life are not ex- 
perienced in administration and organi- 
zation—their time is fully occupied. It 
is surprising to me, and it will be to you 
if you make a study and comparison, 
that in fact we are not an inefficient 
organization. 

“Just a matter of cold efficiency is 
one thing. This Commission was estab- 
lished in 1887. Others have modeled 
their hearing processes and deliberations 
along our lines. Fifty-seven commis- 
sioners have come along in those 67 
years; 11 are in office. There are only 
46 commissioners who have been in of- 
fice and out. There has been a turn- 
over of only one and one-fourth com- 
missioners per annum; in all that time 
there never has been one breath of 
scandal about a commissioner or about 
the Commission. Whether the scandals 
are just or unjust, I don’t know of an- 
other such governmental agency with a 
record like that... 

“T believe we are the only one with 
less personnel than we had 10 years ago. 


‘Parsimoniousness’ of Commission 


“There may be some other agencies 
that have no passenger automobiles for 
the commissioners and its staff, but I 
doubt if there is any that needs it more. 
We never have asked for any and never 
have had any. 

“I don’t believe that you have any 
agency that has the reputation for 
economy and parsimoniousness that we 
have. The fact is that our promotions 
have been so slow it is difficult for re- 
cruitment. Frequently they go elsewhere 
and get promotions.” 

Chairman Johnson told the subcom- 
mittee that the Wolf report recom- 
mended for the Commission an appro- 
priation larger by about $350,000 than 
the estimate of $11,500,000 that had been 
submitted. He averred that an appropri- 
ation of the size proposed in the Wolf 
report would “pay for itself in the long 
run.” 

By questions he addressed to Man- 
aging Director Hamm, Representative 
Phillips suggested that, because it had 
not enlarged its staff of 17 “safety in- 
spectors for trucks” by assigning men 
from other bureaus to that staff, the 
Commission might have felt that safety 
on the highways was “less important 
than these other things.” 


‘Backlogs in Every Bureau’ 


“We had so many backlogs in every 
bureau,” said Mr. Hamm, “that we just 
do not have the help to take from one 
bureau to another right at the moment. 
In the few months I have been there I 
have not seen any place where we can 
take positions and allocate to other ac- 
tivities.” 

Mr. Phillips insisted it was “difficult 
for this committee to see how 17 in- 
spectors can do the job.” He called for 
insertion in the hearing record of data 
showing that the United States had 3,- 
326,510 miles of highway, of which 1,- 
998,669 miles were surfaced (with as- 
phalt, concrete, gravel, etc.) and 1,327,841 
miles were unsurfaced (graded and 
drained). 

Commissioner Cross, testifying on the 
subject of motor-carrier safety work of 


the Commission, said that from 1949 to 
1951, after allowing for increase in miles 
operated, accidents had been reduced 
from 53,048 to 37,625, or 29.1 per cent; 
personal injuries had been reduced from 
8,277 to 4,631, or 44 per cent, and deaths 
from 661 to 376, or 43.1 per cent. 


Results of Investigations 


“Investigations of serious bus and 
truck accidents, 150 per year,” he con- 
tinued, “have led to many changes in 
design by vehicle manufacturers and 
highway construction engineers. 

“The Interstate Commerce Commis- 
sion is the only governmental body 
equipped to establish regulations and 
standards for the transportation of dan- 
gerous commodities including explo- 
sives, inflammable liquids and gases, 
chemicals, etc., which are now trans- 
ported by truck in great quantities. All 
states with regulations on this subject 
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base them on the I.C.C. regulations. Our 
field force keeps carriers, shippers, and 
public officials informed on this impor- 
tant subject. 

“The fact that the highway safety 
work performed by this Commission does 
not duplicate that performed by the 
various states has recently been attested 
by state officials who are charged with 
highway safety. Eighty-two such offi- 
cials from 41 states, including governors, 
lieutenant governors, public service com- 
missioners, highway patrol chiefs, and 
so forth have addressed letters to the 
Commission to this effect.” 

Other I.C.C. members who testified in 
the course of the hearing were Commis- 
sioners Arpaia, Knudson, Clarke and 
Freas. 


Efforts by D.T.A. to Prevent Jurisdictional 
Mixup in Civil Defense Transport Outlined 


Administrator Knudson Tells House Appropriations Group of Plan 
For Centralized Authority in Event of Bombing Attack. Speaks of 
Rail Equipment Needs, Receives Commendation From Subcommittee. 


Development of a plan designed to 
avoid confusion of jurisdiction over 
transportation facilities in the event 
of atomic bomb attacks was reported 
by Administrator Knudson of the 
Defense Transport Administration in 
testimony he gave at a hearing by 
the independent offices subcommittee 
of the House appropriations commit- 
tee on the $275,000 budget estimate 
for the D.T.A. for fiscal year 1955. 

Mr. Knudson’s testimony was made 
public when the House appropriations 
committee, on March 15, made available 


the printed hearings on independent of- 
fices requests. 


The subject of D.T.A. relationship to 
civil defense transportation planning 
was brought up when Representative 
Phillips, of California, chairman of the 
subcommittee, raised a question about 
that subject. Francis A. Silver, general 
counsel of the D.T.A., said he was the 
D.T.A. representative on a “working 
group” that was making plans to handle 
transportation problems incident to en- 
emy attack on continental United States. 


Transport Policy Manual 


The function of the group, he said, 
was to establish broad policies, organiza- 
tional plans and procedures. He stated 
that the D.T.A. had issued a transpor- 
tation policy manual which had been 
circulated to transportation industry, to 
all the regional offices of civil defense 
and to the civil defense offices in all of 
the states. This manual, he added, was 
now being considered “as a bible in that 
field.” 

Administrator Knudson described the 
civil defense transportation situation as 
follows: 

“when the civil defense act was passed, 
authority was given through the Pres- 
ident to the administrator of the civil 
defense organization and to the several 


states to act with complete disregard, 
if they so chose, of any other govern- 
ment organization. The civil defense 
agency set up a transportation unit. 


“We began to get representations 
from the field about the total and utter 
inconsistency of some of the plans of 
the various cities. For instance, if the 
city of Chicago were attacked by an 
enemy or had an atomic disaster, the 
mayor of that city could seize the trucks 
and all local transportation facilities. 


“The governor of the state could seize 
the railroads that passed through the 
state. The Army could declare martial 
law. The civil defense in that area 
would have absolute control and there 
was an insufficient number of transpor- 
tation people in that picture, and this 
alarmed us and alarmed the military 
people. 


‘Working Agreement’ 


“So we assisted in the adoption of a 
working agreement among the several 
member agencies involved in this whole 
bill of particulars, and the general trend 
now is for all.of these agencies to assign 
these domestic transportation civil-de- 
fense planning functions, to iron out all 
this confusion and inconsistency in this 
area, to the Defense Transport Adminis- 
tration, which believes it can enlist the 
right kind of transportation personnel, 
both on a voluntary basis and to a limited 
extent on a paid basis, to avoid all this 
confusion.” 


Mr. Silver said that the original con- 
cept of the Federal Civil Defense Admin- 
istration was that it would be the 
controlling agency, not only of transpor- 
tation, but of other phases. Under the 
plan not outlined to the committee, he 
said, this had been changed so that now 
the F.C.D.A. appeared “in the role of a 
claimant and not a control agency so far 
as transportation is concerned.” ‘That, 
he added, was “the bill of goods we have 
to sell.” 

Representative Phillips asked Mr. 
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Knudson what evidence there was that 
the mayor of Chicago or the governor 
of Illinois would give up these seizure 
rights and adopt the working agreement. 

Commissioner Knudson replied that 
there was duplication in this field and 
a decision must be made somewhere 
along the line as to who was to be the 
expert in charge of that phase of 
mobilization planning and the operating 
of it if it actually came into being. 


Need for D.T.A. 


Earlier in the hearing, Representative 
Phillips questioned Mr. Knudson as to 
the need for the existence of the D.T.A., 
and asked him if the agency could be 
eliminated or if its functions and activi- 
ties should be absorbed by the Interstate 
Commerce Commission. 

Mr. Knudson replied that the D.T.A. 
reported to the executive branch of 
the government, and that it got its 
orders to perform from the President, 
through the Office of Defense Mobiliza- 
tion. 

“The Interstate Commerce Commission 
I do not think consistently could be 
asked to receive or to administer orders 
coming from the Executive Office,” he 
continued. “It would be totally incon- 
sistent, as I see it, with our independent 
status and the obligation we have to 
observe that the status in the Com- 
mission and report directly to the Con- 
gress.” 

Mr. Knudson said that a large part 
of the function of the D.T.A. for next 
year, “if we stay in existence at all,” 
would have to do with transportation 
and civilian defense. 


‘Astounding’ Activity for I.C.C. 


“An activity of that kind would be 
something totally new and I think rather 
astounding for a regulatory agency, such 
as the Interstate Commerce Commis- 
sion, to indulge in,” he said. 

In further testimony it was brought 
out that the defense production act un- 
der which the D.T.A. existed would ex- 
pire June 30, 1955. Mr. Knudson said 
that he hoped there would be no need 
for the agency after that time. 

On bringing up the subject of rail- 
roads, Representative Phillips said that 
the subcommittee understood the rail- 
roads pretty thoroughly, “except that 
you have not a great deal to do in that 
field right now.” 

“Do not pass that over too lightly, be- 
cause there is still a pressing need for 
the completion of the freight car and 
dieselization programs and there is a 
pressing need in the passenger-carrying 
field,” Mr. Knudson said. 

He added that for the last two or three 
years he had sought from the military 
an estimate of its mobilization passen- 
ger carrying capacity requirements. 

“If we should have an emergency we 
would be seriously handicapped in the 
movement of troops and civilians,” he 
added. “To characterize the railroad in- 
terests as no longer pressing is not so.” 


Money Problem of Railroads 


Representative Phillips said that he 
had been reading interesting articles 
lately that would indicate that the rail- 
roads did not have much money to 
finance construction, “no matter what 
you recommended.” 


Mr. Knudson said that that was right 


and that as an alternative the D.T.A. 


might have to recommend that some 
stockpiling of passenger-carrying equip- 
ment at the expense of the military es- 
tablishment be undertaken. 

“Do you not think you would get 
more practical results by letting Mr. 
Young buy the New York Central stock 
than by putting these plans on a draw- 
ing board?” Representative Phillips 
asked, adding, “I think he would produce 
results.” 

“TI think he produces 
Knudson replied. 

Near the conclusion of his testimony, 
Mr. Knudson told the subcommittee: 

“T am not sure you will see me next 
year. I am eligible for reappointment 
as a commissioner, and, if the President 
does not see fit to reappoint me, I shall 
be a private citizen next year. I want 
to thank you very kindly for the recep- 
tions you have given me and, if I can 
help you in any capacity, public or 
private, feel free to call on me.” 

“You have done a tremendous job,” 
said Representative Thomas, of Texas. 
“You have brought a fresh point of 
view to the Commission with your youth, 
your driving power, and outstanding 
ability, and the government needs your 
services for a good many years to come. 
I am sure the executive branch of the 
government will recognize your talents 
as we do. We certainly hope you stay 
for many, Many years.” 

“Thank you,” said Mr. Knudson. 
“That makes me feel humbly grateful 
for the 25 years of night-and-day service 
I have put inin my government work. It 
is not an easy thing to contemplate 
separation from it. At the same time, 
I have six children that I have to sup- 
port.” 

Representative Jonas, of North Caro- 
lina, said he wanted to endorse the 
comments made by Mr. Thomas, and 
Mr. Phillips added that “we all join in 
Mr. Thomas’ comments.” 


ideas,” Mr. 


Change in Parcel Post 


Jurisdiction Proposed 


Under provisions of H.R. 8353, a bill 
introduced by Representative Hagen, of 
Minnesota, the classification, rates of 
postage, zones, weight and size limita- 
tions, and other conditions of mailability 
of fourth-class mail (parcel post) would 
be determined solely by Congress. 

Section 1 of the Hagen bill provides 
for repeal of the last paragraph of sec- 
tion 207(b) of the act of February 28, 
1925, as amended (45 Stat. 942; 39 U.S.C. 
sec. 247), and the paragraph under the 
heading, “General Provisions,’ under 
the appropriations for the Post Office 
Department contained in chapter IV of 
the supplemental appropriation act of 
1951 (64 Stat. 1050; 31 U.S.C., sec. 695). 
The second section of the bill reads as 
follows: 

“Sec. 2. (a) The classification, rates 
of postage, zones, weight and size limita- 
tions, and other conditions of mailability 
of fourth-class mail in effect on the date 
of enactment of this act shall remain 
in effect until otherwise prescribed by 
the Congress. 

“(b) Any revision of the classification, 
rates of postage, zones, weight and size 
limitations, and other conditions of 
mailability of fourth-class mail hereafter 
made by the Congress shall insure the 
receipt of revenue from fourth-class mail 
service svfficient to pay the cost of 
such service.” 








Three Organizations Attack 
Federal Transport Taxes in 


Senate Committee Hearing 


Witnesses representing the Na- 
tional Industrial Traffic League, the 
National Conference for the Repeal 
of Taxes on Transportation, and the 
Association of American Railroads 
testified before the Senate finance 
committee on March 16 as advocates 
of repeal of the federal excise taxes 
on transportation of persons and on 
transportation of property. 


William H. Ott, Jr., of Des Plaines, 
Ill, general traffic manager of Kraft 
Foods Co., testified as chairman of the 
League’s legislative committee and as 
a member of the executive committee 
of the conference for transportation tax 
repeal. 

The League, Mr. Ott said, had gone 
on record in several recent annual meet- 
ings urging repeal of the taxes on trans- 
portation of property and persons. The 
tax on transport of property was objec- 
tionable, he said, for the reasons, among 
others, that it was “compounded with 
its reassessment on repeated movements 
of the same property or the products of 
such property” and was “a tax on a 
necessity, not a luxury.” He said that, 
since it did not apply on the costs of 
private transportation, it was to the com- 
petitive disadvantage of for-hire car- 
riers of all types. 


Need for Travel Stimulation 


After stating that the tax on trans- 
portation of passengers had been en- 
acted, “not for revenue purposes, but to 
discourage the use of passenger trans- 
portation facilities for civilian travel,” 
Mr. Ott said that “the tax structure 
should today, if possible, stimulate pas- 
senger travel rather than discourage it.” 

“In so doing,” he added, “not only 
would the welfare of the for-hire trans- 
portation agencies be furthered, but the 
passenger deficit of those agencies would 
be lessened, to the benefit of the users of 
property transportation who now carry 
that deficit.” 

Speaking for the transport-tax-repeal 
conference, Mr. Ott said that the con- 
ference “would like to go on record as 
favoring the reduction of taxes on travel 
from 15 per cent to 10 per cent” but that 
it was serving notice that its efforts 
would continue “until such time as trans- 
portation taxes are completely repealed.” 
He said the conference firmly believed 
that if the sums now being paid into 
the Treasury for transportation taxes 
could be used by the taxpayers them- 
selves for other purposes, the nation’s 
economy would be stimulated and 
strengthened to a much greater extent. 


A.A.R, Official’s Statement 


J. Carter Fort, vice-president and 
general counsel of the A.A.R., in testi- 
mony he gave, described the excise tax 
on freight transportation charges as “a 
dead weight upon the economy.” 


The 10 per cent ceilings set on excise 
taxes by H.R. 8224, passed by the House 
on March 10 (T.W., March 13, p. 1°), 
Mr. Fort said, would afford no relief 
from “the burdensome and discrimina- 
tory tax” on freight charges. 

“In its aggregate impact,” he sa.d, 
“this 3 per cent tax, as a result of te 
multiplying process, may easily excced 
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the ‘ceiling’ prescribed by H.R. 8224, but 
the bill takes no account of this.” 

Mr. Fort also attacked the tax on 
transportation of persons, which H.R. 
8224 would reduce to 10 per cent, from 
15 per cent. This tax, if not repealed out- 
right, he said, should be reduced at least 
to its initial rate of 5 per cent. 





Conference for Regulation 
Of Dry-Bulk Barge Haulage 


Sponsors New Senate Bill 


Ability of common carriers to con- 
tinue their public service was im- 
paired by their loss of “large blocks 
of tonnage” of dry-bulk commodities 
to unregulated inland waterway car- 
riers that moved such commodities 
“at secret rates,” said the Confer- 
ence for Inland Waterways Dry Bulk 
Regulation, of Washington, D.C., in 
a statement calling attention to in- 
troduction of S. 3111 by Senator 
Bricker, of Ohio, for himself and 
seven other Senators (T.W., March 
13, p. 13). 


S. 3111 would amend section 303(b) of 
the interstate commerce act so as to 
bring under I.C.C. regulation all inland 
water carriers, except those on the Great 
Lakes, engaged in the dry-bulk com- 
modity transportation now exempt from 
such regulation. 


James P. Kem, former United States 
senator from Missouri, a member of the 
Senate interstate and foreign commerce 
committee in the Eighty-second Con- 
gress, represents the conference as its 
counsel in Washington. Wesley Rogers, 
traffic manager of American Barge Lines 
Co., of Jeffersonville, Ind., is secretary 
of the conference. 


Support for Legislation 


The conference said, in a “press 
release,” that introduction of S.3111 was 
“the first step in an effort to eliminate 
a glaring inconsistency in the inter- 
state commerce act.” Mr. Kem said 
that the bill had support of a number 
of regulated inland waterway carriers 
and that it was supported also by the 
Commission, by the Association of Amer- 
ican Railroads, and by a considerable 
number of shippers. 


“Under the present law,” the confer- 
ence said, “inland water carriers hauling 
no more than three types of dry-bulk 
commodities in a single operation are 
exempt from all regulatory requirements, 
including the posting and maintenance 
of uniform transportation charges. This 
provision was included in the 1940 
(transportation) act to protect Great 
Lakes shipping interests from unfair 
competition with Canadian and other 
vessels under foreign registry. 


“The exemption of inland waterway 
traffic from regulation in the dry-bulk 
field is discriminatory and a violation 
of the national transportation policy, 
which calls for the coordination of the 
entire transportation system of the 
country under I.C.C. regulation. 


“At the time the exemption for dry- 
bulk carriers was passed, Congress was 
primarily concerned with Great Lakes 
shipping. Lake steamers are physically 
designed to carry only three or less types 
of bulk commodities per voyage. 


“However, the pattern of inland water- 
way transportation has materially 
changed since the passage of the 1940 
act. Tonnage has more than tripled. 
During this period the dry-bulk tonnage 
has increased from a negligible amount 
to the point where it now dominates 
all traffic on the inland waterways. It 
has changed the entire face of the 
industry. In so doing, it has not only 
outmoded the original dry-bulk exemp- 
tion but has transformed it into a 
vehicle for the promotion of unfair 
and destructive competition. 

“It is the practice and the obligation 
of the common carrier to publish specific 
rates and to serve all shippers carrying 
all commodities regardless of quantity. 
This automatically disqualifies the com- 
mon carrier from exemption under the 
present provision of law. The carrier 
operating under the exemption, on the 
other hand, can attract the large, single 
commodity shipper with special, secret 
rates. . .” 

One “serious” effect of the present 
dry-bulk exemption, the conference said, 
was “the undermining of the entire rail 
and water transportation systems of 
the country through uneconomic rate- 
cutting practices.” 


“The Bricker amendment,” it added, 
“will improve the nation’s transportation 
system in the interest of the entire 
country. It does not limit free enter- 
prise but instead promotes competition 
on a fair and equal basis among shippers 
and carriers alike, under stable and 
regulated rate structures.” 


Provisions of Bill 


Under provisions of S. 3111, section 
303(b) of the act would be amended to 
make it read as follows: 


“(b)(1) Nothing in this part shall ap- 
ply to the transportation on the Great 
Lakes or coastwise by a water carrier 
of commodities in bulk when the cargo 
space of the vessel in which such com- 
modities are transported is being used 
for the carrying of not more than three 
such commodities. This subsection shall 
apply only in the case of commodities 
in bulk which are (in accordance with 
the existing custom of the trade in the 
handling and transportation of such 
commodities as of June 1, 1939) loaded 
and carried without wrappers or con- 
tainers and received and delivered by 
the carrier without transportation mark 
or count. For the purposes of this sub- 
section two or more vessels while navi- 
gated as a unit shall be considered to 
be a single vessel. This subsection shall 
not apply to transportation subject, at 
the time this part takes effect, to the 
provisions of the intercoastal shipping 
act, 1933, as amended. 


“(2) Any carrier, who on the date of 
the enactment of the act entitled ‘An act 
to amend part III of the interstate com- 
merce act in order to remove the bulk 
commodity exemption with respect to 
certain water carriers’ is engaging in 
transportation, which was exempt under 
the provisions of this subsection prior 
to the amendment made by such act and 
becomes subject to the provisions of this 
part because of such amendment, and 
who has been engaging in such trans- 
portation for at least two years prior 
to such date of enactment, may continue 
to engage in such transportation for a 
period of one hundred and twenty days 
without a certificate or permit covering 
such transportation, and, if application 
for a certificate or permit covering such 
transportation is made to the Commis- 
sion within such period, the Commission 
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shall, without further proceedings, issue 
to the carrier a certificate or permit, 
whichever is appropriate, authorizing 
such transportation. Such certificate or 
permit shall be limited to the transporta- 
tion of such commodities from and to 
such ports or points in the same direc- 
tion as was actually performed by such 
carrier during such two-year period. Any 
carrier who was so engaged on such 
date of enactment but who has not been 
so engaged for such two years may con- 
tinue such operation for a period of one 
hundred twenty days after such date 
of enactment without a certificate or 
permit, and, if application for such cer- 
tificate or permit is made to the Com- 
mission within such period, the con- 
tinuance of such operation shall be law- 
ful pending determination of such ap- 
plication.” 





House Passes $394 Million 
River-Harbor, Flood Control 
Appropriation Bill for ‘55 


The House on March 16 passed and 
sent to the Senate H.R. 8367, the 
Army civil functions appropriation 
bill for fiscal year 1955, carrying a 
total of $394,437,000 for river and 
harbor, flood control, and multiple- 
purpose projects. 


For navigation projects, the bill as 
passed by the House provides a total 
of $96,135,000, of which $34,010,000 is for 
construction, $42,335,000 for operation and 
maintenance of channels and harbors, 
and $19,790,000 for operation and main- 
tenance of locks, dams and canals. 

For multiple-purpose projects (those 
embodying navigation, hydroelectric 
power and other features) the House- 
approved bill provides a total of $201,- 
570,000, of which $192,570,000 is for con- 
struction and $9,000,000 for operation and 
maintenance. 

The list of navigation construction 
projects includes the Demopolis lock and 
dam on the Tombigbee River, Alabama, 
for which the House approved $3,400,000. 
Other major river and harbor construc- 
tion projects covered by the bill and the 
amounts provided for them were: 

Arkansas River and tributaries, $3,000,- 
000; Warrior lock and dam, Alabama, 
$1,500,000 Lock No. 19 at Keokuk, Ia., 
$3,200,000; Missouri River, Kansas City 
to Omaha, $3,300,000; Missouri River, 
Omaha to Sioux City, $2,000,000; Green 
River Ky.) lock and dam 1 and 2, 
$5,000,000; Missouri River, Kansas City 
to mouth, $2,000,000; New York and New 
Jersey channel, $2,000,000; Norfolk Har- 
bor, Va., Craney Island disposal area, 
$3,000,000. 


Principal construction projects in the 
“multiple-purpose” list covered by the 
House-approved bill are: 


Folsom Reservoir, Calif., $14,000,000; 
Jim Woodruff lock and dam, Fla. and 
Ga., $5,000,000; Buford dam, Ga., $5,800,- 
000; Gavins Point Reservoir, Neb. and 
S.D., $11,000,000; Garrison Reservoir, 
Neb., $24,000,000; McNary lock and dam, 
Ore. and Wash., $24,000,000; The Dalles 
lock and dam, Ore. and Wash., $29,000,- 
000; Fort Randall Reservoir, S.D., $17,- 
000,000; Oahe Reservoir, S.D., $9,000,000; 
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Old Hickory lock and dam, Tenn., $12,- 
000,000 and Chief Joseph dam, Wash., 
$27,000,000. 

The House rejected an amendment, 
proposed by Representative Busbey, of 
Illinois, proposing that $5,000,000 be ap- 
propriated to start construction of the 
Calumet-Sag Channel, between Lake 
Michigan and the Illinois River, in the 
Chicago area. He said the estimated 
cost of completing this project would 
be “in the neighborhood of $125 million.” 


Exclusion of Leaf Tobacco 
From Exempt Truck Haulage 
List Proposed by Sen. Hoey 


Amendment of clause (6) of sec- 
tion 203(b) of the interstate com- 
merce act so as to provide that in 
certain cases leaf tobacco shall not 
be considered an agricultural com- 
modity for the purpose of the agri- 
cultural exemption for motor carriers 
under that clause has been pro- 
posed by Senator Hoey, of North 
Carolina, by means of a bill, identi- 
fied as S. 3117, that he has intro- 
duced. 


Subsection (b) of section 203 provides 
that nothing in part II of the act, ex- 
cept the provisions of section 204 rela- 
tive to a qualifications and maximum 
hours of service of employes and safety 
of operation or standards of equipment, 
should be construed to include the vari- 
ous exempted categories set forth in that 
subsection. The exempted category in 
clause (6) of subsection (b) covers “mo- 
tor vehicles used in carrying property 
consisting of ordinary livestock, fish (in- 
cluding shell fish), or agricultural com- 
modities (not including manufactured 
products thereof), if such motor vehicles 
are not used in carrying any other prop- 
erty, or passengers, for compensation.” 
That provision is referred to as the 
“agricultural commodity exemption.” 


One of the provisions of the Hoey bill 
would insert, after the words “not in- 
cluding manufactured products thereof” 
in clause (6) the words: “Or leaf tobacco 
other than that moving from the farm 
to warehouse, other original storage or 
market.” 


‘Grandfather Rights’ Provision 


The Hoey bill also would add to sub- 
section (b) of section 203 a new para- 
graph (2), reading as follows: 

“(2) Subject to the provisions of sec- 
tion 210, if any person (or the predecessor 
in interest of such person) was on 
March 11, 1954 (or before such date in 
the case of seasonal transportation) en- 
gaged in transportation, which was 
exempt under the provisions of clause 
(6) of paragraph (1) of this subsection 
prior to the amendment excluding leaf 
tobacco in certain cases from the ex- 
emption under such clause and which 
becomes subject to the provisions of this 
part because of such amendment, and if 
such person (or predecessor in interest) 
has continued (on a seasonal basis if such 
transportation is seasonal in nature) to 
engage in such transportation since such 
date, except for interruptions in service 


over which he has no control, the Com- 
mission shall issue, without further pro- 
ceedings, a certificate or permit, which- 
ever is appropriate, authorizing such 
transportation, if application is made for 
such certificate or permit in accordance 
with the provisions of this part and 
within one hundred and twenty days 
after the date on which this paragraph 
takes effect. Pending the determination 
of such application, the continuation of 
such transportation without a certificate 
or permit shall be lawful. Any person 
engaged in such transportation on the 
date on which this paragraph takes 
effect, but not engaged in such trans- 
portation on March 11, 1954, may under 
such regulations as the Commission may 
prescribe, if application for a certificate 
or permit, whichever is appropriate, is 
made to the Commission within one hun- 
dred and twenty days after the date on 
which this paragraph takes effect, con- 
tinue to engage in such transportation 
pending the determination of such ap- 
plication in accordance with the pro- 
visions of section 209(b). Any person 
who is authorized to engage in such 
transportation under the terms of a cer- 
tificate or permit on file with the Com- 
mission on the effective date of this 
paragraph may engage in such trans- 
portation after such date in accordance 
with such terms.” 

The bill was referred to the Senate 
committee on interstate and foreign com- 
merce. 

Representative Cooley, of North Caro- 
lina, on March 15 introduced H.R. 8381, 
a bill containing provisions identical to 
those of the Hoey bill, S. 3117. 





Regulation of Canadian 
Truckers in U.S. Sought 


Two House members came before the 
House interstate and foreign commerce 
committee on March 15 to ask favorable 
action by the committee on their respec- 
tive bills to subject to I.C.C. regulation 
the presently unregulated operations, 
over highways in the United States, of 
Canadian-owned trucks engaged in 
transporting freight between points in 
Canada. 

One of the proponents of such legis- 
lation who testified before the House 
committee was Representative Bennett, 
of Michigan. He asked support for his 
bill, H.R. 7468, to amend section 203 (a) 
of the interstate commerce act so as 
to place under I.C.C. regulation the Ca- 
nadian truckers that used U.S. highways. 
Representative Cederberg, of Michigan, 
asked favorable consideration of a simi- 
lar bill he had introduced, H.R. 17471. 
The situation the proposed legislation 
was designed to correct was described 
by Mr. Bennett as follows: 


“A Canadian truck leaving Winnipeg, 
for example, with a load of grain, travels 
to Sarina, Ontario, about 2,000 miles 
...In spite of the fact that 95 per cent 
of the trip would be over U.S. highways, 
our I.C.C. has no jurisdiction over him, 
either in respect to safety rules or regu- 
lations or with respect to requiring him 
to carry insurance and to designate an 
agent within the state for the purpose of 
service of process. In Michigan alone 
there are more than 600 of these trucks 
operating in this particular type of traf- 
fic . . . All this bill would do is to re- 
quire these Canadians to be subjected 
to the same kind of interstate regula- 
tion as motor carriers operating inter- 
state within the United States... ” 
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Mr. Cederberg said that the opera- 
tions of Canadian trucks within the 
United States presented a problem of 
safety. The Canadian drivers were not 
required to keep logs of their time of 
driving, he stated. 


Other Bills Discussed 


Representative Hyde, of Maryland, dis- 
cussed H.R. 3771, a bill he had intro- 
duced, providing for establishment of 
an area commission for regulation of 
transportation in the metropolitan are: 
of Washington, D.C. He said that, ir 
general, the regulatory scheme of th: 
bill was the same as that provided in 
the District of Columbia public utilities 
law and part II of the interstate com- 
merce act. The bill would require car- 
riers in the metropolitan area to estab- 
lish through routes and joint rates with 
other carriers, he said. 

Provisions of H.R. 6714, a bill to remove 
from federal jurisdiction and to place 
in the hands of the states “the abandon- 
ment proceedings on the Long Island 
Rail Road, were discussed by Represent- 
ative Wainwright, of New York, who 
had introduced that measure. 

Mr. Wainwright said that the Long 
Island Rail Road abandonment pro- 
ceeding in question involved 60 miles of 
track from Patchogue to Montauk Point. 
Chairman Wolverton, of the committee, 
said that hearings on the Long Island 
Rail Road problem had been held last 
year and that the committee contem- 
plated that those hearings would be “re- 
vived” and completed. 





Railroad Witnesses Oppose 
Union-Sponsored ‘Benefit’ 


Bill; House Hearings End 


With the receipt of testimony pre- 
sented by Graham E. Getty, assistant 
vice-president of the Association of 
American Railroads and assistant 
director of the A.A.R. Bureau of 
Railway Economics, opposing the 
considered legislation, the House in- 
terstate and foreign commerce com- 
mittee on March 17 concluded its 
hearings on H.R. 7840, the Wolverton 
bill, endorsed by 18 rail employe 
organizations, to provide more liberal 
benefits for rail employes and their 
survivors (T.W., March 13, p. 62). 

The bill would amend the railroad re- 
tirement act, the rail retirement tax act 
and the railroad unemployment insur- 
ance act. 

On March 16 another railroad wit- 
ness, R. L. Ettenger, Jr., assistant vice- 
president of the finance, accounting, 
taxation and valuation department of the 
A.A.R. told the committee that the 
considered bill would “increase the taxes 
payable by the railroads far beyond their 
ability to pay and far beyond any simi- 
lar payment exacted from any other 
industries. including their competitor.’ 


Increased Cost to Railroads 


By raising the taxable and credita)le 
compensation from the present $300 4 
month maximum per employe to $35) 4 
month, H.R. 7840 would add an estima ed 
$54 million to the average annual ¢:'st 
of the rail retirement and unemp! J- 
ment insurance systems. The railro ds 
were faced with reduced traffic and w re 
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“in no position to pay additional taxes,” 
he asserted. 

Mr. Getty testified that the railroads 
were expecting a drop of 5 to 10 per cent 
in their 1954 operating revenues and 
would be unable to meet the increased 
costs that the proposed liberalizations 
of rail retirement and unemployment 
benefits would involve. He said the rail- 
road industry was operated on so narrow 
a margin of profit that a moderate drop 
in general business activity would, if 
prolonged, raise “serious financial prob- 
lems” for the industry. 

Earlier, Chairman Raymond J. Kelly, 
of the Railroad Retirement Board, told 
the committee that the problems created 
by the proposed amendments to the rail- 
road retirement act were “minor” and 
that he favored the amendment to the 
unemployment insurance act that would 
increase benefit rates for unemployment 
and sickness benefits. 


‘Benefits Should Be Higher’ 


“At the present time,” he said, “our 
railroad unemployment and _ sickness 
benefits are about 40 per cent of aver- 
age weekly wages. Our benefits should 
be higher to be in line with the Presi- 
dent’s recommendation—close to 50 per 
cent of average weekly wages... 

“We don’t need a new and complicated 
formula in order to get higher benefit 
rates ... We can get these results and 
the results the President wants, with- 
out much increase in administrative 
costs. We can do it by sticking to the 
basic benefit formula we now have and 
revising the scale of benefits upward .. .” 

Horace W. Harper, labor member of 
the R.R.B., said that the railroads’ con- 
tribution rate under the rail unemploy- 
ment insurance act had been 0.5 per cent 
since 1947 and that, “by contrast, the 
employers covered under state employ- 
ment insurance laws now pay an average 
rate of about 1.5 per cent to the states 
plus 0.3 per cent to the federal govern- 
ment.” He said he believed that the in- 
creases in benefits which would follow 
enactment of a proviso in the bill by 
which benefit rates would be made at 
least 50 per cent of the daily rate of 
compensation in last employment would 
be “equitable and just” and that they 
should be enacted. 

F. C. Squire, the rail management rep- 
resentative on the R.R.B., testified that 
the provisions of the rail unemployment 
insurance act, which the considered bill 
would liberalize, were “already far more 
liberal than those of the state law.” He 
said that “bad features” of the bill in- 
cluded the following: 

“1. Employes with practically the same 
earnings in the base year in the same 
type of work may get entirely different 
benefit rates because of the transfer of 
one or both to some other type of work 
before becoming unemployed. 

“2. Thousands of beneficiaries will re- 
ceive more in benefits than they earned 
in railroad employment. Many of them 
will receive two or three times as much 
as their total railroad earnings. 

“3. Benefit payments will be so high 
if this proviso is enacted that the incen- 
tive to seek work will be reduced and 
there will be the temptation to malinger 
in sickness cases...” 





Merchant Marine Legislation 


Insertion in the merchant marine act 
of 1936 of a provision to make permanent 
« requirement now written into a num- 
her of foreign-aid statutes that water- 


borne cargo or passengers transported 
for the federal government be carried 
in privately-owned U.S.-flag vessels has 
been proposed in a bill (H.R. 8358) in- 
troduced by Representative Campbell, of 
Florida. The bill would add to section 
910 of the act the following new par- 
agraph: 

“Waterborne cargo or passengers under 
the control of the United States gov- 
ernment shall be transported in privately 
owneg and operated vessels documented 
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under the laws of the United States to 
the extent of the capacity and ability 
of such vessels to perform the services 
required. Due consideration will be 
given to emergency situations involving 
the United States government as de- 
termined by the President of the United 
States, or situations wherein the Sec- 
retary of Defense must take immediate 
action. Nothing herein contained shall 
impair or threaten the national security 
of the United States.” 


LABOR NEWS 





Rail Witnesses Assail ‘Fringe’ Demands 
Of ‘Non-Ops,’ Before Emergency Board 


Cite ‘Tremendous’ Cost of Demands, Traffic Decline and Narrowing 
Profit Margin as Reasons for Demands Not Being Granted. One 
Witness Says That Rail Employes Are Among Nation’s Highest Paid. 


Five carrier witnesses testified in 
opposition to the granting of the 
“fringe” demands sought by 15 non- 
operating rail employe unions in the 
course of hearings on the matter 
before an emergency board in Chi- 
cago, March 8-15. 


The emergency board was created by 
President Eisenhower to investigate the 
dispute between the railroads and the 
unions after collective bargaining and 
mediation attempts had broken down 
(T.W., March 6, p. 64). 

Under investigation by the emergency 
board are the unions’ demands for 
health, welfare and free transportation 
benefits, increased vacation periods, holi- 
days with pay, and premium compensa- 
tion for Sunday work. The railroads con- 
tend that the unions’ demands for in- 
surance, hospital, medical and surgical 
benefits, and free transportation privi- 
leges for employes and their families, are 
not proper subjects for collective bar- 
gaining under the railway labor act. 

The five witnesses who appeared on 
behalf of the carriers at hearings con- 
ducted March 8 to March 15 were: W. 
S. Hackworth, of Nashville, Tenn., presi- 
dent of the Nashville, Chattanooga & 
St. Louis Railway; J. W. Severs, of 
Chicago, vice-president of finance for 
the Milwaukee Road; J. Elmer Monroe, 
vice-president of the association of 
American Railroads and director of the 
A.A.R.’s Bureau of Railway Economics; 
Dr. Jules Backman, professor of eco- 
nomics at New York University; and 
Frank J. Goebel, of Baltimore, Md., vice- 
president of the Baltimore & Ohio Rail- 
road. 


Demands Called ‘Extravagant’ 


Mr. Hackworth, testifying March 8, 
told the board that the railroad em- 
ployes belonging to the “non-ops” were 
endangering their own interests as well 
as those of their industry by demanding 
“extravagant” health and welfare bene- 
fits. The “huge additional” cost of such 
benefits, in the face of declining traffic 


and revenues, he said, would put the 
railroads at a competitive disadvantage 
with other forms of transportation and 
mean the loss of jobs to many employes. 

The “pattern” settlement, involving a 
5-cent-an-hour wage increase and a 
third week’s paid vacation, made with 
the Brotherhood of Railroad Trainmen, 
the Brotherhood of Locomotive Fire- 
men and Enginemen, and the Order of 
Railway Conductors, and offered to the 
“non-ops,” he said, was the limit to 
which the railroads should be asked to 
go. 
In determining whether the railroads 
should pay the added costs of the 
“fringe” benefits demanded by the un- 
ion, Mr. Hackworth said, the board should 
consider the current decline in railroad 
traffic and revenues, and prospects of 
a further decline of 10 per cent. The 
carriers were having difficulty in hold- 
ing present traffic and gaining new busi- 
ness against the inroads of “subsidized 
competition,” he said. 


Effect on Freight Rates 


After asking the board to consider 
the implications of higher labor costs 
in increased rates, the witness said that 
neither the interstate commerce act nor 
the public interest “is consistent with 
unreasonable and inequitable increases 
in labor costs even though it might be 
possible to meet such costs through rate 
increases.” 

Mr. Hackworth said he challenged the 
assertion of the “non-ops” that their de- 
mands before the board involved work- 
ing conditions only and not wages. 

“The merits of any demand for 
‘fringe’ benefits cannot be considered in- 
dependently of current wage levels or 
the extent to which such demands would 
add to labor costs,” he said. “We would 
necessarily include in operating expenses 
the cost of each of these proposals as a 
part of the compensation we are pay- 
ing our employes for their services. 

“Existing wage rates have been agreed 
upon with full knowledge that employes 
usually provide life insurance for the 
benefit of their families and must pay 
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premiums from their annual earnings, 
and that medical and hospital expenses 
also must be paid from earnings. . . 

“The railroads are engaged in the 
business of selling transportation and it 
seems utterly unreasonable to me that 
they should be required to bargain with 
the organizations as to how much of 
what they have for sale shall be given 
free to approximately 5,000,000 people for 
personal use.” 


Cost of ‘Fringe’ Demands 


Mr. Severs, testifying March 10, told 
the board that the “narrowing margin” 
between income and outgo was one of 
the most serious problems facing the 
railroad industry. After stating that 
labor costs accounted for 60 per cent of 
all operating expenses on the Milwaukee 
Road, Mr. Sever said that the “fringe” 
demands being asked by the “non-ops” 
would cost his railroad over $15,500,000, 
and would exceed his railroad’s net rail- 
way operating income. 

“Union organizations should not ex- 
pect the railroad industry to be a leader 
in providing costly ‘fringe’ benefits such 
as they are demanding,” he said. 


“Neither should our employes expect us 
to pay higher wages than those received 
for comparable work in other industry. 


“We can afford to pay higher labor 
costs per employe, only if we reduce the 
number of employes on our payroll. 
Thus, additional costs will inevitably 
lead to further unemployment.” 

Post-war increases, Mr. Severs said, 
had resulted in a 60 per cent increase in 
average annual earnings of railroad em- 
ployes and a 45 per cent decrease in net 
railway operating income. 


Competition for Traffic 


Commenting on the railroads’ competi- 
tors, Mr. Severs said that “the truckers, 
unlike the railroads, can pick and choose 
what they will haul” and that they took 
“only the cream of the traffic, leaving 
less profitable freight to the railroads.” 
Animal products, manufactured articles, 
and products of agriculture were ex- 
amples of higher-rated traffic being lost 
to truck competition, he said. 

In 1945, he said, manufactured prod- 
ucts represented 42 per cent of the 
Milwaukee Road’s total freight business, 
figured on a ton-mile basis, as compared 
with 39.3 per cent in 1953. Products of 
agriculture, he said, decreased from 22 
per cent of the total in 1945 to 17.1 per 
cent in 1953, and animal products de- 
creased from 5.1 per cent in 1945 to 3.9 
per cent in 1953. 

“Current adverse traffic trends, with 
the resultant loss of revenue,” Mr. Severs 
said, “indicate that the solvency of a 
large segment of the railroad industry 
will be in jeopardy if the non-operating 
unions’ demands are granted.” 

Cross-examined by Lester Schoene, 
counsel for the “non-ops,” Mr. Severs 
was asked whether he had said that the 
annual earnings of the non-operating 
employes had been greater than the 
annual earnings of the operating em- 
ployes. 

“Yes,” he replied, “I did say that the 
index of the percentage of increase for 
the non-operating was greater than for 
all employes.” 

“That is simply your index figure, 
which is in terms of percentage,” Mr. 
Schoene said. Then he asked, “The in- 


crease in the average annual earnings 
shown for the non-operating employes 
in your exhibit is less than that shown 
for all employes, is it not?” 

“By $145 a year,” replied Mr. Severs. 

Mr. Monroe, testifying March 11, said 
that the “fringe” benefits demanded by 
the “nen-ops” would “force the carriers’ 
already dangerously low earnings to a 
bare subsistence level.” The annual 
cost of such demands would exceed 
$1,000,000,000, he said. ’ 

After stating that the railroads were 
“caught in the vise of diminishing gross 
revenues and higher operating costs,” 
Mr. Monroe said that gross operating 
revenues of the carriers had declined 
by 8.7 per cent and net income by 28.1 
per cent in the last four months of 1953, 
compared with the same period of 1952. 
These declines had continued through- 
out the first nine weeks of 1954, he said, 
with the net income for January being 
68.4 per cent below that of January, 1953. 
A large number of railroads had esti- 
mated that their 1954 revenues would be 
5 to 10 per cent below those for 1953, 
he said. 


Rate of Return 

Despite increased efficiency of opera- 
tion, Mr. Monroe said, the railroads’ rate 
of return for 1953 was only 4.18 per cent 
and for the eight post-war years aver- 
aged only 3.72 per cent, “as compared 
with the 5.9 per cent the Commission 
had estimated in 1948 would result when 
it granted the second of four general 
post-war rate increases.” 

The railroads had been unable to 
achieve the 5.9 per cent return forecast 
by the Commission, he said, because of 
a series of upward wage adjustments, 
material price increases, reduced traffic 
volume and the continual siphoning off 
of high-rated freight traffic by their 
competitors. 

Wages took a much greater percentage 
of railroad gross revenue than of manu- 
facturing industries, he said. The ratio 
for railroads in 1952 was 50.4 while for 
all manufacturing industries it was 22.8, 

id. 
“a stating that the railroads’ 
margin of profit was so small that even 
the current moderate decline in general 
business activity had raised serious 
financial problems for the industry, Mr. 
Monroe said that “it is certainly mani- 
fest that the railroads are not in a 
financial position to meet the increases 
in operating costs which would result 
from granting the non-operating- em- 
ployes’ requests.” 
Railroad Traffic Expansion 

In cross-examination, Mr. Schoene 
asked if it was not true that in absolute 
terms the railroads’ traffic had expanded 
“very considerably from pre-war to 
date,” although their proportion of the 
total traffic had declined. 

Mr. Monroe replied in the affirmative. 


“Now, the expansion in railroad traf- 
fic over that period has been very con-~- 
siderably more than the expansion of 
the railroad plant, has it not?” Mr. 
Schoene asked. 

Mr. Monroe replied that the railroad 
plant had not expanded physically, but 
had expanded in capacity. 

“Now, the expansion of railroad traf- 
fic over that period has been just about 
twice as great, percentage-wise, as the 
growth in the population in the country, 
has it not?” Mr. Schoene askea. 

“Our traffic showing compares very 
favorably to the pre-war period,” the 
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witness replied, “but our net earnings 
showing is terrible.” 


“You show here .. . a growth of about 
60 per cent in traffic as between 1930 
and 1952, do you not?” Mr. Schoene 
asked. 


“Looking at the ton-miles, millions of 
ton-miles shown from the depression 
year of 1930 to 1952, the railroad total 
went up from 388,000,000,000 ton-miles 
to 622,000,000,000 ton-miles,” Mr. Monroe 
replied. 

“Since 1946,” Mr. Schoene asked, “it 
appears that your ratio of wages and 
payroll taxes to revenues has declined 
..., isn’t that right?” 

The witness answered: “The ratio was 
55.4 per cent in 1946, and 50.1 per cent 
in 1953, and the wage bill of the car- 
riers in 1946 aggregated $3,876,000,000, 
and in 1953, $5,060,000,000—that is, the 
wages charged to expenses—and those 
wages were paid to a considerably small- 
er number of employes.” 


Compares Rails, Other Industries 


Dr. Jules Backman, testifying March 
12, told the board that the railroads had 
lagged far behind most other industries 
in growth of business volume in recent 
years, but that their employes were 
among the highest paid in industry. 
Total gross income of the railroads in- 
creased only 64.3 per cent from 1929 to 
1952, he said, while the comparable in- 
crease in corporate sales of all industry 
was 268.5 per cent. For that period, he 
said, the railroads were sixth from the 
bottom of a list of 58 industries or indus- 
try groups ranked according to increase 
in total sales. 


In contrast to the railroads’ low-rank- 
ing position as a growing industry, Dr. 
Backman said, only 13 industries out of 
84 paid their workers more, on the aver- 
age, in 1952 than did the railroads. On 
the basis of total wages plus supplements 
such as employer’s contributions to in- 
surance, welfare and pension funds, com- 
pensation for injuries, and other bene- 
fits, railroad workers in 1952 were in the 
top 10 per cent in the United States, 
he said. 


Of the 84 industries and industry 
groups used in Department of Commerce 
statistics, he said, only 16 provided a 
relatively higher level of wage supple- 
ments—‘“fringe” benefits—than the rail- 
roads. Although the railroads accounted 
for 3% per cent of the nation’s total wage 
and salary bill, he said, they “footed” 4% 
per cent of the comparable bill for 
“fringe” benefits. 


Hits Extended Vacations 


Mr. Goebel, appearing as a witness 
March 15, told the board that the cost 
of extended paid vacations being sought 
by the “non-ops” would add $115,000,000 
annually to the operating costs of the 
railroads, Independent surveys had 
shown, he said, that railroad vacations 
were “quite in line with those granted 
in other industries and no increase is 
justified.” 


Vacations in the railroad industry were 
“much more expensive” than in other 
industries, Mr. Goebel said, because the 
railroads had a much higher percentaze 
of employes with long years of serv:ce 
who were eligible for the longer vaca- 
tions. Railroad Retirement Board s' 
tistics showed, he asserted, that ab 
75 per cent of the carriers’ employes Vv 
qualified for vacations had five or m 
years of service, and that about 38 
cent had 15 years or more of service. 

The third week’s paid vacation n¢ 
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tiated with the B.R.T., B.L.F. & E., and 
the O.R.C., Mr. Goebel said, was part 
of a “package settlement” which dis- 
posed of their wage demands, and was 
not made “in recognition that a third 
week of vacation was necessary to bring 
railroad workers up to any standard set 
by other industries.” 


“If the non-operating employes are 
entitled to a third week of vacation,” 
he asserted, “they are entitled to it only 
as a part of this package settlement. It 
cannot be independently justified as the 
correction of a substandard vacation 
practice in the railroad industry, because 
none exists.” 


TRANSPORTATION 
STATISTICS 







Indexes of Prices and Rail 


Rates Compared; Data as to 


Rail Income, Traffic Shown 


The monthly comment on trans- 
portation statistics, prepared by the 
Commission’s Bureau of Transport 
Economics and Statistics and dated 
March 16, compares indexes of aver- 
age railroad freight rates and whole- 
sale prices, the coverage of railway 
fixed charges earned by Class I rail- 
roads, the fluctation of railway 
freight traffic as compared with pro- 
duction, and indicators of operating 
efficiency in railway freight service. 


The comment bears the usual notation 
that it is issued as information which 
has not been considered or adopted by 
the Commission. 


With wholesale price indexes recom- 
puted, taking 1950 as 100, the bureau 
said they showed substantial agreement 
in changes in price and in rates for many 
of the commodity classes from 1950 to 
1952 although it said the variation in 
amount of change between the groups 
was much greater in price than in rates. 
The bureau said that the average indexes 
for all commodities in 1952 were 109 for 
freight and 108 for wholesale prices. 


The greatest differences in change, 
according to the bureau, occurred in 
pulp, paper and allied products, where 
it said the price index was 116 as against 
a rate index of 111, and in hides, skins 
and leather products, where the price 
index was 93 and the rate index 112. 


After observing that from 1947 through 
1952 the freight rate indexes were shown 
as having increased more than wholesale 
prices, the bureau pointed out that the 
period of great inflation in wholesale 
and retail prices began at or shortly 
before the outbreak of World War II 
and continued until 1948, whereas the 
general freight rate increases were con- 
fined to the years after 1945. Using 1950 
as 100 for the freight rate index, the 
bureau said that the wholesale price 
index of 108 for all commodities in 
1952 with 1950 as 100 was about 116 per 
cent higher than the corresponding 
index for 1940, whereas the freight rate 
index for the later year for all com- 
modities was about 60 per cent over 
(940, again using 1950 as the base year. 


Tables in the comment showed the 
indexes of prices and freight rates for 
various commodity groups. 


Fixes Charges Coverage 


Income available for fixed charges 
showed a slight increase, from $400.4 
million in 1952 to $404.9 million in 1953, 
or 1.1 per cent, while available income 
increased from $1,288.3 million in 1952 
to $1.324.9 million in 1953, or 2.8 per 
cent, said the bureau, the ratio of income 
to fixed charges having increased from 
3.22 in 1952 to 3.27 in 1953. 


For all Class I roads combined, said 
the bureau, the 1953 income available 
for fixed charges exceeded that of any 
year since 1943, when $1.520 million 
was reported. It added that, in the 
earlier year, the fixed charges totaled 
$597 million and the coverage ration 
was “only 2.55 as compared with 3.27 in 
1953.” 


Similar data was shown in a table for 
43 large railroads—those with operating 
revenues above $50 million in 1953. 
Among these, the coverage ranged from 
1.25 for the Central of New Jersey to 
22.84 for the Duluth, Missabe & Iron 
Range. The Norfolk & Western had 
the second highest coverage ratio, 20.61. 


Rate of Return 


Another table in the comment showed 
net railway operating income and rates 


‘of return for the Class I line-haul rail- 


ways. Elements of value after depreci- 
ation and amortization, January 1, 1953, 
were shown as totaling $24,360,748,182. 
Net railway operating income for the 
year 1953 was shown as $1,109,434,338, 
resulting in a rate of return for 1953 of 
4.55, compared with a rate of return 
for 1952 of 4.54. 


Rates of return by districts, 1953 and 
1952, respectively, were shown as fol- 
lows: Eastern District, 3.78 and 3.60; 
Southern Region, 5.67 and 5.46; Western 
District, 4.57 and 4.75. 


Freight Traffic and Production 


Based on a shortened procedure, the 
bureau said that a study of fluctuations 
in railway traffic compared with produc- 
tion indicated that in the postwar pe- 
riod, 1946-52 aggregate differences be- 
tween the potential railway tonnage 
(that which would have been trans- 
ported if the ratio of rail tonnage to 
production in any year had been the 
same as in the base year, 1928) exceeded 
that of the much longer prewar period, 
1928-46. There was some _ indication, 
however, the bureau said, that the trend 
was partially reversed after 1950 and 
that some commodity classes showed in- 
creases between 1950 and 1952 in terms 
of the relation of actual rail tonnage 
to potential traffic. The commodity 
classes apparently indicating such gains, 
the bureau said, were: Anthracite and 
bituminous coal; coke, iron and steel, 
billets, blooms and ingots; newsprint 
paper; printing paper, N.O.S.; paper- 
board, fibreboard and pulpboard; cotton 
cloth and cotton fabrics, N.O.S. The 
bureau said there might well be other 
commodities in the same category for 
which published indices of production 
were not yet available. 


Freight Efficiency Indicators 
After saying freight traffic volume in 
1953 as measured in revenue ton-miles 
was 1.5 per cent below 1952, so that 
freight traffic density also declined 
slightly, and passenger traffic as meas- 
ured in passenger-miles had decreased 

by 6.9 per cent, the bureau said: 
“The following significant indicators 
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of operating efficiency in railway freight 
service showed improvement in 1953 over 
1952, and in both years averaged higher 
than in 1944, the year of peak traffic dur- 
ing World War II; (1) total cars per 
train, (2) gross tons (cars and contents) 
per train, (3) net tons per train, (4) train 
speed and (5) gross ton-miles per train 
hour. The latter is frequently referred 
to as the best overall measure of output 
for freight service since it combines the 
speed factor with the total weight of the 
train behind the locomotive and tender 
and reflects the average performance for 
each hour of train operation. This aver- 
age, as well as the others mentioned 
above, has of course been favorably af- 
fected in recent years by the rapid 
growth in the use of diesel-electric mo- 
tive power in freight service. Largely 
as a result of dieselization the average 
number of freight gross ton-miles per 
train-hour increased from 37,298 in 1944 
to 51,750 in 1953 or 39 per cent. 

“One important measure of equipment 
utilization, net ton-miles per freight- 
car day, did not make quite as favorable 
a showing in 1953 as in 1952, but another 
measure, car-miles per freight-car-day, 
showed some improvement. The average 
load per car also declined somewhat. 
In both 1952 and 1953 all three of these 
measures of car utilization were below 
the levels attained in 1944. 

“Because of the decline in passenger 
traffic the average number of passengers 
per car and per train was somewhat ' 
lower in 1953 than in 1952 but passenger 
train speed increased. The high average 
passenger loads in 1944 were the result 
of heavy wartime travel. 

“Improvement in the condition of 
freight cars and of both freight and pas- 
senger locomotives in 1953 over 1952 is 
indicated by the figures shown for ‘per 
cent unserviceable.’ For passenger-train 
cars the percentage was about the same 
in both years. However, the condition 
of both freight and passenger equipment 
in 1953 was not as favorable as in the 
war year 1944 when the need for service- 
able equipment was very urgent.” 





Motor Mishap Data Shown 
For 11 Months of 1953 


The Commission has issued a summary 
of motor carrier accidents that occurred 
in the first 11 months of 1953, and re- 
sulted in death, injury, or damage of 
$100 or more, with comparable data for 
the first 11 months of 1952. These ac- 
cidents, the notice said, involved over- 
the-road vehicles of owners of certifi- 
cates or permits from the Commission, 
as reported to that agency. 

The summary showed a total of 29,346 
accidents in the first 11 months of 1953, 
as compared with 28,163 in the 1952 
period, an increase of 4 per. cent in the 
1953 period. The accidents were sub- 
divided as follows: Bus, 3,443 in the 1953 
period, and 3,876 in the 1952 period; 
truck, 25,865 in the 1953 period, and 24,- 
247 in the 1952 period; bus-truck, 38 in 


the 1953 period, and 40 in the 1952 pe- 
riod. 


The following additional figures are 
for the first 11 months of the year in- 
dicated: 

Fatal accidents: Bus, 103 in 1953, and 
145 in 1952; truck, 1,111 in 1953, and 
1,198 in 1952; bus-truck, 4 in 1953, and 
2 in 1952; total, 1,218 in 1953, and 1,345 in 
1952, a decrease of 9 per cent in 1953. 

{njury accidents: Bus, 2,084 in 1953, 
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and 2,403 in 1952; truck, 8,178 in 1953, 
and 7,673 in 1952; bus-truck, 23 in 1953, 
and 22 in 1952; total, 10,285 in 1953, and 
10,098 in 1952, an increase of 2 per cent 
in 1953. 

Property damage accidents: Bus, l1,- 
256 in 1953, and 1,328 in 1952; truck— 
16, 576 in 1953, and 15,376 in 1952; bus- 
truck, 11 in 1953, and 16 in 1952; total, 
17,843 in 1953, and 16,720 in 1952, an 
increase of 7 per cent in 1953. 

Fatalities: Bus, 139 in 1953, and 199 
in 1952; truck, 1,421 in 1953, and 1,522 
in 1952; bus-truck, 14 in 1953, and 5 
in 1952; total, 1,574 in 1953, and 1,726 
in 1952, a decrease of 9 per cent in 
1953. 

Injuries: Bus, 4,538 in 1953, and 5,594 
in 1952; truck, 13,009 in 1953, and 12,145 
in 1952; bus-truck, 164 in 1953, and 133 
in 1952; total, 17,711 in 1953, and 17,872 
in 1952, a decrease of 1 per cent in 1953. 

Amount of property damage: Bus, $1,- 
786,610 in 1953, and $1,897,150 in 1952; 
truck, $29,456,060 in 1953, and $29,218,170 
in 1952; bus-truck, $159,270 in 1953, and 
$124,560 in 1952; total, $31,401,940 in 1953, 
and $31,239,880 in 1952, an increase of 1 
per cent in 1953. 

A note to the summary stated that 
the injuries shown in the tabulation re- 
sulted from both injury accidents and 
fatal accidents. The damage to property, 
it said, resulted from accidents in all 
three categories: fatal, injury, and prop- 
erty damage. 





Active Fleet Decreases 


A decline of three vessels—one gov- 
ernment-owned and _ two  privately- 
owned—from the total number in the 
active ocean-going U.S. merchant fleet 
as of February 1, 1954, left 1,364 ships 
in the active fleet on March 1, accord- 
ing to the Maritime Administration, 
U.S. Department of Commerce. The re- 
serve fleet increased five ships to 1,985, 
making a total U.S. merchant fleet of 
3,349 as of March 1, the agency said. 

Deliveries of new ocean-going vessels 
in February comprised four Mariner- 
type ships and one tanker for U.S. flag 
operation. 

Statistics released by the Maritime 
Administration showed that of the 1,364 
vessels in the active fleet, 1,245 were 
privately-owned and 119 were govern- 
ment-owned. 


Of the privately-owned ships, 40 were 
combination passenger and cargo ves- 
sels, 762 were freighters, and 443 were 
tankers. Of the government-owned 
ships, 18 were combination passenger- 
cargo vessels, 98 were freighters and 3 
tankers. 

As of March 1, the reserve fleet 
consisted of 196 combination passenger- 
cargo ships, 1,777 freighters and 12 
tankers. 





Rajl Employment—February 


Employes of Class I steam railways, 
excluding switching and terminal com- 
panies, totaled 1,086,142 at the middle 
of February, a decrease of 8.33 per cent 
under February a year ago and a de- 
crease of 1.94 per cent under January 
this year, according to a rail employ- 
ment compilation prepared by the Com- 
mission’s Bureau of Transport Econom- 
ics and Statistics. 

The February, 1954, employment was 
reported as follows: Executives, officials, 
and staff assistants, 16,078; professional, 





clerical, and general, 202,632; mainte- 
nance of way and structures, 194,472; 
maintenance of equipment and stores, 
297,288; transportation (other than train, 
engine, and yard), 130,314; transporta- 
tion (yardmasters, switch-tenders, and 
hostlers), 14,928; and _ transportation 
(train and engine service), 230,430. 





Carloadings in Canada Off 
In Final Week of February 


Loading of revenue freight by the 
principal Canadian railways totaled 68,- 
093 cars in the seven-day period ended 
February 28, a decrease of 3,335 cars from 
the total of 71,428 cars loaded in the cor- 
responding period of 1953, according to 
the Dominion Bureau of Statistics, Ot- 
tawa, Canada. Receipts from connec- 
tions fell by 2,027 cars to 30,298 in a like 
comparison. 

“In the first two months of 1954, 539,- 
033 cars were loaded compared with 596,- 
715 to February 28, 1953, and 645,725 to 
February 29, 1952,” said the bureau. “Re- 
ceipts from connections in these periods 
were 235,671, 258,935 and 305,773 cars, re- 
spectively. 

“In the fourth week of February 5,201 
cars of grain were loaded, 1,926 fewer 
than in the same week of 1953. Logs, 
posts, etc., lumber and L.C.L. shipments 
were reduced but pulpwood, and news- 
print paper filled more cars than one 
year previously. 

“Eastern division loadings totalled 46,- 
125 cars, down 821 from the 46,946 in the 
period February 22-28, 1953. Receipts 
from connections dropped more sharply 
from 29,557 to 27,367 cars. In the area 
loadings of grain, pulpwood and news- 
print paper were much higher and those 
of lumber and L.C.L. freight were down 
considerably. 

“The Western region had a drop of 
2,514 cars loaded with a total of 21,968 
in the current period. Grain was moved 
in 2,438 less cars, logs, etc., in 349 less 
and L.C.L. was off 249 cars to account 
for the only major fluctuations of load- 
ings in the west.” 





Freight Car Supply Report 


U.S. railroads reported an average 
daily surplus of 129,386 freight cars and 
an average daily shortage of 257 freight 
cars for the week ended March 6, as 
against a surplus of 120,622 cars and a 
shortage of 318 cars for the week ended 
February 27, according to the car serv- 
ice division of the Association of Amer- 
ican Railroads. 


The total surplus for the latest period 
was made up as follows: Plain box, 20,- 
385; auto box, 931; gondola, 30,265; hop- 
per, 69,604 (includes 2,385 covered); 
stock, 3,944; refrigerator, 2,310; flat, 435, 
and miscellaneous, 1,512. The total short- 
age for that period consisted of 248 plain 
box cars, 4 gondola, 2 hopper, and 3 flat 
cars. Reports of the carriers showed no 
shortage of auto box, stock, refrigerator 
or miscellaneous cars. 





Corporate Names List Issued 


The Commission has issued supple- 
ment No. 2 to list No. 4 of corporate 
names of common carriers by rail, ex- 
press, and pipe line filing tariffs, con- 
currences, or powers of attorney with 
the Commission. 
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The supplement cancels supplement 
No. 1, and is compiled from the Com- 
mission’s records, February 15. It was 
prepared by the section of tariffs of 
the Commission’s Bureau of Traffic. It 
is made up of seven mimeographed 
pages of additions, cancelations anc 
changes. 





Chicago Package Car Service 


Of the 14,518 railroad package cars 
forwarded from Chicago in January, on 
which reports were received, 10,837, or 
74.6 per cent, received on-time place- 
ment at destination, A. H. Schwietert, 
traffic director of the Chicago Associa- 
tion of Commerce and Industry, reported. 


Of the remaining cars, 2,595, or 17.8 
per cent, were one day late; 503 or 3.4 
per cent, two days late; 369, or 2.5 per 
cent, three days late; 145, or 0.9 per 
cent, four days late; and 69, or 0.4 per 
cent, five or more days late, Mr. Sch- 
wietert said. 


TRANSPORTATION 
EDUCATION 





M.H.I. Scholarship 


The second scholarship in the field of 
material handling has been established 
at Wayne University in Detroit in mem- 
ory of the late W. J. Dernberger of the 
Ford Motor Co. The scholarship is joint- 
ly sponsored by the Material Handling 
Institute and the American Material 
Handling Society. The selection of the 
recipient of the scholarship will be made 
by the college-industry committee on 
material handling education. 





Fleet Supervisor Course 


Thirty motor carrier specialists from 
various segments of the industry will 
lead discussions at the fifth annual fleet 
supervisors’ training course, to be con- 
ducted April 26-30 at the University of 
Tennessee in Knoxville, Professor Wil- 
liam Way, head of the university’s trans- 
portation department, announces. 


TRANSPORTATION 
PROMOTION 





c.&O. Passenger ‘Ads’ 


Nobody questions the convenience of 
a car on short trips. But it’s cheaper 
and more relaxing to ride the train, 


according to claims made by ‘the 
Chesapeake and Ohio Railway in a new 
series of ads it said were designed to 
regain passenger business “lost to ‘he 
railroads’ number one competitor— ‘he 
private automobile.” 

The ads, appearing in newspapers 12 
two test areas on C. & O.’s linces— 
Charleston, W.Va., and Grand Ravp:ds, 
Mich.—is being supplemented witli 4 
direct mail survey to determine the “id- 
ing and transportation habits of the 
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traveling public in those areas, the rail- 
road says. 

Using a study prepared by the Ameri- 
can Automobile Association, the C. & O. 
said that cost of a round-trip by auto- 
mobile from Grand Rapids to Chicago, 
for example, was $24.36. The round-trip 
coach fare, including tax, was $14.33, 
the C. & O. said. And you could leave 
later, have more time in Chicago, and 
get back to Grand Rapids two hours 
earlier than you could by car, the C. & 
O. said, adding: 

“When you drive on today’s crowded 
highways, you are under constant nerv- 
ous tension. ... On the train you are 
relaxed. You can use your travel time 
for sleeping, eating, reading, doing your 
paper work.” 


TRANSPORT SERVICES 
AND PRODUCTS 


Frisco Inaugurates New 
Car Reporting System 


Faster, more accurate transmitting 
of train consists and expedited handling 
of shipments and car tracing are ex- 
pected to result from installation of a 
new system of car reporting on the 
Frisco Railway, the railroad has re- 
ported. Also expected to result are 
faster preparation of yard reports and 
conductor’s and tonnage reports, the 
railroad states. 


Initial installation of the new car 
reporting system has been completed at 
seven major terminals, and installation 
at four other terminals is scheduled for 
completion May 1, the railroad reports. 


Among types of punch card equipment 
involved in the new system are account- 
ing machines, sorters, interpreters, key 
punch machines, tape-to-card machines 
and card-to-tape machines. 


Terminals where the new equipment 
has been or is being installed are St. 
Louis, Springfield, Monett and Kansas 
City, Mo.; Tulsa and Oklahoma City, 
Okla.; Sherman and Fort Worth, Tex.; 
Birmingham, Ala.; Memphis, Tenn.; and 
Amory, Miss. 


Waybill Teletype Machine 


A new electric, automatic business ma- 
chine for use in preparing freight way- 
bills is helping Southern Pacific speed 
trains of perishable products eastward, 
according to J. W. Corbett, vice-president 
in charge of operations. 


He said that the machine was placed 
in operation recently at Watsonville 
Junction, Calif., centralized point in a 
large perishable shipping district. Its use 
enables trains to leave the origin station 
before waybills are prepared, he said, 
adding: 

“The machine is similar to an electro- 
matic billing or typing machine. While 
an operator types out a waybill on the 
keyboard, the machine produces a tape 
for teletype transmission to the first 
icing station or yard enroute. 
o0int, the tape produces an original and 
luplicate waybill. The original moves 
vith the car from that point. The du- 
licate provides information for station 


At that” 


and yard forces, who will handle the | 


incoming train. 

“Before the new machine went into 
use, cars were held at the origin station 
until waybills were prepared. At Watson- 
ville waybills now are made and trans- 
mitted while cars are enroute. Another 
benefit is the more orderly handling of 
trains at the originating station and at 
other terminals along the way. ‘Trains 
can move out as soon as they are as- 
sembled.” 


New Terminal Facilities 


The Seaboard Air Line Railroad’s new 
$8,500,000 hump classification yard and 
diesel shop now under construction at 
Hamlet, N.C., where five of its lines con- 
verge to form a major terminal, is ex- 
pected to be in full operation by the 
first of next year as scheduled, accord- 
ing to the company. 

“Grading of the 600-acre tract for 
the yard, which is almost five miles 
long and generally about half a mile 
wide, is virtually completed,” it said. 
“More than 1,150,000 cubic yards of fill 
were required for building embankments 
and filling low areas as well as con- 
structing the hump over which trains of 
cars will be pushed before the cars com- 
mence rolling under their own momen- 
tum to the classification tracks. 


“Most of the 58 classification tracks, 
which have capacities ranging from 14 
to 60 cars, have been constructed but 
this work is considered at this time to 
be only about 50 per cent completed. 
Ultimately the yard will have about 66 
miles of track.” 

* * * 

Expansion of freight service between 
the south and the Pacific coast through 
the establishment of a consolidated sta- 
tion in Memphis, Tenn., is announced 
by M. B. Moore, vice-president, south- 
ern division, National Carloading, Cor- 
poration. L. S. Willis is manager of the 
operation. The Memphis station will 
offer speedy service to shippers moving 
goods from Tennessee and Mississippi to 
destinations on the west coast, states 
Mr. Moore. 

* * . 

The eighth new terminal building to 
be occupied by Akers Motor Lines, Inc. 
in the last 12 months began operations 
recently at Boston, Mass., according to 
the company. Constructed of steel and 
concrete, the new facility contains over 
20,000 square feet of floor space and is 
completely fireproof, it said. Twenty- 
three trailer berths are provided, eigh- 
teen of which are sheltered and may 
be completely enclosed by electrically- 
operated automatic doors. 


‘Free Loan’ Sound Films 


The Princeton Film Center, Inc., Prin- 
ceton, N.J., has compiled a new list of 
free loan 16-mm. sound films. Many in 
full color, the motion pictures are de- 
scribed as informative and entertaining, 
and well suited for clubs, colleges, in- 
dustrial and adult audiences. 


Hand Baggage at Chicago 


The Burlington has announced exten- 
sion of arrangements for the train-to- 
train transfer of hand baggage in Chi- 
cago, to include the Twentieth Century 
and Commodore Vanderbilt trains of the 





Reasonable 


Freight 
Rates 


By GLENN L. SHINN 


An unusually well written, 
thoroughgoing study of practical 
tests or standards under current 
rate-making practices for deter- 
the of 
freight rates under our present 
transportation § structure. 


mining reasonableness 


This book will prove an invaluable 
reference and working tool for 
traffic people and those studying 
this subject. 
in detail, 


It is well-documented 
historical background 
and has several hundred citations 
to 1.C.C. and court cases. 


No one could help but understand 
this complex subject better after 
reading this logical book written 
in layman’s language. 


Cloth Bound © 195Pages © $5.00 


ORDER YOUR 
COPY TODAY... 


The Traffic Service Corporation 
815 Washington Bldg., 
Washington 5, D.C. 


Please send me a copy of REASONABLE 
FREIGHT RATES. If | decide not to keep 
the book, | will return it within 5 days. 
Bill me for $5.00. 
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a household name 


ant yan 
in household moving 


Davidson moving and storage 
service is the answer to a 
busy traffic manager's prayer. 


Coast-to-coast service 
as agents for United 
Van Lines, Inc. 
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TRANSFER & STORAGE CO. 


General Offices: BALTIMORE 3, MD. 


Branches: NEW YORK, JERSEY CITY, 
PHILADELPHIA, WASHINGTON, D. C. 
ond RICHMOND. VA. 
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Sent 


Your railroad provides 
fast, reliable service with 


ROCKET 
FREIGHTS 


New York Central Lines and the Capitol 
Limited train of the Baltimore & Ohio 
Railroad. This is in addition to existing 
arrangements between certain Burling- 
ton and Pennsylanvia Railroad trains. 
The transfer of hand luggage applies in 
both directions between these trains. 


Vinyl Chloride Safety Sheet 


Chemical Safety Data Sheet S.D.—56, 
a new safety data sheet giving properties 
and essential information for the han- 
dling, storage, use and waste disposal 
of vinyl chloride has been published by 
the Manufacturing Chemists’ Associa- 
tion, 1625 Eye St., N.W., Washington 6, 
D.C. Copies of the sheet are available 
from the association at 25 cents each. 


Steamship Representative 


The Bloomfield Steamship Co., of New 
Orleans, La., has been appointed to rep- 
resent Pacific Transport Lines, San 
Francisco, Calif.. in the New Orleans 
area, it has been announced by Richard 
A. McLaren, president of the west coast 
steamship company. 


ADDITIONAL 
TRANSPORT ITEMS 


Air Travel Increase Forecast 


A 10 per cent increase in air transpor- 
tation will result from the inauguration 
in April of round-the-world tourist serv- 
ice by the major trans-Atlantic and 
trans-Pacific airlines, the American Ex- 
press Co., New York City, forecasts. 

More than 30,000 American tourists are 
expected to visit Japan this spring, ac- 
cording to American Express and the 
Japanese Travel Information Offfice. 
Last year Japan played host to 85,000 
visitors. Hawaii tourist traffic is ex- 
pected to soar another 30 per cent in 
1954, with over 100,000 visitors expected. 


B.O.A.C. Traffic Increases 


British Overseas Airways Corpora- 
tion has reported trans-Atlantic pas- 
senger and cargo increases for Janu- 
ary, as compared with the same month 
last year. 

The revenue passenger total on all 
flights was up 29.3 per cent, while the 
air freight business increased by 20.5 
per cent, the company said. The Janu- 
ary cargo traffic increase amounted to 
10,600 kilos, it said. 


Michigan Claim Meeting 


Jack Russell, of Interstate Motor 
Freight, has been appointed chairman of 
the shipper-carrier-consignee meeting to 
be held in October, President John C. 
Beuker, of the Michigan Freight Claim 
Association, Detroit, has announced. 
The association met March 9 in the Hotel 
Fort Shelby, Detroit, and viewed. two 
movies presented by the Michigan Bell 
Telephone Co. 

Other committee assignments include 
the appointments of Joe Whitney, Biair 
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Transit, as chairman of the program 
committee, and Fred Berkowitz, White 
Star, as chairman of the membership 
committee. The April meeting will be 
held in Grand Rapids. 


U.A.L. Annual Report 


Discusses User Charge 


A proposal to increase air coach fares, 
and opposition to user charges for the 
use of the federal airways, were ex- 
pressed by President W. A. Patterson, of 
United Air Lines, in the annual report 
to stockholders, issued March 11. 

Air coach operations by scheduled car- 
riers now extended to 58 cities as against 
51 a year ago, covering all major route 
segments in the country, stated Mr. Pat- 
terson, adding: 

“After a careful review of United’s Air 
Coach operations, management is satis- 
fied with the results to date. It still is 
the company’s position that caution is 
advisable in planning further expansion 
in view of the need for an economic bal- 
ance between first-class and coach serv- 
ices; also because of the still unknown 
extent of the lower fare market. Mean- 
while, it is United’s belief that there 
should be some increase in coach fares 
in view of the high quality of schedules 
and service now being offered in this 
field. Whereas air coach flights were be- 
gun on a basis of minimum service at 
off-peak hours, they have developed to 
the point where there is no marked 
difference between the speed and con- 
venience of these flights and those of 
most first-class services. Yet today there 
is a differential of almost 30 per cent be- 
tween average air coach and first-class 
fares.” 

Discussing user charges, United said 
that it, “along with other scheduled car- 
riers,’ was opposing such charges on the 
grounds a user charge “would unfairly 
single out the youngest major transpor- 
tation system. 


“The industry has stated publicly that 
it is prepared to pay user charges for the 
federal airways so long as user charges 
are leveled equitably on all forms of 
transportation and as long as they are 
fairly assessed within each transporta- 
tion system,” stated the report. “The 
industry also feels that the present 
two-cent federal gasoline tax paid by the 
airlines should be counted as compen- 
sation to the government for use of the 
federal airways. In 1953, United paid 
$2,455,000 and the industry an estimated 
$15,000,000 in federal gas taxes. It is felt 
that since automotive fuel taxes cor- 
respond to a charge for use of the high- 
ways, the airline fuel tax should be ap- 
plied against any charge for airway 
use. It is noteworthy that federal ex- 
penditures on airway facilities in 1952, 
a representative year, were about eight 
per cent of the total for airways, high- 
ways and waterways.” 


G.N. Safety Record 


Employes of the Great Northern Rail- 
way established the best safety record of 
the nation’s major railways in 1953, ‘he 
company has been advised by the sa‘cty 
section of the Association of Amer} an 
Railroads.. G.N.’s employe casualty ratio 
of 3.13 per million man hours worked vas 
the lowest among 16 of the coun''ys 
largest rail systems—railways wor! ing 
more than 50 million man hours a yei'. 





‘yh toe 


err F TU ws 


7" a @&e 





March 20, 1954 


‘@ Yet only recently has industry come 
to appreciate fully the many advan- 
tages of locating their new plants in 
the middle-sized town. 


These ideal communities offer better 
living conditions—a fuller social life— 
richer recreational facilities. All these 
appeal to executive personnel, office 
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Serving the Heart of Industrial America 
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PENNSYLVANIA 


YOUR NEW PLANT WILL GROW IN THE ERIE 


Industry “discovers” the middle-sized town 


employees and plant workers alike. 


Another advantage: these middle-sized 
communities fit in perfectly with the 
Government's Dispersal Plan for 
industry. 


The Erie Area is rich in these middle- 
sized towns and serves the nation’s 
largest single market. Here one-third 
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Industrial Development *¢ 
Midland Building, Cleveland 15, Ohio 


Dear Sir: We are interested. Please send us your Speci- 
fication Card on which we can list our needs. 
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Face 


INDUSTRY 


of America’s people live, work and buy. 
Raw materials, production and markets 
are close together. 


Industry is served by the dependable 
Erie Railroad which connects direct 
with New York Harbor for export busi- 
ness, and offers unsurpassed service 
between New York and Chicago and 
nationwide by connecting railroads. 





COUPON 
TODAY! 





D. M. Lynn, Assistant Vice President 
Rm. 525-C, Erie Railroad 
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SHIPPER-CARRIER MANAGEMENT 


AN INTERPRETIVE SECTION APPEARING 3rd ISSUE MONTHLY 


Greyvan Lines, With Many Industry Firsts to Its 
Credit, Observes Its Silver Anniversary in 1954 


LONG-DISTANCE MOVING COM- 

PANY headquarters in Chicago 
which is responsible for pioneering many 
techniques and service 
operations today widely 
used in the industry is 
observing its twenty- 
fifth anniversary in 1954. 
The firm is Greyvan Lines, Inc., which 
offers direct service to 38 states and the 
District of Columbia—to all states east 
of the Rocky Mountains. Founded in 
1929 by George O. Watson, Greyvan today 
has approximately 110 branch offices and 
more than 200 agents. As sales agent for 
the Bekins Van Lines Co., Greyvan offers 
its customers nation-wide service, since 
Bekins takes care of those shipments 
which go beyond the 38 states in which 
Greyvan is certificated. 

Old customers will remember that the 
“Grey” in Greyvan Lines came from 
Greyhound Lines, from which Greyvan 
originally stemmed. In its early years 
the company was known as Greyhound 
Vans, and its agents had offices in the 
various Greyhound bus stations through- 








WATSON GRAY 


Long-Distance Mover, With Operating Rights in 38 States, 
Stems From Greyhound Bus Line. Pioneers Many Techniques 
To Handle Household Goods Safely. Has School for Drivers. 


out the country. The company’s familiar 
big vans still bear the blue-and-white 
colors of the vehicles of its brother Grey- 
hound corporation. 


The moving spirit behind Greyvan is 
still the founder, Mr. Watson, a pioneer 
who recalls clearly those years preceding 
federal regulation, a hard time in the 
long-distance moving industry, princi- 
pally because of the unregulated, anar- 
chistic state of the industry. In those 
days, as today, movements of vehicles 
were made from state to state, over ir- 
regular routes, with no home terminals. 
Mr. Watson recalls that Greyvan did not 
show a dime’s profit until after the 


By N. C. HUDSON 
Traffic World Western Editor 





HOOD SHERTZBERG 


motor carrier act of 1935 had become law 
in 1936, and all household goods carriers 
came under strict regulation. 

Harry J. Gray is executive vice-presi- 
dent of Greyvan Lines, and also vice- 
president and general manager of Grey- 
van Storage Inc., a Greyvan subsidiary. 
Shelby B. Hood, now a vice-president 
with responsibility for public relations, 
claims, and part of the operation of 
Greyvan Storage, joined Greyvan 23 
years ago as a special sales representa- 
tive. Mr. Hood is a recognized author- 
ity on household goods moving tariffs. 
Another long-time able assistant to Mr. 
Watson is Allen F. Shertzberg, vice- 
president and assistant secretary, one of 
the industry’s top men on insurance and 
governmental regulatory problems. 

W. D. Rohlf, Sr., vice-president in 





ROHLF SEVERIN 


Greyvan’s executive team is headed by the founder, George O. Watson. Other top officers include Harry J. Gray, executive vice-president; Shelby 
Hood, vice-president; Allen F. Shertzberg, vice-president and assistant secretary; W. D. Rohlf, Sr., vice-president, sales, and E. E. Severin, comptroiier. 
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Equipment progress in the long-distance moving industry, as shown in these Greyvan units of 1929, 1934, 1940, and today. 


charge of sales, is a man with years of 
sales experience in the automotive indus- 
try. He has intensified Greyvan’s new 
concept of selling moving services through 
trained moving counselors. In the Grey- 
van Organization, there are today more 
than 200 men and women who have 
qualified as moving counselors through 
an intensive training program, which 
includes written examinations. 


E. E. Severin, Greyvan’s comptroller, 





Before 1935 Greyvan had standardized its car- 
fons for packaging many types of household 
goods. 


was connected with Overland Grey- 
hound another Greyhound subsidiary, 
for 19 years, and in addition had expe- 
rience with the Union Pacific and the 
Chicago & North Western railways. 


Some Greyvan ‘Firsts’ 


Here are a few of the innovations 
which Greyvan Lines has brought to the 
moving industry, according to its officials. 


Greyvan pioneered the Port-A-Robe 
container, which carries garments on 
hangers. Originally, these containers 
were furnished free of charge. At first, 
each van had three Port-A-Robe con- 
tainers, built by Greyvan. Most movers 
now offer similar service, at the standard 
tariff rate of $5 for wardrobe containers. 


Greyvan was the first to use form- 
fitting slip covers for chairs, divans, 
mattresses, and similar articles. 


“T recall that our early sets were made 
of a thin material which could be 
laundered easily,” Mr. Hood says. “Grey- 
van was also the first to use floor run- 
ners as standard equipment.” 


Even before 1935 Greyvan had stand- 
ardized its cartons for packaging such 
household goods as books. These car- 
tons, copyrighted by Greyvan, were later 
adopted as standard for the industry. 

The inventory form, originated with 
Greyvan, listing every item included in a 
moving job, was adopted by Greyvan 


around 1934 for the protection of its cus- 
tomers. 

“We are always looking for something 
to give our customer-shippers a more 
advantageous’ service,” one Greyvan 
official states. “Drivers and shippers 
both sign the inventory and the O. S. 
& D. forms, the former of which be- 
comes the shipper’s receipt for his goods.” 

A generation ago the moving industry 
believed that one of the main ways it 
could get new business was to put full- 
page ads in local telephone books. Grey- 
van followed along, until Mr. Hood de- 
cided to investigate the source of Grey- 
van’s expanding business. 

“We found that such phone book ad- 
vertisements were accounting for only 
about 20 per cent of our business,” he 
states. “Investigating further, we found 
that the overwhelming majority of our 
business was coming from big firms. We 
came up with the idea of going to indus- 
try directly, and we set up a national 





Greyvan was the first to use form-fitting slip covers for chairs, divans, mattresses, and the first to use floor runners to keep rugs free from outside dirt. 


account list, consisting of the names of 
big companies in each town.” 


Greyvan’s sales innovation of going 
after the national accounts was started 
in 1931. Responsibility for directing 
moves of company personnel rests mainly 
with the industrial traffic manager, ac- 
cording to Mr. Hood. Other company 
officials who may be involved include the 
sales manager, purchasing agent, or per- 
sonnel manager, in that order. 


In the first six months of 1953, Grey- 
van’s business was divided approximately 
as follows: National accounts, 40 per 
cent; private, 32 per cent, and govern- 
ment, 28 per cent. Greyvan has handled 
less government business than most 
other household goods carriers. 


In 1936, when Greyvan moved from 
Cleveland to Chicago, it introduced a 
central dispatching system which, via 
leased wires and teletype communica- 
tions, coordinates all long-distance moves 
from the moment the shipper asks for a 
loading date. The progress of the loaded 
van to destination is known at all times. 


Greyvan pioneered the Port-A-Robe container, which carries garments on hangers. The current 
dust-proof corrugated wardrobe used by Greyvan is lighter and cheaper than the original Port-A-Robe. 
























Greyvan's unique system of 113 branch 
offices is available to facilitate the move. 
These branch offices, company operated, 
permit Greyvan to provide a destination 
service without parallel in the industry, 
according to officials of the company. 


Safe Handling Procedures 


Greyvan has taken special pains over 
the years to develop procedures that will 
prevent damage to the household goods 
it carries—and, when damage does occur, 
to take the claim load off the industrial 
traffic manager or householder. 

“If there is anything the traffic man- 
ager using household goods carriers 
dislikes, it is claims,” says Harry Gray, 
Greyvan’s executive vice-president. “He 
doesn’t like to take time from his duties 
to examine covering reports, determine 
the extent of the damage, file a claim, 
and go through all the other paper work 
involved.” 

Not only does Greyvan make every 
effort to prevent claims, it has developed 
a speedy, efficient procedure to handle 
those claims which do occur. By prompt 
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action, Greyvan saves the shipper the J Dishit 

time, trouble and delay normally en- § % pre 

countered in settling claims, Mr. Gray Tf 4 

states. van i 

When the Greyvan driver files his } sel cc 

papers on delivering his load, his papers | Ware 

are examined to see if there is any in- } ing 
dication on the O. S. & D. form that loss § with 

or damage occurred. If so, the branch § addit 
office manager immediately visits the | asser 
customer, inspects such loss or damage, § Grey 
and determines whether it occurred in § you, 
transit, and whether Greyvan was the § your 

guilty party. If his inspection indicates § custo 
Greyvan is responsible, and the damage ing § 
is under $50, the branch manager settles pock 
the claim on the spot—either by ordering | 57+; 
a local repairman of the customer’s P “y 
choosing to repair the damage, or by — 
making a cash settlement. card 
“Our policy is to settle claims as soon - 
as we are sure one will be filed,” states lead 
Mr. Gray. “If we feel that a claim is ee 





coming, we don’t see any sense in waiting 
for it. By taking the initiative, we can 
render greater customer satisfaction.” 


Greyvan attacks from many sides the 
job of handling its customers’ goods 
safely. First, all of its tractors and 
trailers are under exclusive contract to 
a Greyvan Company. 


“We used to own our own equipment, 
but found it just too difficult to get 
people who would take care of the equip- 
ment as if it were his own,” says Mr. 
Hood. “The man with his own equip- 
ment takes the best care of it. It has 
been more economical, both for Greyvan 
and for our shipper-customers, to have 
vans operated by owners—by drivers with 
a financial interest in the success of the 
move.” ; 
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How Trailer Is Equipped 

Each of the Greyvan trailers is spe- 
cially built for Greyvan. They have 
semi-balloon tires for easy riding, ply- 
wood lining, dustproof doors, tie hooks 
to anchor furniture safely, inside lights 
to aid in better loading, and side doors 
for safer loading. 


The household goods entrusted to i's 
care are moved by Greyvan direcily 10 
the same truck from origin to dé 
tion. There is no transferring «! the 
load, as Greyvan has _ through- 
authority across all the 38 states it serve. 
All employes are bonded, and (‘1 


tMU<_- — in. 






providing satisfactory service to -us- 
mers receive substantial bonuses. Salé- 
ried personnel are maintained in most 
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every vicinity to complete each move to 
the customer’s satisfaction. 


Schoel for Drivers 
Greyvan drivers are given a thorough 
schooling in packing and handling house- 
hold goods. i 


Each new driver must go 
out for a period of from two to four 





weeks with experienced drivers before 
being allowed to handle a load alone. 
He also must study accounting, safety, 
and claims for one week in the Greyvan 
school. He is taught exactly how the move 
move in the customer's new home. He is |! @ Steel and Concrete Sprinklered Transit Sheds 

taught how to use form-fitting covers for 

furniture; how to pack china, glassware, es Lo R t 

WwW insurance nates 

rors, glass and marble tops; how to pack ° ° 

lampshades in sealed covers; now to |! QQ) Central Location on Truck and Rail Routes 

protect electrical appliances with thick 
th nishings in the van with tie-in ropes 

wv? I to prevent shifting of the load in transit. ON THE MAINLAND SIDE OF SAN FRANCISCO BAY 

Gray If furnishings are to be stored, Grey- WHERE RAIL AND WATER MEET 
apers | Warehouses in 17 principal cities are be- 
y in- J ing operated by Greyvan Storage, Inc., 
t loss § with plans to extend this service to 15 


is made, from the time floor runners 
and other breakables in strong barrels; 
padded covers; how to provide double . ° e 
» dirt, | Protection for davenport and other up- & Shipside Warehousing 
van is equipped to provide expert coun- fee 
Address all Inquiries to 
anch § additional cities in 1954. The company 


are laid down to the completion of the 

how to securely crate pictures and mir- 

holstered pieces, and how to anchor fur- 

; his § sel concerning suitable storage facilities. 
BOARD OF PORT COMMISSIONERS 


- the sears — ae — — GENERAL OFFICES — GROVE STREET PIER— OAKLAND 7, CALIF. 
nage, reyvan to handle the entire move for . 
d ~ you, the only thing you have to pack is TELEPHONE: HIGHGATE 4-3188 


; the | your luggage.” For the convenience of its President, H. W. ESTEP; Vice Presidents, COLONEL DUNLAP C. 


cates | customers, Greyvan provides “Your Mov- CLARK and JOHN F. TULLOCH; Commissioners, NAT LEVY and 
mage § ing Secretary,” a folder with convenient 





stties fl pockets to hold all moving records, trans- JAMES F. GALLIANO; Port Manager, DUDLEY W. FROST. 
sr portation tickets, note pad with calendar, 
“ S and a packet of change-of-address 


cards. 

i Moving rates for 2,200 of the nation’s 
tates leading moving companies are the same, 
im is § 54YS Mr. Hood, and are on file with the 
iting | Interstate Commerce Commission. Vans 
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Boods Coming —— ie * CHICAGO 

B * ? oll 

: ° CITY 
Feature Articles i 

t, 

+ March 27—Among the many spe- uararerte 

quip- cial features of Traffic World’s 

sae Perfect Shipping Annual will be 

t thas articles describing the Perfect - qd’ 

»yvan Shipping activities of the public Back up nite S Mga, 


= warehouses and the long-distance 


: a” 
¢ the moving companies. “Man on the Van 


April 3—How an air rrier 
— aie e = A nation-wide organization of 
American Airlines, goes about 


ane : moving experts goes to work for In the ¢ r 
spe- promoting industrial development you when you call UNITED ; e traffic world, 
have in relation to air transportation. VAN LINES. Every detail is it’s Monon for 
ply- April 10—H fi carefully Pre-Planned... ex- : : 
hooks pril 10—how a trattic manager pertly followed through. See service-with-a-plus 
lights reduced packing costs, eliminated Classified Phone Book for near- 
doors damage, and reduced tare and est United Van Lines’ Agent. 
shipping weight through the use He'll gladly explain. 
O is of wirebound containers. = 
Rg April 17—New owners of Federal ud + d 
tine - —_ 
oer Barge Lines, the nation’s largest = ni e VAN LINES, INC. 
oo ; a wera Sy —— Moving with Care 
~jvers fy ans ° a uitate the om Everywhere! 
usto- and improve its service under “ 
Sala- private enterprise. Headquarters: 





imost St. Louis 17, Mo. THE HOOSIER LINE 
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are weighed before and after loading. 
The customer’s cost is based on the 
weight of his goods and the number of 
miles the goods are carried, plus the cost 
of any accessorial services the shipper 
may have ordered. Customers receive 
a copy of the public weighmaster’s offi- 
cial certificate, showing actual weight of 
the goods. 


Industry Standards Are High 


Mr. Hood is a long-time member of the 
shipper relations committee of the Mov- 
ers’ Conference of America, Washington, 
D.C., industry trade association. The 
committee has prepared and published 
several excellent industry brochures— 
one on “The Moving Salesman’s Re- 
sponsibilities and Duties,” a second ad- 
dressed to shippers and entitled “Moving 
to Another State,” a third, “Training and 
Reference Manual for the Moving Van 
Man,” and a recent fourth manual on the 
handling and transportation of laden 
home freezers. The brochures express 
the concern of the long-distance moving 
industry as a whole to give the shipping 
public the finest and most satisfactory 
service possible, and the pains being 
taken to reduce claims—“still the number 
one headache of the moving industry.” 
These pamphlets offer convincing proofs 
of the high industry-wide standards 


PERSONAL 


Carson L. Taylor, formerly general 
solicitor of the Milwaukee Road, has 
been elected vice-president and general 
counsel of the company, at Chicago, to 
succeed M. L. Bluhm, who retires March 
31 under provisions of the railroad’s pen- 





Cc. L. Taylor W. J. Quinn 


sion plan after 32 years of service. 
William J. Quinn, formerly vice-presi- 
dent and general counsel of the Soo Line, 
with headquarters at Minneapolis, has 
been elected general solicitor of the Mil- 
waukee Road, at Chicago, effective April 
1, succeeding Mr. Taylor. J. M. Cun- 
ningham, who has been district freight 
traffic manager of the road at New York 
City since 1948, has been appointed 
freight traffic manager-sales and service 
with headquarters in Chicago, effective 
March 16, succeeding J. O. MclIlyar, who 
died February 20. Mr. Cunningham, an 
employe of the Milwaukee Road since 
1920, has represented its traffic depart- 
ment in Vancouver, B.C., Winnipeg, 
Manitoba, Duluth, Minn., Pittsburgh, 
Philadelphia and Chicago. F. W. Baker, 
general agent at Pittsburgh, has been ap- 
pointed district freight manager at 





which the Movers’ Conference of Amer- 
ica seeks to inculcate, and the industry’s 
fair-mindedness in sharing technological 
advances and in helping customers un- 
derstand the law and practices governing 
interstate movers. 





Santa Fe Railway Now 
Completely Dieselized 


The Santa Fe Railway is now com- 
pletely dieselized, and is the largest in 
the nation with a completely dieselized 
operation, Fred G. Gurley, president, has 
announced. Santa Fe acquired its first 
diesel locomotive in 1936, and was the 
nation’s first railroad to use diesel loco- 
motives in all three branches of service 
—passenger, freight, and switching—ac- 
cording to Mr. Gurley. 

The road now owns 977 diesel locomo- 
tives totaling 1,622 units with a total 
of 2,263,210 horsepower. Included in the 
engine fleet are 90 passenger locomotives 
totaling 245 units, 552 freight locomo- 
tives totaling 1,040 units, and 335 switch- 
ing locomotives totaling 337 units. Serv- 
ice and maintenance of the diesels is 
carried on at shops in Barstow and San 
Bernardino, Calif., Clebourne, Tex., and 
Argentine, Kan. 


New York City, and George Neu, division 
freight agent at Minneapolis, has been 
appointed general agent at Pittsburgh. 
M. J. Martin, formerly chief clerk in the 
general north western freight agent’s 
office at Minneapolis, has been appointed 
traveling freight agent with headquarters 
at Minneapolis, effective March 16. 
% * * 


F. G. Robinson has been appointed 
traffic manager of the Galveston (Tex.) 
Wharves, effective March 8, by the board 
of trustees. 

* x % 


Colonel Thomas J. Weed, U.S. Army, 
retired, has been appointed to the new 
post of eastern representative of the Port 
of Stockton, Calif., with headquarters at 
Washington, D.C. Colonel Weed served 
as executive officer to the chief of trans- 
portation, Department of the Army, after 
a tour of overseas duty that included 
command of the Army Port of Embarka- 
tion at LeHavre, France, and command 
of the Bremen, Germany, port command 
in and after World War II. 


* * * 


James A. Barone has been appointed 
traffic representative for eastern Con- 
necticut by Adley Express Co. 


Ba ae * 
William H. Donaldson, chief clerk to 
the western traffic manager of the 
Southern Railway System at St. Louis, 


Communications for this department 
should be mailed to Editorial Department, 


Traffic World, 815 Washington Building, 
Washington 5, D. C. 
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Mo., has been promoted to commercial 
agent at Detroit, Mich. 


* * * 


Roy W. Nelson, resident vice-preside it 
of the Minneapolis & St. Louis Railway, 
has been elected to succeed Arthur ©, 
Leake, as vice- 
president-traffic of 
the company at 
Minneapolis, effec- 
tive April 1. Mr. 
Leake, who has had 
48 years of railroad 
service, is retiring 
at his own request. 
At the same time, 
the company an- 
nounced that John 
W. Devins, execu- 
tive vice-president 
of the road, has 
been elected presi- 
dent as successor to Lucian C. Sprague, 
who had been chief executive of the 
road since 1935, and who continues as a 
director and chairman of the board. 
Mr. Nelson, the new vice-president-traf- 
fic, spent his entire railroad career of 41 
years with the M. & St. L. He joined 
the road as a clerk and until 1926, served 
in the freight claim department. He 
transferred to the traffic department as 
chief clerk and nine years later joined 
the sales and service division as general 
agent in St. Paul. He was appointed 
eastern traffic manager in 1939, assistant 
vice-president in 1948, and resident vice- 
president in 1953. 


co a * 





R. W. Nelson 


F. W. Jones has been promoted from 
chief rate clerk in the traffic department 
of the Akron, Canton & Youngstown 
Railroad, to chief of the tariff bureau at 
Akron, O., effective March 8. 


* * * 


J. P. Belvin, formerly traffic manager 
of the Georgia & Florida Railroad, has 
been appointed chief operating officer of 
the road with headquarters at Augusta, 
Ga. O. J. Capps, formerly assistant 
traffic manager, has been appointed 
freight traffic manager, rates and divi- 
sions, at Augusta, and R. A. Humphlett, 
formerly assistant traffic manager, has 
been appointed freight traffic manager, 
sales and service, also at Augusta. James 
Laurie, formerly acting general man- 
ager, has been named assistant to the 
receiver, (Alfred W. Jones), and J. H. H. 
Patterson, formerly assistant to the gen- 
eral manager, has been appointed assist- 
ant to the chief operating officer. The 
positions of general manager and assist- 
ant general manager have been abolished. 

* ok * 

Arlington R. Meek has been appointed 
assistant general traffic manager in the 
general traffic department of Nitrogen, 
Semet-Solvay, and Solvay Process divi- 
sions of Allied Chemical & Dye Corpora- 
tion in New York City, effective April 1. 
Mr. Meek succeeds Leo J. McHugh, who 
is retiring after 38 years of service. 

ak * * . 

Gene Henderson has been appointed 
sales representative for K. L. M. Roya! 
Dutch Airlines at Cleveland, O. 


a * * 


G. C. Whitlow has been appointed as- 
sistant to the vice-president-rates of the 
Chesapeake & Ohio Railway at Cleve- 
land, O., effective March 16. 

* a * 

G. W. Flanigan and J. F. Falvey ave 
been appointed assistant freight t»affic 
managers of the New Haven Ros at 
Boston, Mass., effective March 1. O» the 
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ws THIS YOUR BOSS? 


“I'm going up and lock horns 
with the Sales Manager, 
boys. Wish me luck!" 


Your boss may not be this type, but... 
ALL BOSSES WANT TO CUT COSTS— 


And recognize the man who brings 





them down. Check the savings of 


Seatrain if you’re in the shaded areas. 


Seatrain Savings System 


Direct routes and regular schedules between the 
Port of New York and Ports of New Orleans, 
Savannah and Houston (Texas City). Load rail 
cars at your plant—Route: Rail-Seatrain-Rail— 
your carloads move from plant to consignees’ 
siding with seals unbroken. You control the 
transit time. 
















% 5 
% TEXAS City %, NEW ORLEANS 





15 Broad Street \ 
New York 5, N. Y. 
Whitehall 3-2470 

Atlanta, Ga. is X 
WAlnut 7275 \ 
New Orleans, La. Ne 
RAymond 8481 
St. Louis, Mo. 
GArfield 1171 


Houston, Tex. 
CHarter 0661 


Savannah, Ga. 
2-3171 


PRospect 8476 SEATRAIN LINES, INC. 





“No, no. You should have 
turned LEFT at Juneau!” 


call the GOTTON BELT 


—— tn 


ST. LOUIS SOUTHWESTERN RAILWAY LINES 
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same date J. L. Lonergan was made as- 
sistant general freight agent. 
” * * 


R. C. Cavness has been appointed in- 
dustrial engineer of the Rio Grande 
Railroad at Denver, Colo., succeeding 
the late C. M. Lightburn. Charles Wilcox 
has been named assistant industrial 
engineer succeeding Mr. Cavness. 

~ 7 


William J. Curtis, traffic manager of 
Admiral Corporation, Chicago, has been 
appointed director of traffic, a newly- 
created position. In 
his new post, Mr. 

Curtis will handle 
traffic operations 
for all the com- 
pany’s 30 plants, 
divisions, subsidi- 
aries and branches 
in the United 
States and Canada. 
Mr. Curtis attended 
the traffic school at 
Northwestern Uni- 
versity, then served 
as city passenger W. J. Curtis 
agent for the Pere 
Marquette Railroad before joining Ad- 
miral ten years ago. He became traffic 
manager in 1946 when the traffic de- 
partment was organized. He is a member 
of the Traffic Club of Chicago, Chicago 
Transportation Club, Delta Nu Alpha, 
and the Chicago Passenger Club. 

* & & 


The appointments of six new sales 
representatives have been announced by 
Akers Motor Lines. They are: Vernon 
N. Espi-Tallier, formerly traffic manager 
for Thatcher Furnace Co.; Charles Nel- 
sen, formerly traffic representative for 
Acme Fast Freight, with headquarters 
in New Jersey. Herman L. Collins, for- 
merly with Cooper Motor Lines; Edward 
Silver, formerly with Cambridge Piece 
Dying Corporation, and Murray G. 
Marks, formerly with McLean Trucking 
Co., with headquarters in New York, and 
Farrell L. Roberts, formerly with Sea- 
board Air Line Railroad, with head- 
quarters in South Carolina. 

7 * * 


P. J. Kemmeter has been appointed 
traffic manager of the Consolidated 
Badger Cooperative, with offices at 
Shawano, Wis. Mr. Kemmeter had been 
associated with the Clintonville Transfer 
Lines as sales and traffic consultant, and 
previously to that he was traffic manager 
of Western Condensing Co. 

* aK 7 


M. J. Craig, general agent at the Keo- 
kuk, Ia., office of the Toledo, Peoria & 
Western Railroad, and G. F. Miller, gen- 
eral agent at the Philadelphia office, 
have received promotions to positions as 
traffic managers at those offices, effective 
March 1. Mr. Craig had been general 
agent at Keokuk since June, 1951, and 
Mr. Miller at Philadelphia since April, 
1950. 

* * * 

R. H. Burck, who formerly headed the 
southern U.S. traffic region of Branif 
International Airways, at Austin, Te. 
has been named general traffic and sales 
manager for the company with lea‘l- 
quarters at Dallas, Tex. Mr. Burci will 
be succeeded in his former post 
Dwight Chiles, heretofore district sales 
manager for Braniff at Houston. 

* * * 


Appointment of Edward Walg’r % 
traffic manager in charge of “K Line 
services, has been announced by 0ast- 
wise Line, Pacific Coast agent f “K 
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Prepare 


The traffic manager executives of 
tomorrow will be those who pre- 
pare now to shoulder greater re- 
sponsibilities. The importance of 
competent transportation and traffic 
direction is re-emphasized every 
day in the business world. For ad- 
vancement you must be well versed 
in all the technical aspects of traffic 


management as well as the broad in- 


fluences of general business and 
economic conditions on transporta- 
tion. 

The College of Advanced Traffic 
and the Academy of Advanced Traf- 
fic offer both basic and advanced 
training. You can arrange a pro- 
gram of study to fit your own sit- 
uation . . . either a full time day 
course, evening class study or home 


study by correspondence. Realistic, 


practical course material is pre- 
sented by an industry experienced 
staff of instructors, well qualified 
to help you on your road to success 
in transportation and traffic man- 
agement. 

Let us help you prepare now for 
advancement. Write for complete 
details about a plan for you, based 


on your present experience. 


College of Advanced 
Traffic 


Chicago: 22 West Madison Streer 


Academy of Advanced 
Traffic 


New York: 63 Vesey Street 








Line. Mr. Walker comes to his new posi- 
tion from Interocean Steamship Cor- 
poration where he was in charge of 
Knutsen Line’s South American Service. 
* ae a 

Bernard B. Dvorak, assistant traffic 
manager of the Minneapolis-Moline Co., 
plants at Hopkins and Minneapolis, 
Minn., has _ been 
named traffic man- 
ager of these 
plants, Frank C. 
Forward, general 
traffic manager of 
the company, has 
announced. Mr. 
Dvorak _ succeeds 
Jehn G. Shonks, 
who retired De- 
cember 31. He be- 
came _ associated 
with the company 
in 1935 as a mes- 
senger boy at the 
home office. He was transferred to the 
traffic department the same year and 
remained in that department until 1942 
when he enlisted in the U.S. Navy. Mr. 
Dvorak returned to the traffic depart- 
ment in 1945 and was named assistant 
traffic manager in 1952. 

* * 


Charles M. Noble, formerly assistant to 
the vice-president in charge of traffic of 
Coastwise Line, has been appointed as- 
sistant general traffic manager of the 
N. Y. K. Line (Nippon Yusen Kaisha), at 
San Francisco, Calif., effective March 16. 
Prior to his association with Coastwise 
Line, Mr. Noble was traffic manager of 
Interocean Line’s European and inter- 
coastal services. While at Coastwise Line 
he also managed ‘= Line traffic. 


* 


James J. White am — appointed 
director of safety and labor relations 
of E. Brooke Matlack, Inc., liquid trans- 
porters of Philadelphia. He was for- 
merly associated with teamster’s unions 
in Pittsburgh, Pa. 

* 


B. B. Dvorak 


of * 


D. “Glen” Roop has been promoted to 
plant traffic manager of the Central 
Soya Co., at Gibson City, Ill., succeeding 
V. E. Armstrong, resigned. Winston A. 
Martin, formerly assistant plant traffic 
manager at Memphis, Tenn., has been 
named plant traffic manager succeeding 
Mr. Roop. 


* * * 


S. J. Anderson, assistant general freight 
agent of the Great Northern Railway at 
Duluth, Minn., has been appointed as- 
sistant general freight agent of the 
company at Portland, Ore., effective April 
1, succeeding the late C. A. Gerken. The 
company announced also that F. J. 
Loughney, general agent at Cleveland, 
O., had been appointed assistant gen- 
eral freight agent at Duluth. J. E. Burns, 
traveling freight agent at Kansas City, 
Mo., succeeds Mr. Loughney, and R. D. 
Phillips, city freight and passenger agent 
at Bellingham, Wash., succeeds Mr. 
Burns. 

~ x * 

Carl Bianchini has been appointed 
general agent of the Union Pacific Rail- 
road at Stockton, Calif., effective March 
16. ~ - * 

Richard B. O’Donnell has been ap- 
pointed traffic manager for Armco In- 
ternational, Middletown, O. He began 
his career with Armco in 1936 as a record 
clerk. In 1939 he was made senior rec- 
ord clerk and served in this post until 
he was called to duty with the U.S. Army 


| 





cncaco, mt. 
401 S.totin sr.  MO-6-7310 


Regular daily Union Pacific 
freight service takes livestock 
across the West with enviable 
records of good arrival 
condition. 
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w Engla 
At Mechanicville, N. Y., the D & H con- 
nects with the B & M presenting a Gate- 
way between prosperous New England 
and the rest of the nation. Consult near- 
est D & H Traffic Representative about 


routes, rates, service... or special 
handling of shipments. 


DELAWARE & HUDSON 


RAILROAD CORPORATION 
Albany 1, N. Y. 

















PORT 
OF 


SAN FRANCISCO 





GATEWAY TO 264 WORLD PORTS 
VIA 111 SHIPPING LINES 
DETAILS GLADLY GIVEN 
J. H. MYERS, Traffic Manager 
FERRY BUILDING, SAN FRANCISCO 6, 


CALIFORNIA, U. S. A. 


Eastern Representative: LAWRENCE T. WAIDELL 
35 East Wacker Drive, Chicago 1, Ill. 
European Representative: W. HALL & CO., LTD. 
Aston House, 29, Rood Lane, London, E.C.3 
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F.C. HOGUE 
Vice-President, Traffic 


DENVER « RIO GRANDE WESTERN 
RAILROAD 


Rie Grande Building « Denver, Celerede 








in 1943. On his return from military 
service in 1946, Mr. O’Donnell became 
chief order clerk in the company’s 
traffic department. He was named as- 
sistant to the traffic manager in 1948 and 
held that position until his new ap- 
pointment. 
+ * * 

The election of Jack Fleck as a vice- 
president of the Denver Chicago Truck- 
ing Co., Denver, Colo., has been an- 
nounced by Kemp 
Shacklett, general 
Sales manager of 
the company. Mr. 
Fleck assumed his 
new position on 
March 1. He had 
been terminal man- 
ager for the com- 
pany at Los An- 
geles for the last 
17 years, and will 
continue to reside 
in Los Angeles, ac- 
cording to Mr. 
Shacklett. At the 
Same time, the Denver Chicago an- 
nounced the appointment of Don Mc- 
Morris as eastern manager of the com- 
pany. Mr. McMorris will have his 
headquarters in Cleveland, O. 

* * * 

K. F. Zimmerman has been promoted 
to the newly-created position of district 
traffic representative of the Chicago & 
North Western Railway System at 
Seattle, Wash., effective March 16. 





Jack Fleck 


Colonel Joseph P. Adams, U.S. Marine 
Corps Reserve, a member of the Civil 
Aeronautics Board, began two weeks’ 
training duty involving flying at the US. 
Marine Corps Air Station, Quantico, Va., 
March 16. Mr. Adams, in his previous 
tours of active flight duty at Quantico 
in 1952 and 1953, was assigned to Marine 
Corps helicopter flight operations for 
pilot familiarization, according to the 
C.A.B. His current assignment included 
flying both fixed wing and rotor wing 
aircraft, it said. 

oe * a 

At the second annual meeting of 
North American Van Lines of Canada, 
Ltd., P. Martin, of Westmount Moving 
& Warehousing, Montreal, Quebec, was 
elected president. Other officers of the 
company elected were: D. Gollan, of 
Reliance Storage & Cartage Co., Cal- 
gary, Alberta, vice-president; R. Mid- 
dup, of J. T. Middup & Son, Toronto, 
Ontario, secretary, and C. Warman, of 
Star Storage, Ltd., Winnipeg, Manitoba, 


treasurer. 
: 7 


* 

Edward Wimberly, has been named 
chairman of the Public Service Commis- 
sion of South Carolina succeeding F. B. 
Hines. Named as vice-chairman was 
Clyde F. Boland. 

os oa a 


D. F. Semon has been appointed traf- 
fic manager of Fedway Stores, New 
York City, effective March 8. 

* * 7 


John K. Gund of Lakewood Storage 
Co., Cleveland, O., was elected president 
of United Van Lines, Inc., at the an- 
nual meeting of the company at the 
Chase hotel in St. Louis, March 9-10. 
He succeeds W. W. Warren, of Warren 
Transfer & Storage Co., Oklahoma City. 
Benjamin D. Bernstein, of Quaker Stor- 
age Co., Inc., Philadelphia, was named 
vice-president; William S. Kutschbach, 
of Atlas Transfer & Storage Co., Colum- 
bus, O., treasurer; Alfred J. Hicks, of 
South Side Moving & Storage Co., 
Kansas City, secretary; J. Wallace 
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To Take the Load 
Off Your Mind! 












LONG DISTANCE MOVING 































This 1000-horsepower all- 
urpose Diesel is one of two 
ozen such locomotives now ia 

Fast Freight Service on the M. & 

St. L. More of the handy road 

and-switch engines are added 

every year to the big M. & St. |. 
fleet of Diesel power. 
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RUSH ROUTE! 


BETWEEN 
KANSAS CITY 
AND FIVE 
GULF PORTS 


J. W. SCOTT 
Vice Pres. - Traffic 
KANSAS CITY 5, MO. 


Kansas 
Citv/) 
GourHERN 


LONE 


EXPEDITE 
YOUR LCL FREIGHT 


on the long haul 
cross-country! 


Ship via NATIONAL 
CARLOADING 
CORPORATION 


serving over 30,000 communities 
through more than 150 stations 


National 
Carloading Corporation 


JUDSON SHELDON DIVISION 
JUDSON FREIGHT FORWARDING DIVISION 
19 RECTOR STREET NEW YORK 6. N Y 


SERVING 


and the Laredo and Brownsville, Texas 
Rail Gateways to Mexico. 


Fager, vice-president and general man- 
ager; L. A. Larimore, vice-president and 
comptroller; Harry H. Roer, vice-presi- 
dent and sales manager, and P. B. Goelz, 
assistant treasurer. 
* * oe 

John M. Drewry has been named pro- 
fessional staff member of the House 
merchant marine committee. Mr. 
Drewry, who was counsel to the com- 
mittee in the Eighty-second Congress, 
has recently been serving as counsel to 
the special subcommittee of the Senate 
interstate and foreign commerce com- 
mittee headed by Senator Charles E. 
Potter, of Michigan, which was set up 
last year to study merchant marine 
problems. 


NEWS OF TRAFFIC CLUBS 


Mrs. Muriel White, of Owens Illinois 
Glass Co., was installed as president of 
the Women’s Traffic Club of San Fran- 

cisco at a meeting 
of the club in the 
Mark Hopkins 
hotel on March 20. 
Mrs. White has 
been associated 
with the Owens 
Illinois Glass Co., 
for the last six 
years as an assist- 
ant in its traffic 
department. Other 
officers installed 
with Mrs. White 

Mrs. Muriel White are: Mrs. Frances 

Rutherford, of the 
General American Transportation Cor- 
poration, vice-president; Miss. Barbara 
Thomas, secretary, and Mrs. June Oliv- 
ier, of Southern Pacific Co., treasurer 
Directors include Miss Muriel Colling, of 
Harper Robinson Co.; Alexandra Har- 
rington, of Haslett Warehouse Co.; and 
Mrs. Anita Maguire, of Pacific South- 
coast Freight Bureau. 

. oa 7 

R. W. Johnson, of the Association of 
American Railroads, will speak on freight 
loss and damage prevention at the 
“Transportation-Perfect Shipping Night” 
meeting of the Transportation Club of 
Bloomington, Ill., at the Western Avenue 
Community Center on March 24. 

x * * 


At the second monthly meeting of the 
Motor City Traffic Club forum in the 
Detroit-Leland hotel March 22, Carter 
A. Justin, vice-president of sales of the 
Geo. F. Alger Co., will speak on “Public 
Relations in the Transportation Indus- 
try.” John A. Wallace, director of traffic, 
Ford Motor Co., will be guest chairman. 
* * * 


Warren W. Brown, president of the 
Chicago, Indianapolis & Louisville Rail- 
way, will speak at a meeting of the 
Transportation Club of Seattle, Wash., 
March 22. 

* ae a 

John W. Witherspoon, assistant gen- 
eral traffic manager, United States Rub- 
ber Co., will be the guest speaker at a 
meeting of the Women’s Traffic Club of 
Los Angeles, at the Clock Country Club, 
March 24. 

an oe ok 

Chet Nelson, sports editor of the 

Rocky Mountain News, will be guest 
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““Locomotive-to- 
caboose radio? A 
reality at T.P.&W. 
—the railroad of 

the future— 


TODAY!” 


TOLEDO, PEORIA & 
WESTERN RAILROAD 


FREIGHT SERVICE 


Chicago & North Western System 


eeeif you're looking 
for a plant location 


Investigate the rapidly developing 
GM&O territory. You'll find central 
location ... easy access to materials 
and markets... fine transportation. 
Ask your GM&O traffic agent or 
write— 

T. T. MARTIN, vice-president 

Industrial Department 
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For Fast Peoria Gateway 
Terminal Handling 
Specify Via 

PEORIA, ILLINOIS 

AND P. & P. U. RY. 


A STRAIGHT LINE IS 
STILL THE SHORTEST 
DISTANCE BETWEEN 
TWO POINTS! 


Peoria & Pekin Union Railway Co. 


E. F. STOCK, General Traffic Manager 
Union Station, Peoria 2, Illinois 
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CHICAGO, BURLINGTON & QUINCY RAILROAD 


speaker at a meeting of the Traffic Club 
of Denver, Colo., in the Albany hotel, on 
March 25. The board of directors of the 
club will meet at American Legion Post 
No. 1, April 5. 

* * * 

The annual dinner of the Fort Wayne 
(Ind.) Transportation Club will be held 
April 28 at the National Guard Armory, 
according to R. R. Taggart, traffic man- 
ager, International Harvester Co., chair- 
man of the club’s publicity committee. 

> ca aE 


The annual spring dinner-dance of the 
Cedar Rapids (Ia.) Traffic Men’s Asso- 
ciation will be held at the Montrose 
hotel, April 28. 


* * 


New officers of the Traffic Club of 
Greater Los Angeles, Calif., will be elected 
at a meeting at Swally’s restaurant, 
April 14. 


* * A 


Henry C. Hargis, manager, northern 
California division, Lyon Van & Storage 
Co., has been elected president of the 
Transportation Club of San Francisco. 
John H. Schroeder, manager, Standard 
Railway Equipment Co., was elected first 


vice-president; Frank Hubert, Jr., traffic 
manager, Bethlehem Pacific Coast Steel 
Co., second vice-president, and George 
W. Phelps, formerly of the Louisville & 
Nashville Railroad, now retired, sec- 
retary-treasurer. Directors elected were: 
Gordon L. Crocket, special assistant to 
the vice-president, passenger department 
Southern Pacific Lines; August E. Frid- 
berg, freight traffic manager, Matson 
Lines; Keith Miller, assistant traffic 
manager, Standard Oil Co.; Harold L. 
Robertson, vice-president, Robertson 
Drayage Co., and Samuel L. Wright, at- 
torney, Pillsbury, Madison and Sutro. 


NEWS OF OTHER 
TRAFFIC GROUPS 


The Syracuse (N.Y.) Alpha Chapter 
of the Delta Nu Alpha Transportation 
Fraternity has invited members of the 
Syracuse Beta chapter as guests at its 
dinner meeting in the Syracuse hotel, 
March 22. Trailers-on-flat-cars will be 
discussed at the meeting. 

a * ca 


A panel discussion on trailers-on-flat- 
cars was held at a meeting of the Phoe- 
nix (Ariz.) Chapter of the Delta Nu 
Alpha Transportation Fraternity at 
Phoenix College, March 8. 


u * a 


G. A. Heinze, of the Minnesota Poultry, 
Butter and Egg Association, Minneapolis, 
Minn., was elected president of the Ninth 
District Chapter of the Association of 
Interstate Commerce Commission Prac- 
titioners at the regular meeting of the 
chapter in the Y.M.C.A., in Minneapolis 
March 9. Other officers elected were: 
W. P. Libby, of Midland Cooperatives, 
Inc., first vice-president; L. E. Edwards, 
of the Minneapolis, Northfield & South- 
ern Railway, secretary; A. Walfred John- 
son, of Kurth Malting Co., treasurer. 
Vice-president elected were: Arnold J. 
Fossum, of Hubbard Milling Co., Man- 
kota, Minn., for Minnesota; J. I. Finness, 
Fargo Chamber of Commerce, Fargo, 
N.D., for North Dakota; Charles A. Carr, 
of the South Dakota Public Utilities 
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Skogmo, Inc., Minneapolis, Minn., for 
Wisconsin. 

a ~ * 

At a meeting of the Trenton (N.J.) 
Chapter of the Delta Nu Alpha Trans- 
portation Fraternity in the Stacy Trent 
hotel, February 25, a nominating com- 
mittee was selected to name candidates 
for chapter offices for next year. 

* * 


The annual dinner of the Cleveland 
(O.) Chapter of the Delta Nu Alpha 
Transportation Fraternity will be held 
April 22. At a meeting of the chapter 
to be held in the Allerton hotel March 
22, the subject of trailers-on-flat-cars 
will be discussed by Lawrence Pomeroy, 
traffic manager, National Malleable & 
Steel Castings Co., and chairman of the 
subcommittee on trailer-on-flat-car serv- 
ice of the committee on transportation 
instrumentalities and car service of the 
National Industrial Traffic League. 

= s 


Movement of highway trailers on rail- 
road flat cars, the Ohio axle-mile law, and 
pending legislation to require establish- 
ment of through routes and joint rates 
by motor carriers were among subjects 
discussed in a “current events forum” 
conducted by the Williamsport (Pa.) 
Chapter of the Delta Nu Alpha Trans- 
portation Fraternity at its meeting 
March 10 in the Pennsylvania Railroad 
rooms at Trinity Place, Williamsport. A 
special initiation ritual was held for 
members who missed previous initiations. 

* * * 


Nominees for offices of the Lancaster 
(Pa.) Chapter of the Delta Nu Alpha 
Transportation Fraternity were pre- 
sented at a meeting of the chapter on 
March 8 in the Manufacturers Associa- 
tion building. Officers will be chosen 
at the chapter’s meeting in April. Con- 
testants for the presidency are R. A. 
Rudisill and H. F. Parmer. The pro- 
gram for the meeting also included dis- 
cussion of plans for the meeting of the 
national fraternity in Reading, Pa., in 
May, and completion of a “mock” I.C.C. 


hearing involving motor rights. 
* * * 


A tour of the Bethlehem Steel Co. 
plant at Sparrows Point, Md., has been 
arranged for members of the Chief 
Clerks Association of Washington, D.C., 
by T. T. Lankford, Jr., district traffic 
manager of the company, for April 8. 
W. M. Taylor, passenger representative 
of the Northern Pacific Railway at 
Washington, said that the tour would 
include inspection of the company’s 


loading and unloading facilities. 
* * a 


W. Jerome Strout, general manager- 
operations, of the Bangor and Aroostook 
Railroad, was elected president of the 
New England Railroad Club at a meet- 
ing of the club in Boston, Mass., March 9. 

* a + 


Sixty members and guests attended the 
March meeting of the Central New Jersey 
Chapter of the Delta Nu Alpha Trans- 
portation Fraternity in Highland Park, 
N.J. Arthur A. Munro, eastern traffic 
manager, Seatrain Lines, presented his 
company’s film “Seatrain and the Ship- 


per.” 
~ * * 


The regular meeting of the Queen City 
Chapter of the Delta Nu Alpha Trans- 
portation Fraternity, Cincinnati, O., was 
held March 9 at Xavier Evening College. 
A film on American trucking and a film 
on American railroads were shown. 
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CLASSIFIED 
ADVERTISING 


When answering ads please address as fol- 
lows: Box Traffic World, 815 Wash- 
ington Building, Washington 5, D. C. Rates: 
reader ads, $1.00 a line (approximately 5 
words), minimum three lines. Display ads, 
$15.00 a column inch. 
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Help Wanted 


WANTED: Capable, ambitious man experi- 
enced in adjusting fruit and vegetables rail- 
road claims, permanent position, unusual 
opportunity with traffic management com- 
pany established So. Calif. over 30 years. 
Outline personal data, education, employ- 
ment record and references. Box 540. 


Warehouse Facilities 


WAREHOUSE FACILITIES — WATERBURY, 
CONN. New company about to build modern 
fireproof warehouse affording rail siding and 
truck service to all points in Connecticut. 
Interested in long term leases which can be 
negotiated during period of construction. 
Write, giving information as to number of 
ee feet required, to Box 493, Waterbury, 
onn. 


For Sale 


Chicago Concern has rail, motor, forwarder 
tariffs: shelving, tables, chairs for sale. 
Phone SPRING 17-9683. 


Books 


BOOK catalog free. Over 100 select traffic 
titles. Transportation Book Exchange, Dept. 


4, 325 E. Piper Ave., Flint 5, Mich. 


Educational Books and Courses 


I.C. PRACTITIONERS. The only practical 
authentic I.C. law course available by mail. 
Restricted to Attorneys, Practitioners or 
those qualified to prepare for practice. In- 
cludes Freight Forwarder Act. COLLEGE OF 
ADVANCED TRAFFIC, 404 State-Madison 
Bldg., 22 West Madison St., Chicago 2, Ill. 


REGULATION OF TRANSPORTATION in its 
NEW REVISED 4th EDITION still only $6.00. 
This is the book used by the author J. H. 
Tedrow, LL.B. in the University of Kansas 
City, with a record of 90% admitted to prac- 
tice. Compact, simple, comprehensive. Covers 
Acts, history, practice, evidence. Quizzes 
and pleading forms. Over 250 leading cases 
discussed. A complete practitioners’ course 
for class or individual study. Endorsed by 
well-known traffic men and lawyers. Study 
for 10 days and if not satisfactory your $6.00 
refunded. Wm. C. Brown Company, Pub- 
lishers, Dubuque, Iowa. 
































CAPABLE TRAFFIC 
PERSONNEL 


Mr. Employer: Why not take advantage of 
the nationwide free placement service main- 
tained for our graduates? 


Listed in our files are qualified men and 
women for any type of position, includin 
General Traffic Managers with many years o 
experience and training, as well as young, am- 
bitious, recent graduates who can be develo 
as understudies for positions of responsibility. 

Also included are specialists in many different 
phases of Traffic-Practitioners—Tariff Compilers 
—Solicitors—and Claim Agents—as well as men 
with varying degrees of experience in Rates— 
Routes—Transit—Demurrage—Storage — Claims 
—Classifications. In fact, any and all duties in 
a Traffic Department. 


Just drop a line outlining your needs to the 
nearest office: 


COLLEGE OF 
ADVANCED TRAFFIC 


State-Madison 






























ACADEMY OF 
ADVANCED TRAFFIC 
63 Vesey St. 














Building § New York, N.Y. 
22 West Madison St. § 1422 Chestnut St. 
Chicago 2, III. & Philadelphia, Pa. 
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CCORDING to statistics issued by 
K.L.M. Royal Dutch Airlines, 10 per 
cent of their 89,254 trans-Atlantic pas- 
sengers in 1953 have been tiny tots. Fig- 
ures for 1953 for the entire network show 
that 11,390 babies under the age of two, 
and 26,445 children between the ages of 
two and 12 have traveled with the air- 
line, representing six per cent of the total 
traffic carried by them. During the past 
year aboard The Flying Dutchman, stew- 
ardesses have distributed 2500 feeders, 
400 rattles, 2940 boxes of colored pen- 
cils, 6380 pairs of plastic scissors, together 
with 1800 pictures and 22,693 booklets 
and toy animals—KLM Royal Dutch 
Airlines. 
* > * 
RESENT high coffee prices don’t faze 
passengers riding the Central of 
Georgia Railway’s crack streamliner, the 
Nancy Hanks—making a daily run be- 
tween Savannah and Atlanta, Ga. The 
company has announced inauguration of 
a “free coffee hour.” Free coffee is served 
to passengers from 9:45 a.m. to 10:45 
a.m., and 10:00 p.m. to 11:00 p.m. 
oe * a 


ce OO many men are one-armed 
drivers, especially the younger 
ones, and there is something which can’t 
be charged to women who operate a 
car,” said Archie Connor, manager of the 
D.C. division’s adult driver training 
classes for the American Automobile 
Association. “But too many of the fair 
sex are one-gloved drivers; too large a 
percentage of them are, unfortunately, 
losing one glove. Managers of some of 
the larger super-markets report that 
from 50 to 100 women’s gloves a day are 
lost in their stores and parking lots. 
Gloves are left in garages, auto service 
shops, comfort stations, hotels, restau- 
rants, motor courts and in historic build- 
ings visited. If you have a pair of ex- 
pensive and imported gloves, don’t leave 
them on the seat of an unlocked car; 
you may need to buy a new pair! Fre- 
quently, a young woman lays her gloves 
on the seat beside her while she drives. 
Then, when she arrives at her destina- 
tion and slides out of the seat, the gloves 
go with her and tumble to the ground or 
the street and are lost or soiled. Get in 
the habit of gathering them up, ladies, 
and you won’t have to finish a holiday 
or vacation wishing you had that pair of 
matching gloves.” 
a 


* 


HE bells are tolling for most of the 

country’s remaining narrow gauge 
railroads but not for Southern Pacific’s 
little three-foot “slim gauge” branch 
line running from Keeler to Laws in 
southeastern California. It’s going mod- 
ern in a big way with a brand new, 
made-to-order diesel locomotive. An or- 
der has been placed by the company for 
a 50-ton, 450-horsepower diesel to replace 
a steam locomotive in operation on the 
71-mile branch line. No passenger train 
operates on the narrow gauge, but its 
thrice-weekly freight train handles con- 
siderable freight tonnage—Southern Pa- 
cific Lines News Bureau. 





TRAFFIC WORLD 


TRAFFIC DATES 


MARCH 


24-25—Allegheny Regional Advisory Board, Pitts- 
burgh, Pa. 


24-25—New England Shippers Advisory Board, 
Boston, Mass. 


25  —Federation for Railway Progress (annual 
dinner), New York, N.Y. 


27-29—National Truck Leasing System, Inc., White 
Sulphur Springs, W.Va. 


APRIL 


1-3 —Irregular Route Common Carrier Confer- 
ence of American Trucking Associations, 
Inc. (annual convention), Hot Springs, Ark. 


7-8 —Mid-West- Shippers Advisory Board, Chi- 
cago, Ill. 


8-11—Southeastern Association of Railroad and 
Utilities Commissioners 
ence), New Orleans, La. 


(spring confer- 


11-13—Customer Relations American 
Trucking Associations, Inc. (annual spring 


meeting), Chicago, Ill. 


Council, 


13. —Material Handling Institute (spring meet- 
ing), Chicago, Ill. 


20-21—Middlewest Shipper-Motor Carrier Con- 
ference, Kansas City, Mo. 


25-29—American Warehousemen’s Association (an 
nual meeting), Boca Raton, Fla. 


MAY 


5-8 —Chain Store Traffic League (annual con 
vention), Louisville, Ky. 


6-7 —Atlantic States Shippers Advisory Board, 
Atlantic City, N.J. 


6-8 —National Tank Truck Carriers, Inc., confer- 
ence of American Trucking Associations, 
Inc. (sixth annual convention), Cincinnati, 


O. 


10-12—Central Western Shippers Advisory Board, 
Salt Lake City, Utah. 


16-19—American Railway Development Associa- 
tion (forty-fifth annual meeting), Salt Lake 
City, Utah. 


18-20—Association of Interstate Commerce Com- 
mission Practitioners (annual meeting), 
Boston, Mass. 


24-27—Accounting Division, Association of Ameri- 
can Railroads, Washington, D.C. 


25-26—National Rivers and Harbors Congress 
(forty-first convention), Washington, D.C. 


25-27—Southwest Shippers Advisory Board, Amo- 
rillo, Tex. 


JULY 


28-29—Northwest Shippers Advisory Board, Du- 
luth, Minn. 





Annual Dinner Dates 


APRIL 
7  —Winston-Salem Traffic 
Salem, N.C. 
8 —Central Ohio Traffic Club, Mansfield, O. 


13. —Seattle Industrial Traffic Managers Asso- 
ciation, Seattle, Wash. 


Club, Winston- 


14 —Transportation Club of Springfield, Spring- 
field, Ill. 
19 —Manufacturers Association Traffic Club of 


Lancaster, Lancaster, Pa. 
20 —Sevannah Traffic Club, Savannah, Ga. 


28 —Fort Wayne Transportation Club, Fort 
Wayne, Ind. 


29  —Metropolitan Traffic Association of New 
York, Inc., New York, N.Y. 


29 —Columbus Transportation Club, Colum- 
bus, O. 
MAY 
4 -—Traffic Club of Lake Charles, Lake Charles, 
La. 


11 —Women’s Traffic & Transportation Club of 
Seattle, Seattle, Wash. 

12. —Danbury Shippers & Carriers Association, 
Danbury, Conn. 


12. —Wyoming Valley Traffic Club, Wilkes-Barre, 
Pa. 


of Traffic Clubs 


12. —Women’s Traffic & Transportation Club, 
Baltimore, Md. 


13. —Cincinnati Women’s Traffic Club, Cincin- 


nati, O. 

17. —Women’s Traffic Club of Houston, Houston, 
Tex. 

18 —Bridgeport Women’s Traffic Club, Bridge- 
port, Conn. 


19 —Traffic Club of Billings, Billings, Mont. 
19 —Traffic Club of Harrisburg, Harrisburg, Pa. 
20 —Traffic Club of Akron, Akron, O. 


24 —Women’s Traffic Club of Fort Worth, Fort 
Worth, Tex. 


26 —Transportation Club of Milwaukee, Mil- 
waukee, Wis. 


28  —Traffic Club of Houston, Houston, Tex 


JUNE 
2  —Junior Traffic Club of St. Louis, St. Louis, 
Mo. 
7 —Women’s Traffic Club of Lancaster, +a" 


caster, Pa. 


8 —Women’s Traffic Club of New York, ‘/ew 
York, N.Y. 


10 —Women’s Traffic Club of Detroit, De‘roit 
Mich. 
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When you're “stymied” by a shipping problem—Ask our man! 


@ Shippers have learned the value of calling in Baltimore 
& Ohio freight representatives, for these men are 
steeped in the know-how of efficient shipping. They are 
friendly and always ready to answer your questions. 

They’ ve actually been over B&O lines, seen the 
operations in yards, terminals and offices. They have 
studied, under departmental officers, the many phases 
of shipping you will wish to know about. 

At their fingertips is information on B&O’s Sentinel 
Service on carload freight, and Time-Saver on less- 
carload. They’re up-to-the-minute on schedules and 
handling, and they are keeping current on transporta- 
tion topics of importance. 

So, when special problems cause a “‘stymie’’, let 
the B&O man help remove them. He'll be glad to do 
it, and his cheerful advice may save you money and 
needless uncertainty. 


Baltimore & Ohio— 
Railroad 


Constantly doing things—better! 





FREIGHT FRUSTRATION? 


In Michigan, you can rely on ASSOCIATED for fast relief. 
For sure-to-satisfy service and Michigan's most complete coverage, 
call your nearest ASSOCIATED terminal. Write our general offices in 
Grand Rapids for information and a list of our 365 service points. 


TERMINALS IN: Ann Arbor e Battle Creek e Bay City e Benton Harbor 
Cadillac e Detroit e Flint e Grand Rapids e Holland e lonia e Jackson 
Kalamazoo e Lansing e Ludington e Manistee e Muskegon e Niles 
Pontiac e Port Huron e Saginaw e St. Joseph e Sturgis e Chicago, Ill. 
Hammond, Ind. e South Bend, Ind. e Toledo, Ohio. 
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